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RAILROAD LEGISLATION 
Without anything tangible to which to attribute 
it, there is an increasing belief that the Esch- 
Pomerene bill, if not exactly embodying the rail- 
road legislation that will be enacted by Congress, 
will at least prove to be the basis for such legisla- 


tion. Perhaps the belief is due to the fact that this 
bill is the only concrete proposal before Congress 
for needed transportation legislation, except the 
plans that call for such radical policies—guaranty 
of earnings—as have been practically discredited, 
or at least demonstrated not to have struck a pop- 
ular chord. That Mr. Esch and Senator Pomerene 
—two of the men in Congress who know most 
about transportation—are behind this bill and that 
it represents also the thought of the Interstate 
Commerce Commission as to what should be done, 
are also contributing factors to its strength. 

We believe the Esch-Pomerene bill to be a strong 
measure and that its enactment into law will be a 
stride forward. But it does not go far enough. 
That is, it stops short of solving what, in our 
opinion, are the two principal problems in the sit- 
uation. We refer to the wages of labor and 
‘adequacy of railroad revenue. The first it ignores 
entirely, perhaps because its authors regard that 
as a question apart from those with which they 
are trying to deal. There can be no criticism on 
that score, but either in this bill or some other the 
matter of wage adjustment must be taken care of 
or the railroad problem is not settled. It may be 
that the Interstate Commerce Commission should 
have jurisdiction over this matter or perhaps it 
should be vested in some other body. There is 
much to be said on both-sides, But there is no 
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question but that there must be some tribunal in 
authority over wages of railroad labor. The need 
has always been present, but never has it been 
more pressing. 

As to the second point—adequacy of revenue— 
the bill does make some apparent attempt to meet 
the issue by providing that in reaching its conclu- 
sion as to the reasonableness of any rate, the Com- 
mission shall take into consideration “the cost of 
labor and other operating costs, in so far as they 
become material in any case under investigation.” 
If that is an attempt to meet the question of 
adequacy it is a poor one. Of course, the Commis- 
sion must take into consideration labor and other 
operating costs. How could it make rates fairly 
if it did not consider the cost of doing business? 
But are there no other elements to be considered? 
Must there not be a proper return to capital, and, 
if so, is that not to be considered in making rates? 
Then, why not say so and provide some rule for 
the guidance of the Commission? 

We should say that with the Esch-Pomerene bill 
amended in this matter of proper return and with 
the wage matter attended to either by amendment 
to this bill or in a separate measure, we should 
have a program for railroad legislation that would 
be satisfactory. It is perhaps difficult to frame a 
rule for proper return that will meet conflicting, 
views, but that ought not to deter the statesmen 
from trying nor those who are interested in legis- 
lation and will profit or suffer because of it, from 
trying to help them with suggestions. 


RETURN TO CORPORATE CONTROL 

It would seem that the action of the Postmaster- 
General in returning the property of the wire com- 
panies to the management of the officers of the 
owning corporations—pending actual and complete 
restoration from government control—might fore- 
shadow similar action with respect to the railroads. 
We say this because we have no doubt that Mr. 
Burleson acted after consultation with the Presi- 
dent and his action thus signifies an administration 
policy. If that is the administration policy with 
respect to the wires, we do not see why it should 
be different with respect to the railroads. There- 
fore we are hopeful. 

Of course, if Mr. Burleson did decide this matter 
without orders or advice from the President, it does 
not follow that Director-General Hines would un- 
dertake anything of the kind with respect to the 
railroads, even if he thought it the thing to do. 
Mr. Hines might not even suggest a course to the 
President unless he were asked to do so. Therein 
his position differs from that of Postmaster-General 
Burleson. He is not a political appointee in the 
strict sense of that term. Mr. Burleson, however, 
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is one of the President’s political advisers, in so 
far as he has advisers. In fact, critics of the pres- 
ent administration believe Mr. Burleson to have 
been an evil adviser and that many of the policies 
to which they object originated with him. Mr. 
Hines, of course, has no such relation with the 
President. Until Mr. McAdoo called him to Wash- 
ington to help in the task of operating the rail- 
roads during the war no one suspected him even 
of having such acquaintance with any public official 
as would result in his being called, even in time 
of war, to occupy an office,that would bring him 
into the eye of the public as a government official. 
We can see no reason why the government 
policy that has resulted now in corporate operation 
of the wires, pending their actual return to their 
owners, should not be extended to the rails. The 
same arguments apply. Mr. Burleson points out, 
as to the wires, that, since it is evident that the 
properties are to be returned in the near future, it 
is necessary to take steps immediately to set up 
the regular operating organizations of the com- 
panies so that when the properties are turned back 
it can be done without confusion or interruption to 
the service. That could be said with equal force 
of the rail carriers. Shippers want it, the public 
wants it, railroad men want it. The only ones who 
do not want it, as far as we have been able to ob- 
serve, are some—not all—of the rail officials who 
would be responsible for the financial showing of 
their roads, who fear to undertake control again 
until the ultimate plan is agreed on and finances 
adjusted, lest the corporate managements have to 
bear the responsibility for a continued deficit in 
revenue. This, of course, is sheer cowardice. If 
corporate control would be a good thing it ought to 
be undertaken willingly by railroad officials, re- 
gardless of the possibility that some ignorant per- 
sons might place blame where it did not belong. 
Those who know will understand and they are the 
only ones to be considered now or at any time. 
The railroads were taken over by the govern- 
ment as a war measure. Perhaps such taking over 
was necessary and perhaps it was not. Perhaps, 
having taken them over, it was necessary for the 
government to remove corporate officers and re- 
place them with federal officers, and perhaps it was 
not. But it was done. Assume that it was neces- 
sary. It certainly is no longer necessary and it 
certainly is not fair to the carriers now that it is 
certain that the roads are to be restored to their 
owners, that they shall have nothing to say about 
their own management. As a matter of fairness 
to the owners of the railroads; as a means of re- 
ducing expenses and thus increasing net revenue 
by cutting off useless employees incident to govern- 
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ment operation; and as a common sense business 
proposition, in order to permit the roads to get 
themselves organized for the business struggle that 
is to come with restored private control, the goy- 
ernment ought to let go of the lines except in so 
far as it must retain control under the law. Ship. 
pers are tired of bureaucratic methods and wish 
to deal again with business men by business meth- 
ods. The government must continue to be respon- 
sible for revenue and should hold itself ready to 
check improper conduct or to give orders as to 
general policy while it remains in control; but in 
the ordinary affairs of railroad business it should 
say to the corporation: “The lid is off. Take 
your road and go after business as you please. The 
time is at hand when you will have to do it and 
you might as well be getting the practice.” 


There are those who say that even when Con- 
gress legislates for the return of the roads, it should 
guarantee earnings perhaps as long as the statute 
now provides for the continuance of government 
operation—for the reason that, they say, it will 
take that long for the roads to get their forces re- 
organized and their traffic readjusted. Certainly, 
if any such time is necessary, it should be cut down 
by adopting a policy of return to corporate opera- 
tion now. 

There is absolutely no reason for a Railroad Ad- 
ministration now except that it cannot let go. If 
there is no reason for it, then there is no reason 
why it should make rules conforming to the ideas 
of the individuals who compose it to take the place 
of rules that prevailed before the war and that are 
generally recognized as more fair, being the result 
of long experience and trial. Why should there 
be a Railroad Administration policy now on this, 
that or the other transportation matter? Why 
should we be plagued with the excrescences known 
as traffic committees? Is there any reason why 
we should not return to the old way of making 
rates through the agency of the Interstate Com- 
merce Commission? What we want is a real re- 
turn now to pre-war conditions. 


ACCEPTS LOCOMOTIVES BUILT FOR 
RUSSIA 


In Accounting Circular No. 97, Director Prouty al 
nounces that the Director-General has accepted from the 
War Department the custody of 200 locomotives which 
were originally constructed for the Russian Government, 
and has arranged until further notice to continue the oP 
eration of that equipment on federally operated lines. 


Prior to the present arrangements, the lines using these 
locomotives were obligated to the War Department for 4 
rental based upon $45 per locomotive per day. The amoutt 
payable was considerably in excess of that required under 
the present agreement, which is 6 per cent per annul 
upon a valuation of $55,000 per locomotive, or an annua 
rental of $3,300 per locomotive from the date it went into 
service, or pro rata for any fractional part of a year. 
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Current Topics 
in Washington 


e 

Politics in the Appropriation.—Dis- 
tasteful as it may be to the man who 
is interested only in obtaining a proper 
solution of the railroad transportation 
problem, to think of politics in con- 
nection with that matter, there is more 
than one human in Washington who 
believes it will be necessary for those 
seeking a solution to think of the po- 
litical aspects that may be given the 
subject. The action of the House com- 
mittee on appropriations in cutting 
down the estimate for the revolving 
fund was the first occurrence at the 
capitol suggesting there might be maneuvering dictated by 
political considerations. In the event the Railroad Ad- 
ministration is forced to show signs of acute financial 
colic what is the man in the street likely to say as to 
who is to blame for delay in the coming of the pay car, 
assuming, for the sake of the argument, that such a de- 
velopment is not impossible. Every man who has ever 
professed to carry around in his vest pocket the third 
ward or some other political subdivision is entitled to 
guess on the answer to that. In the event the possible 
colic forces Dérector-General Hines to make another gen- 
eral increase in rates, who will be blamed for that? The 
thought intended to be conveyed is that the reduction in 
the estimate may be used for the purpose of sending 
public sentiment into the right (?) channel. There is no 
real reason for an acuteness of the kind indicated, of 
course, because Congress will probably be %& session until 
late in the fall. If the enormous wheat crop sends the 
revenues upward as far as it is thought they may, and 
if the people up in the northwest begin buying coal as 
they must if they desire to save themselves from cold 
this coming winter, the revenues should be greatly im- 
proved. If they are not increased sufficiently, Congress 
will be here to make a deficiency appropriation almost 
as soon as the Director-General says the word. The fact, 
however, that there was a reduction in money allowed him 
may be taken as meaning at least that from this time for- 
ward there will be a legislative checking up on the work 
of the Railroad Administration. In theory there was such 
a checking up during the whole of the last Congress, but 
as a matter of cold bookkeeping fact there was nothing 
of the kind. The law-makers being of the same political 
faith as the men controlling the policy of the Railroad 
Administration, there was a minimum of checking up and 
amaximum of taking things for granted as being all right. 

The constitution-makers, having worked in a day before 
the creation of political parties as now constituted, figured 
that there would always be such jealousy between the 
legislative and executive branches as to assure close 
scrutiny of requests for money, thus assuring a careful 
check. They could not know the strength of the present- 
day party feeling and party fealty, else they probably 
would have devised something that would keep fellow 
partisans at arm’s length, in all dealings involving money. 


Tonnage on Import Rates Relatively Small.—That a big 
Noise does not necessarily indicate a big business may be 
inferred from the fact that the import rates about which 
some members of Congress have been making considerable 
bother, carry not any more and probably not so much as 
one-fifth of one per cent of the tonnage on American rail- 


Toads. Director-General Hines, in his testimony before the 
House committee on appropriations, estimated that the 
tonnage moving on import rates amounts to about two 
Der cent of the total tonnage. Chairman Good asked the 
question which brought out that fact. Inasmuch as New 
York, in normal times, probably receives seventy per cent 
of the imports, and the percentage probably is now greater, 
it is believed to be obvious that the rates recently estab- 
lished via Pacific and Gulf ports do not carry an immense 
amount of tonnage. Rates to and from New York on both 
imports and exports are the same as on domestic freight 
to and from that port. In behalf of those who object to 
having foreign goods hauled at any rates lower than goods 
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of domestic production, it may be remarked they probably 
are thinking of only the producers and not the merchants 
who are selling the goods. The rates were made for the 
merchants at the Pacific and Gulf ports who were falling 
into distress because their customers were being supplied 
by rivals at the port of New York. That city, on account 
of being the nearest port to the British Isles, is the one 
through which the lowest combination of ocean and rail 
rates is made to the great consuming centers inland. 
Maintenance of domestic rates to and from all ports means 
the creation of a virtual monopoly in import and export 
business for the merchants of New York. The men in 
the traffic division could not afford to have it said of them 
that they were forcing all import and export traffic through 
New York. 


A Hard Problem for Legislators.—The Senate committee 
on interstate commerce, in dealing with the fourth section 
proposal submitted by Senator Poindexter, is handling a 
subject that is about as comfortable as a sputtering bomb. 
The shippers in the intermountain country believe they 
are entitled to rates based on mileage. They do not re- 
gard the fact that rates to the interior were originally 
made from the nearest port as justification for a rate at 
the interior point made up of the water-compelled terminal 
rate and the local back, or even seventy-five per cent of 
the local back, as a controlling reason for disregard of 
the long-and-short-haul rule which they propose shall be 
made absolute. Nor are they impressed with the conten- 
tion that horizontal distance should be less of a factor 
in the making of rates than the perpendicular distance. 
At times they have probably assented to the proposition 
that grades and curves add to the cost of transportation. 
They, however, do not appear to give so much weight to 
that factor. They do not think much of the fact that the 
first transcontinental railroad was built from the Missouri 
River toward the coast and from the coast toward the 
river; or of the fact that if the builders had not expected 
to obtain the rates to the interior then prevailing the 
extensions probably would not have been made. Nor do 
they appear to make much of the fact that the government 
promoted the construction of the first transcontinental line 
as a military and political project, rather than as a com- 
mercial scheme. Their eyes are set upon the fact that 
the intermountain country is fewer miles from New York 


“than is San Francisco and think they should have as low, 


if not lower, rates than the more distant point, located on 
water, and, in normal times, in the enjoyment of water 
transportation. Senators from the interior, like Pomerene 
of Ohio and Cummins of Iowa, are not inclined to view 
the fact that Chicago is also to have more than one source 
of supply for the sugar she uses as an aid to the sugar 
producers of California and probably the beet growers of 
the intermountain country. But if the rigid long-and-short- 
haul rule of the fourth section is put into effect, there 
may be a big change of opinion by the law-makers who 
voted that way, because it is believed that, as water trans- 


_portation recovers from the effects of the war, big changes 


in market currents would result and those who lost busi- 
ness by reason of the change might feel it incumbent to 
call attention of their congressmen to the distress follow- 
ing the change in the rule that was in force in normal 
times. 


Delay to Railroad Legislation.—At this time no man hop- 
ing to be a force in the enactment of railroad legislation 
is prepared to make an estimate as to when the Senate 
will be in a position to take up that subject. No one has 
ever had to deal with a legislative situation similar to 
that produced by the opposition to the League of Nations. 
There was some opposition to the treaty of peace with 
Spain, but nothing compared to that which has already 
been voiced in respect to the League by those who believe 
the covenant, constitution or whatever the basic document 
establishing the organization may be called, establishes an 
international government which will have an imperium 
over the United States and hand down to it the law as 


.the United States hands down the law to the forty-eight 


states constituting the Union. The fight against the 
League feature of the peace treaty may be long or it may 
be short. If the peace treaty become effective upon ratifi- 
cation by three of the big four, or perhaps the big ones 
are five in number, then the action or non-action of the 
American Senate will be of no effect on European affairs. 
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If that be the fact, then there probably will be long de- 
bate—in open session, too, delaying consideration of all 
other matters. If a majority of the senators are opposed 
to the League, there may be little debate on the subject, 
thus giving much time for the consideration of railroad 
legislation. If there is a majority against the League, it 
will be able to sidetrack it and allow the President to 
understand that it is his next move and that the only 
move that could obtain the consent of the Senate would 
be the submission of a treaty of peace divested of the 
provisions for the League. If there should happen to be 
a majority for the League, then that majority could make 
the Senate devote much time to a discussion of the League, 
to the exclusion of all other matters, and especially rail- 
road legislation, which is the most vital purely legislative 
matter, the treaty being a mixture of executive and legis- 
lative facts. A. 3. BB. 


SENATE PASSES RATE MAKING BILL 


The Trafic World Washington Bureau. 


The Senate on Thursday passed the Cummins bill pro- 
viding for restoration of rate-making power of Commis- 
sion and the House appropriation bill, without debate, pro- 
viding $750,000,000 for the Railroad Administration. The 
Cummins bill was passed -with an amendment providing 
that no intrastate rate shall be increased by the Railroad 
Administration until at least thirty days’ notice of the 
proposed increase has been given to the shippers of the 
state in which the increase is proposed and a hearing 
granted. Efforts on the part of several senators to have 
state control over rates restored failed. 

Another change made in the bill as introduced in the 
last session of Congress provides that all final judgments 
on causes of action arising during federal control for a 
plaintiff or plaintiffs, rendered in actions for personal in- 
juries or for loss of or damage to property, shall be 
promptly paid and that final judgments based on claims 
accruing prior to government control shall be paid by the 
Director-General out of such compensation as is or has 
been agreed to be paid to said railroad company. Another 
important change was the addition of an amendment pro- 
viding in computing the time allowed in the present law 
for presenting claims to the Interstate Commerce Commis- 
sion for reparation, the period of federal control preceding 
the passage and approval of this act shall be excluded 
and likewise in computing the time for presenting claims 
or bringing suits for loss or damage arising out of the 
transportation of the person or the property, the period 
of federal control prior to the passage and approval of this 
act shall be excluded. 

Senator Cummins, in discussing this proposed legislation, 
said that with the war over he believed that it is the de- 
sire of every person—the Railroad Administration included 
—that the jurisdiction which the Commission formerly held 
should be restored. 

“IT am led to make that remark,” said Senator Cummins, 
“not from any communication I have had with the officers 
of the Administration, but I am led to make it because it 
has become the policy of the Administration to refer these 
matters largely to the Interstate Commerce Commission. 

“The Railroad Administration has discovered the im- 
possibility of dealing with railroad rates in a way just to 
the public, just to the shipper, and just to the government 


itself. 

“The bill does nothing more than put the President of the 
United States and the Director-General in the stead of the 
railroads so far as initiating rates is concerned, and, when 
the rates have been initiated by the President or by the 
Director-General, the Interstate Commerce Commission has 
the same authority over them for suspension, for revision, 
and for other investigation that it formerly had over the 
railway companies when they initiated the rates and filed 
their tariffs with the Commission.” 

Senator King of Utah inquired whether the passage of 
the bill would be used as an excuse or pretext by the Direc- 
tor-General and those operating the railroads now to justify 
any expenditures made by them or any maladministration 
on their part by contending that the bill hampers them and 
precludes the carrying out of economies and wise and just 
policies which they were about to put in operation, but did 
not do so because of the enactment of the law. 

Senator Cummins said he could not answer that ques- 
tion definitely. He said he had a brief discussion with the 
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Director-General in regard to the bill and that ll yy 
Hines asked was whether the bill interfered w:th the 
authority of the President or the Director-General to cop. 
trol intrastate rates. 

“I replied to him,” said Senator Cummins, “that in my 
judgment it did not have any such effect; that it was con- 
fined to the restoration of the jurisdiction of the In erstate 
Commerce Committee over rates which affected inter. 
state commerce and applied to no other rates. Whether he 
ought to have replied to me suggesting either his frieng. 
liness toward the bill or his opposition to the bill, I wij 
not say. It is sufficient, however, to say that he made no 
objection at that time or at any other time as far as | 
know.” 

Senator Nelson said the bill left to the mercy of the Rajl. 

road Administration the intrastate rates. He asked why 
relief should be afforded interstate rates and not intra- 
state rates. 
; Senator Cummins said he regarded the point raised as 
immaterial, saying that the amendment would give the In- 
terstate Commission jurisdiction over 90 per cent of the 
rates in the country. 

Senator Nelson argued that the power to fix intrastate 
rates should be taken from the Railroad Administration 
immediately, but Senator Cummins said the reason the 
committee favored leaving the intrastate rates to the Ad. 
ministration was that it believed that while the government 
controlled the railroads it must have some of the privileges 
of an owner and operator of such property. He said he 
wished, too, to see the rate-making powers of the states re. 
stored. 

Senator Nelson asked why Senator Cumfhins did not take 
the railroads out of the Railroad Administration’s hands 
as soon as possible. Senator Cummins said the railroads 
cannot be disposed of in the same way the wire systems are 
being handled. He said if the roads were returned imme. 
diately, every road would be in the hands of a receiver 
within thirty days. 


“No man ought to talk lightly about returning these 
properties to their owners until we have effective, substan- 
tial and helpful legislation that will enable them to con- 
tinue to furnish to the people of the country the transporta- 
tion which our commerce demands,” said Senator Cummins. 

Senator Pomerene said he favored restoration of the 
states’ authority over rates, but he believed that general 
legislation on that subject is necessary. 

“IT want if I can,” he said, “to get just as much as possi- 
ble of this rate-making power taken away from the Direc 
tor-General’s office and restore it to the Interstate Con: 
merce Commission, a body that has been built up, that 
has existed and worked for thirty years, and take it out of 
the hands of some of the incompetents who are down there 
in tne Director-General’s office.” 


TO EDUCATE THE PUBLIC 


The Citizens’ National Railroads League has been incor 
porated in Massachusetts. It is perfecting plans for al 
educational campaign which will reach into every state in 
the Union and which will be conducted with a view t 
consolidating public interest in the solution of the present 
problem of the railroads. 

The president of the league is N. L. Amster, chairmal 
of the executive committee of the Chicago, Rock Island 
& Pacific Railroad. 

It will seek to attain the following objects: Unite vari: 
ous elements in our national life in favor of a people’s plat 
for legislation; collect and disseminate information re 
garding present phases of the railroad problem; bring 
about immediate valuation of properties and fix upon cal 
ital actually invested so that equitable basis of rate mak 
ing and reasonable return on investment may be ascel 
tained; launch program comprehending national conver 
tions, conferences, open forum discussions, and _ othe! 
means of ascertaining public sentiment. 

A bill will shortly be introduced by a leading Republica 
senator of the west incorporating leading points of tle 
league’s plan, including: 1. Consolidation. 2. Regional 
operation. 3. Management shared by owners, shippel 
farmers, employees and the government. 4. Real valuation 
of actual investment as basis for rate making, and prov! 
—_ for reasonable and adequate interest return to shalt 
holder. . 
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Decisions of Interstate Commerce Commission 


* RATES ON HANDLE MATERIAL 


CASE NO. 8479 (53 I. C. C., 245-248) 


AMERICAN FORK & HOE COMPANY ET AL. VS. ST. 
LOUIS & SAN FRANCISCO RAILROAD COMPANY, 
DIRECTOR GENERAL, ET AL. 


Submitted April 16, 1919. Opinion No. 5736. 

Following Rates on Lumber and Lumber Products, 52 I. C. C., 
598, the rates on handle material, not further finished than 
sawed or turned to shape, in carloads, from Blytheville, 
Ark., to Thebes, Ill., and certain other destinations, found 
to have been and to be unduly prejudicial to the extent that 
they exceeded and exceed the rates on lumber from and to 
the same points. Reparation denied. 

MEYER, Commissioner: 

This complaint is brought by the American Fork & Hoe 
Company, the Union Fork & Hoe Company, and the Na- 
tional Handle Company. The first two are corporations 
engaged in the manufacture of farm and garden tools 
with factories at Memphis, Tenn., Fort Madison, Iowa, 
Jackson, Mich., Fort Wayne, Ind., Columbus, Ashtabula, 
and Geneva, Ohio, Binghamton, N. Y., and Philadelphia, 
Pa., and the third is a corporation engaged in the manu- 
facture of farm and implement handles with a mill for 
the manufacture of handle material at Blytheville, Ark. 
These complainants allege that the rates charged for the 
transportation of “handle material in the rough, sawed or 
turned to shape, not further finished,” in carloads, from 
Blytheville to the destinations named above and to Thebes, 
Ill, and St. Louis, Mo., are unreasonable, unjustly dis- 
criminatory, and unduly prejudicial and pray for the es- 
tablishment of just and reasonable rates not to exceed 
those set forth in their complaint, which in most instances 
are the same as the rates on lumber from Blytheville to 
the same destinations, and for reparation for unlawful 
charges which they will have been compelled to pay from 
and after December 1, 1915. On March 10, 1919, the com- 
plainants were permitted to file a supplemental complaint, 
making the Director General of Railroads a party defend- 
ant. Answer was filed and no further proceedings were 
had. 

Handle material which is used to make handles for 
hand agricutural implements, such as hoes, manure forks, 
and pitchforks, is shipped in two forms, the square and 
the round. The squares are pieces of wood 1% inches 
square and of an average length of 414 feet. They are 
cut from logs, planks, or flitches, or from: slabs, by the 
use of an ordinary saw. The trees used are in general 
those left in the forest after the millmen have taken all 
they can use. The slabs are the refuse of the sawmills. 
The round material is made from the square by a planer 
or doweling machine and by a single process. 

Several reasons are given for rounding the squares be- 
fore shipment. The process discloses defects and avoids 
the shipment of worthless pieces and reduces the shipping 
weight by 35 per cent. The squares are more liable to 
warp than the rounds. The rounds are shipped green, 
either loose or in bundles, and load more heavily than 
the squares. The risk in their transportation is slight. 
After receipt at the handle factory the rounds are sub- 
jected to numerous additional processes before finished 
handles are produced. 

The cost of turning the squares into rounds is small, 
averaging 50 cents per 1,000 pieces, and the value of the 
rounds exceeds that of the squares by no more than $8 
or $10 per car. The average selling price per 1,000 pieces 
for the different grades of square handle material is given 
as $58.66, of the rounds $59.66, of finished hay handles 
$114.26, finished manure handles $140.92, and finished hoe 
handles $80.37. The average value of 47 cars of rounds 
shipped from Blytheville, Ark., to the various destinations 
Mentioned in the complaint during the year ended Novem- 
ber 30, 1915, was $972.82, and the average weight 40,209 
pounds. 

Ash lumber made from trees of the grade of those from 
which the handle material is made is worth from $35 to 
$45 per 1,000 feet, and a carload would be worth from $400 
to $500 for a minimum car. The value of ash plank, how- 
ever, it was testified, runs all the way up to $125 per 1,000 
feet, and a minimum car of that grade would be worth 


from $1,400 to $1,750. Manufacturers of handle material 
compete with manufacturers of cooperage stock in the 
purchase of stumpage and also with manufacturers of 
lumber for such stumpage as can be used by both. 

In all territories the rates on the square handle ma- 
terial are generally the same as on lumber, while on the 
rounds the rates are in some instances the same, and in 
others higher than on lumber. The discussion below is 
confined to rates on the rounds. All references to rates in 
effeet “at the present time” are to rates prevailing prior 
to the increases authorized by the Director General of 
Railroads. 

The rates from Blytheville to St. Louis, Thebes, and 
Memphis are 3 cents higher than on lumber, while from 
these three points to all of the destinations named in the 
complaint except Binghamton, N. Y., and Philadelphia, 
Pa., the rates are the same as on lumber. From St. Louis, 
Thebes, and Memphis to Binghamton and Philadelphia the 
rates on turned handle material at the time the complaint 
was filed exceeded the rates on lumber by from 1.1 to 2.3 
cents, and at the present time exceed the lumber rates by 
from 5.7 to 6 cents. The through rates from Blytheville 
to central freight association, western trunk line, and 
eastern trunk line points are made by combination on 
either Thebes or St. Louis and are 3 cents over the lumber 
rates from Blytheville to all points named in the complaint 
except Binghamton and Philadelphia, and to the latter 
5.6 cents over the rates on lumber. From Memphis to 
Cairo, Thebes, St. Louis, and points in central freight asso- 
ciation territory turned handle material is accorded lum- 
ber rates. From points in Alabama, Mississippi, Tennes- 
see, and Kentucky named in Washburn’s I.C.C.No. 138 
turned handle material is accorded rates 1 cent higher 
than on lumber, although “wood, agricultural implements, 
in the rough or in the white, including primed,” which 
description embraces handle material intended for hand 
agricultural implements, is accorded lumber rates. With- 
out going into further detail with regard to the rate re- 
lationship of handle material to lumber from various 
points of origin it may be observed that a study of tariffs 
undertaken in connection with Rates on Lumber and Lum- 
ber Products, 52 I. C. C., 598, discloses that, of 144 tariff 
items naming rates on handle material in the tariffs ex- 
amined, 101 items name lumber rates, 10 lumber rates 
plus 1 cent, 19 lumber rates plus 3 cents, and 14 special 
rates made without fixed relation to lumber rates. All 
of the items naming rates higher than on lumber apply 
on turned handle material, and of the 101 items which 
name lumber rates about one-fourth embrace turned 
handle material. 

In Rates on Lumber and Lumber Products, supra, upon 
a more comprehensive record than that in the instant 
case, we found that the rates on “handle material, not 
further finished than sawed or turned to shape,” in car- 
loads, should not exceed the rates contemporaneously 
maintained on lumber; and we now find that the rates 
assailed were and for the future will be unduly preju- 
dicial to that extent. 

The record is insufficient to warrant an award of repa- 
ration. An order will be entered accordingly. 

Chairman Aitchison concurs in the result. 


DANIELS, Commissioner, dissenting: 

For reasons more fully stated in a memorandum attached 
to the report in Rates on Lumber and Lumber Products, 
52 I. C. C., 598, the conclusions reached herein do not 
command my assent. The finding that the rates on handle 
material should not exceed the rates contemporaneously 
maintained on lumber would, on its face, imply that the 
carrier had the option either to increase the lumber rate 
or to reduce the rate on handles. The fact, however, that 
Blytheville, Ark., is in the heart of a hardwood belt to 
which a common lumber rate applies, and that this lum- 
ber rate is related to similiar rates from adjacent: groups, 
renders it impossible, as a practical matter, to do aught 
but to reduce the rates upon the handle material. This 
illustrates the fact that the fixation of rate relationships 
provided in Rates on Lumber and Lumber Products, supra, 
affords only a nominal option to the carrier and issues in 
reductions of revenue. P 





1242 


No undue or unreasonable prejudice against the com- 
plainants or their product is shown upon this record. The 
complainants explicitly admit that they do not compete 
with manufacturers of other lumber products taking lum- 
ber rates. Furthermore, the average loading per car of 
lumber materially exceeds that of handle material, and 
the latter is twice as valuable as the lumber made of ash 
of the same quality. Under these circumstances the rates 
on handle material may, in my opinion, properly be some- 
what higher than the rates on lumber. In any event, I 
fail to see the justification for an exact equalization of 
the rates on the two commodities, especially since such 
equalization has the anomalous effect, because of the dif- 
ference in loading, of affording the carriers less revenue 
on a carload of handle material, a partially manufactured 
product, than on a carload of similar lumber constituting 
the raw material out of which the product is fashioned. 

Commissioner Hall dissents. 

Commissioner Eastman took no part in the consideration 
or disposition of this case. 


RATES ON PINE LUMBER 


The Commission has ordered, in No. 10083, Whitewater 
Lumber Company vs. Alabama Central et al., opinion No. 
5740, 53 I. C. C., 278-84 (see Traffic World, June 7, p. 1182), 
that the carriers apply on or before September 15 rates 
on pine lumber from Autaugaville, Ala., to destinations 
in Western Trunk Line, Central Freight Association, East- 
erun Trunk Line and in Mississippi, Tennessee and Ken- 
tucky which will not exceed those contemporaneously in 
effect on like traffic from Booth, Ala., to the same des- 
tinations. The Commission condemned as unreasonable 
the rates on the traffic in question from Autaugaville, 
which is 8.75 miles from Booth, Ala., to Booth, Ala., its 
junction point with the Mobile & Ohio, which were added 
to the Booth group rates. The Commission decided that 
Autaugaville is entitled to the group rates, and directed 
that reparation be made as soon as data are supplied 
under rule V of its rules of practice. 


Commissioner Daniels, who dissented, said the policy 
of the Mobile & Ohio in respect of the application of the 
blanket rates on lumber from points on independent short 
lines with which it connects has not been consistent. 
From five of the eight independent short line connections 
the junction rates are applied. From the other three 
the through rates are made by adding arbitraries to the 
junction point rate. Mr. Daniels thinks that this is incon- 
sistent and unwarranted. His idea is that his colleagues 
should have found that the adjustment was unduly preju- 
dicial and issued an order in the alternative. He dissented 
from the finding of unreasonableness, because the only 
evidence, he asserted, which might be considered as touch- 
ing on the question of reasonableness was the fact that 
the rates from Autaugaville are higher than the rates 
from Booth. He said that the necessary additional cost 
of separate organization and separate billing clearly war- 
rants a higher charge in the case of a two-line haul to 
Cairo from Autaugaville, as compared with the one-line 
haul from Booth. The local rate from Autaugaville to 
Booth is 4 cents. 

The majority of the Commission cited Ladd & Co. vs. 
Gould Southwestern, 36 I. C. C., 179, and Three Lakes 
Lumber Co. vs. W. W. Ry. Co., 52 I. C. C., 42, in sup- 
port of the finding. Mr. Daniels said that the Ladd and 
Three Lakes cases have no bearing upon the matter in 
issue in this case. 

The through rates from Autaugaville, against which the 
complaint was leveled, are 2 cents higher than from Booth. 
The defendants contended that the group adjustment of 
the lumber rates resulted from competitive conditions, and 
pointed out that Autaugaville is merely another instance 
of a point near a group boundary line seeking to be in- 
cluded in an adjoining lower-rated group. They contended 
that the cost of transportation on the Montgomery division 
is expensive and that requiring them to apply the group 
rate from Autaugaville would be placing an extraordinary 
expense upon them. 


SILO STAVES AND RAFTERS | 


An award of reparation has been made in No. 10324, 
Kalamazoo Tank & Silo Company vs. Akron, Canton & 
Youngstown et al., opinion No. 5743, 53 I. C. C., 306-7, 
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on account of unreasonable rates imposing on less thap. 
carload shipments of silo staves and rafters to various jp. 
terstate destinations. The unreasonableness consisted ip 
the fact that the rates imposed were higher than thoge 
contemporaneously imposed on lumber of the kind from 
which the staves and rafters were made. In disposing of 
the case the Commission followed Napanee Lumber and 
Manufacturing Company vs. Baltimore & Ohio Soutliwest. 
ern, 43 I. C. C., 236. 


REPARATION ON SWITCHING 


An award of reparation has been made in No. 9348, Bry. 
den Horse Shoe Company vs. Lehigh & New England, 
opinion 5739, 53 I. C. C., 275-8, on account of an increased 
switching charge which resulted in an increase of through 
rates to and from complainant’s plant at Catasauqua, Pa, 
When the Lehigh & New England acquired the Crane Rail. 
road Company, it increased the charge for switching by 
canceling absorptions which had theretofore been made, 
The Commission found that a reasonable maximum switch. 
ing charge would have been $5 per car, instead of the 
rate of 50 cents per ton, with a minimum of $7.50 per car, 
The report shows that on many cars the switching charge 
exceeded the amount of money the carrier could collect 
cn hauls of considerable distance. 


RATES ON PETROLEUM 


In a report by Commissioner Meyer in No. 9950, Coding. 
ton County Oil Company et al. vs. Atchison, Topeka & 
Santa Fe et al., opinion No. 5735, 53 I. C. C., 234-44, the 
Commission has condemned rates on petroleum and its 
products from points in the mid-Continental oil fields in 
Kansas and Oklahoma and from Sugar Creek, Mo., to 
destinations on the lines of the defendants in South Da- 
kota as unduly prejudicial, and also unreasonable during 
the period which the rates to Watertown, S. D., from 
Oklahoma exceeded the combination of intermediate rates 
to and from Pipestone, Minn. During that period, Con- 
missioner Meyer said, the rates were unreasonable and 
the railroads must make reparation to the Codington 
County Oil Company. 

The defendant railroads are ordered, on or _ before 
August 21, upon statutory notice of 30 days, to establish 
and maintain rates on refined petroleum oil from and to 
the points indicated, not in excess of the lowest combi: 
nation of rates that may be constructed by using the 
commodity rates from the mid-Continent fields and Sugar 
Creek to Sioux Falls, S. D., Sioux City, Ia., or Pipestone, 
Minn., and adding to those basic rates 75 per cent of the 
fifth class rates from the basing points to the destination. 
A further order is that the rates on road oil and fuel oil 
should be 5 cents less than the rates on the refined oil, 
so constructed. 

This report and order are in conformity with the finding 
and order of the Commission in the big mid-Continent oil 
case reported in 36 I. C. C., 109. 


While the complaint was brought by the Codington 
County Oil Company, the Traffic Bureau of the Commercial 
Club of Aberdeen, S. D., the Board of Railway Commis 
sioners for the state of South Dakota, the Western Oil 
Jobbers’ Association and the Western Petroleum Refiners’ 
Association intervened in support of the eomplaint. 


The rates condemned were those in effect prior to the 
issuance of General Order No. 28, increasing rates 25 per 
cent, which was subsequently modified so as to commute 
the increase to 4.5 cents per 100 pounds. The order, how 
ever, establishes a definite basis on which rates must 
be constructed, so the increase of 4.5 cents will apply t 
the rates based on the combination on Sioux City, Siout 
Falls and Pipestone. 


NO NECESSITY FOR ROUTE 


The Commission has dismissed No. 9734, Middlesbor®, 
Kentucky Coal Operators’ Association vs. Louisville & 
Nashville et al., opinion No. 5738, 53 I. C. C., 269-74, 
holding that no necessity has been shown for establishilé 
a route through Corbin, Ky., as requested by the complail 
ant. The Commission further said, in respect of the com 
plaint about car distribution, that the record does not dis 
close the basis on which cars are at present distributed, 
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and, the Director-General not having been made a defend- 
ant, there was no way for the Commission to ascertain 
the iacts. 


LUMBER AND COOPERAGE STOCK 


In obedience to the Commission’s findings and fourth 
section orders in No. 9598, Earle Cooperage vs. St. Louis, 
Iron Mountain & Southern et al., Fourth Section Applica- 
tion 467 and others, and No. 9599, Same vs. Same, and 
Fourth Section Application Nos. 799, 4994, 4218, 4219, 4220, 
and 2048, opinion No. 5742, 53 I. C. C., 295-305, the carriers 
will have to readjust rates on hardwood lumber and slack 
barrel cooperage stock from West Memphis, Ark., to Missouri 
River Cities, points west thereof, and points taking the 
same rates or rates based thereon, and to other destinations 
north of the Ohio River and east of the Missouri River 
so that they will not exceed the rates from Helena and 
West Helena to the same destinations, so as to eliminate 
fourth section violations. The Commission, in a report 
written by Mr. McChord, held that the rates in question 
were unduly prejudicial to the extent that they exceeded 
the rates contemporaneously maintained from Memphis, 
Helena and West Helena. 

The Commission denied reparation because no showing 
of damage, by reason of these unduly prejudicial rates, 
had been made. Inasmuch as the Director-General was 
not made a party, no other rate for the future can be 
entered. The fourth section order is No. 7404, based on 
applications Nos, 467, 799, 2048, 4218, 4219, 4220 and 4994. 
It forbids the carriers to continue rates on hardwood lum- 
ber and slack barrel cooperage from Helena and West 
Helena to St. Louis and points in Central Freight Asso- 
ciation territory, Trunk Line Territory and other points 
named in Agent Anderson’s I. C. C., No. 19, and from 
Memphis, Tenn., to points in Missouri, Nebraska, Iowa, 
Colorado, Kansas, Minnesota, North Dakota, South Da- 
kota, Wyoming and Utah, via routes operating through 
Arkansas which are lower than rates contemporaneously 
in effect from intermediate points. The order is effective 
September 15. 


The carriers defend the adjustment at Helena on the 
ground of water competition. 
the record in this case shows that with the exception of 
two or three barge loads shipped in 1912 or 1913, there 
has been no movement of lumber from Helena or West 
Helena by water for years. It is clear, from the record, 
the report says, that water competition at Helena, actual 
or potential, does not constitute sufficient justification for 
the present spread between the rates from that point and 
West Memphis to the destinations embraced in this case. 
It affords even less justification for the maintenance of 
rates from West Helena, since traffic originating there 
would necessarily be switched or drayed six miles to the 
river. 


FLOUR AND CORNMEAL 


An order to remove prejudice has been made in No. 
10164, Alexandria (La.) Chamber of Commerce vs. Mis- 
souri Pacific et al., opinion No. 5745, 53 I. C. C., 311-13, 
the Commission holding that the maintenance by the de- 
fendants of proportional rates on flour and cornmeal, in 
less than carload lots of 2,000 pounds or more, from Lake 
Charles, La., to Louisiana points on what was formerly 
the Iron Mountain, but now a part of the Missouri Pacific 
System, and the withholding of proportional rates not in 
excess thereof on like traffic from Alexandria, subjected 
Alexandria to undue prejudice. The removal must be 
Made on or before September 15. The Director-General 
was made a defendant and the order runs against him. 

Lake Charles is 99 miles south of Alexandria. In 1911 
the Missouri Pacific and the Iron Mountain published pro- 
portional interstate rates from Lake Charles to stations 
South of Alexandria of 7.5 cents on flour and 8.5 cents on 
Cornmeal. These proportional rates were restricted to ap- 
Dly on lots of 2,000 pounds or more, when originating on 
the Iron Mountain, upon the surrender of Iron Mountain 
‘bound freight bills not more than six months old. They 
were published for the purpose, and had the effect, of 
equalizing the inbound and outbound rates through Alex- 
andria and Lake Charles. 

The complainant contended that there was no justifi- 
ation for equalizing the rates through Alexandria and 
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Lake Charles, nor for the present adjustment under which 
the aggregate of rates through Lake Charles is lower than 
through Alexandria, in view of the fact that Lake Charles 
is farther from the points where the flour and meal origi- 
nates, and, further, in that the distribution from Lake 
Charles involves a back haul. 


RATE ON YELLOW PINE 


An order of reparation has been made in No. 10123, 
Watters-Tonge Lumber Company vs. Louisville & Nashville 
et al., opinion No. 5747, 53 I. C. C., 317-19. The Commis- 
sion held that the rate on dressed yellow pine from Mo- 
bile to Carthage had been shown to be unreasonable to 
the extent that the component from Mobile to Nashville 
exceeded and exceeds the rate 'contemporaneously from 
group 2 stations to Nashville. Only one carload of dressed 
yellow pine, shipped April 26, 1917, from Mobile, Ala., to 
Carthage, Tenn., is involved. The reparation amounts to 
$20.05. The carriers are required, on or before September 
15, to publish rates not in excess of. the basis indicated 
in the report, namely, the rate from group 2 stations. 


COMPLAINT DISMISSED 


The Commission has dismissed No. 9700, Holt Manu- 
facturing Company vs. Northern Pacific et al., opinion No. 
5746, 53 I. C. C., 314-16, holding that the rates on agri- 
cultural implements and parts thereof from Stockton and 
Davis, Calif., to Spokane, Wash., had not been found un- 
reasonable, unjustly discriminatory or unduly prejudicial. 
The Commission reaffirmed its report in 33 I. C. C., 119. 


EMPTY FLAT CAR REPARATION 


An order of reparation has been made in No. 10168, 
Walter A. Zelnicker Supply Company vs. Southern et al., 
opinion No. 5744, 53 I. C. C., 308-11,-0on account of unreas- 
onable charges on empty flat cars, on their own wheels, 
from East St. Louis to Elaine, Ark. The report was writ- 
ten by Commissioner Clark with Commissioner McChord 
dissenting. The latter dissented because, as he said, the 
Commission did not give the complainant as much in the 
way of reparation as it was entitled to receive. The Com- 
mission found the rate unreasonable to the extent that 
it exceeded the aggregate of rates contemporaneously in 
effect from and to Memphis. McChord said that the Com- 
mission should have ordered a return of the war tax on 
the amount paid that was more than the reasonable 
charge. 


SOUTH SAN FRANCISCO RATES 


CASE NO. 9906 (53 I. C. C., 285-294) 


SOUTH SAN FRANCISCO CHAMBER OF COMMERCE 
VS. SOUTHERN PACIFIC COMPANY AND . 
DIRECTOR-GENERAL. 
Submitted February 26, 1919. Opinion No. 5741. 


. Rates applying from and to South San Francisco, Cal., on 
certain interstate traffic, in carloads, not shown to be un- 
reasonable. 

. The proportional rate of 2.5 cents per 100 pounds, in adii- 
tion to the line-haul rates from and to San Francisco, Cal., 
applied by the Southern Pacific on certain interstate traffic, 
in carloads, from and to South San Francisco on which 
the Southern Pacific has a line haul, is unduly prejudicial 
to South San Francisco and unduly preferential of San 
Francisco and Oakland, Cal. The through charges on 
interstate traffic from and to South San Francisco should 
not exceed the through charges from and to San Fran- 
cisco or Oakland. 

. The proportional rate of 2.5 cents per 100 pounds on inter- 
state traffic, in carloads, between South San Francisco 
and the respective points of interchange in San Francisco 
between the Southern Pacific and the Santa Fe and West- 
ern Pacific, incident to a line haul by either of the latter 
carriers, is unduly prejudicial to South San Francisco and 
unduly preferential of San Francisco and Oakland to the 
extent that it exceeds the charge contemporaneously main- 
tained for like services at the two last-named points. 

. The rate on interstate traffic, in carloads, between South 
San Francisco and the Southern Pacific’s connection with 
the State Belt Railway in San Francisco found to be un- 
duly prejudicial to the extent that it exceeds the charges 
contemporaneously maintained on like traffic between Elm- 
hurst, Cal., and Oakland long wharf, in the city of Oakland. 

. Undue prejudice ordered removed. 


Division 2, Commissioners Clark, Daniels, -and Woolley. 
- This proceeding was instituted by the South San Fran- 
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cisco Chamber of Commerce on behalf of its members, who 
ship commodities in carload lots to and from South San 
Francisco, Cal. South San Francisco is served only by 
the Southern Pacific, hereinafter called defendant. De- 
fendant publishes a proportional rate of 2.5 cents per 100 
pounds, minimum 24,000 pounds, on interstate carload 
traffic, except live stock, hay, and straw, between industry 
tracks in South San Francisco and interchange tracks in 
San Francisco, Cal., with the Atchison, Topeka & Santa 
Fe Railway; hereinafter called the Santa Fe, and the 
Western Pacific Railway. This proportional rate is 
added to the rates to and from San Francisco on inter- 
state traffic, on which defendant has a line haul as well as 
on traffic received from or delivered to its connections, to 
construct through rates, except where joint rates or 
through rates are in effect on the San Francisco basis. 
This rate also applies between South San Francisco and 
defendant’s connection with the State Belt Railway in San 
Francisco on interstate traffic arriving at or leaving San 
Francisco by water. It is alleged that the 2.5-cent rate is 
unreasonable, unjustly discriminatory, and unduly prejud- 
ical, resulting in unlawful through rates. 


Between industry tracks or points reached by defend- 
ant’s line within the San Francisco and Oakland, Cal., 
switching limits and interchange tracks of the Santa Fe 
and Western Pacific in those districts, defendant publishes 
a switching charge of $2.50 per car, when incidental to a 
line haul by the Santa Fe or Western Pacific. On what 
is termed competitive traffic the line-haul carriers absorb 
the $2.50 charge. The failure of the Santa Fe or the 
Western Pacific to absorb the 2.5-cent rate, or a portion 
thereof, between their interchange connections with de- 
fendant in San: Francisco and industries in South San 
Francisco, in connection with line hauls over their rails 
from or to so-called competitive points, is not in issue in 
this case, nor were those carriers named as defendants. 


Defendant maintains a switching charge of 25 cents per 
ton of 2,000 pounds, minimum $5 per car, on carload traffic 
of all kinds between Oakland long wharf and points in 
the Oakland switching limits, more particularly Elmhurst, 
which charge applies on interstate traffic destined beyond 
Oakland by water carriers. The defendant makes no 
charge for switching interstate carload traffic to or from 
industries on its own rails within the Oakland or San 
Francisco switching limits when incidental to a line haul 
of its own. The Commission is asked to prescribe reason- 
able and nonprejudicial rates and charges for the future, 
and to require the extension of the San Francisco switch- 
ing limits to include South San Francisco. On Septem- 
ber 30, 1918, and subsequent to the hearing, the Director- 
General of Railroads was made an additional party de- 
fendant. No further hearing was asked by either party. 
This report deals only with carload movements. Rates 
stated herein are as of April 29, 1918, the date of the 
hearing. 

Issues with respect to intrastate traffic, similar to those 
here presented, were involved in a proceeding before the 
Railroad Commission of California in January, 1918. The 
record made therein was stipulated into the record in this 
case. No additional testimony was offered by complainant 
and but little supplemental evidence was submitted by 
defendant. 

South San Francisco, hereinafter referred to as South 
City, is situated in San Mateo County, a few miles south 
of the San Francisco city limits. It is one of the im- 
portant stations on defendant’s coast division. While 
politically distinct from San Francisco, it is commercially 
and industrially an essential and integral part of San 
Francisco. The San Francisco operating yard limits in- 
clude the whole of South City, and from an operating 
standpoint they are both within one area. Most of the 
interstate traffic of South San Francisco moves on rates 
which are on the San Francisco basis, but there is a con- 
siderable movement on the rates that make on the San 
Francisco combination. About 20 per cent of South City’s 
commerce is interstate. 

San Francisco is the commercial center of the San Fran- 
cisco Bay District. The distance between the Southern 
Pacific’s depots at South City and San Francisco is 9.3 
miles. Freight traffic to and from San Francisco is han- 
dled through defendant’s make-up and break-up yard at 
Bay Shore, located between San Francisco and South City, 
5.2 miles from the former and 4.1 miles from the latter. 
All traffic originating at or destined to South City is 


handled by switching engines and crews to and from the 
Bay Shore yard. 

This includes purely local switching as well as that 
incident to movement beyond by water carriers. Qne 
phase of the undue prejudice against which South City js 
said to be contending is the maintenance of the 25-c¢ent 
charge from Elmhurst, a community in the southern par 
of Oakland, to Oakland long wharf, 10.8 miles. The are, 
within which the defendant performs switching services 
at San Francisco and Oakland for $2.50 per car, when 
incident to a line haul of the Santa Fe or the Western 
Pacific, embraces the whole of the 25-cent switching zones 
and extends beyond to Elkton in San Francisco and tp 
the northern part of Berkeley, in Oakland. Within the 
same area defendant switches free all carload trafiic op 
which it has received or will receive a line haul. 

Prior to February 1, 1908, the Oakland and San Fran. 
cisco switching areas were more extensive than they are 
today; the San Francisco district was then coextensive 
with its operating yard limits, which extended to’ the 
southern border of South City. On that date the southem 
limit was withdrawn northward to Visitacion, a point mit. 
way between South City and Bay Shore yard, and subse. 
quently to its present area, as designated by the legend ap. 
pearing on the map. There have also been alteryating re. 
ductions and enlargements on the Oakland side, but the 
details need not be stated. 

According to complainant, the distance from South City 
to defendant’s interchange connection with the Santa Fe js 
8.5 miles; to that with the Western Pacific, 7.4 miles. De. 
fendant asserts that the latter connection is used for live 
stock shipments only, as it involves a 4.5 per cent grade 
and an elaborate signal system, the interchange of other 
freight being made at a point 9.7 miles from South City. 
From Elmhurst the distance to the interchange with the 
Western Pacific in Oakland is 7.4 miles; to that with the 
Santa Fe, 9.6 miles. In support of its allegation of undue 
preference to Oakland, complainant directs particular at- 
tention to the relative situation of Elmhurst, located 85 
miles from defendant’s yard at West Oakland. 

In San Francisco the docks, through which traffic passes 
for transportation beyond by water, are served by the State 


‘ Belt Railway, hereinafter called the Belt, which connects 


with defendant’s rails at the water front north of the main 
station at Fourth and King streets, 9.6 miles from South 
City. From Elmhurst to Oakland long wharf, as heretofore 
stated, is 10.8 miles. 

Traffic on which complainant contends it is unduly prej- 
udiced and subjected to unreasonable rates may be classi- 
fied as (1) traffic between South City and San Francisco, 
having its origin or destination beyond San Francisco and 
on which the Santa Fe or the Western Pacific receives an 
interstate line haul to or from defendant’s terminals; (2) 
traffic on which the defendant receives an interstate line 
haul; and (3) interstate traffic moving to or from the 
wharves at San Francisco incident to incoming or out 
going water movements. 

While complainant alleges that the rates assailed are 
unreasonable and unjustly discriminatory, as well as ul 
duly prejudicial, the issue presented is essentially one of 
alleged undue prejudice, and it may be stated here that 
the alleged violations of sections 1 and 2 have not bee 
sustained. 

It is said that industries at South City are in direct 
competition with industries at Oakland and San Frat- 
cisco, and that the difference in rates measures their abil- 
ity to compete and enjoy patronage in the territory reached 
by their competitors. Exhibits filed of record disclose the 
disadvantage under which South City is laboring with 
respect to interstate carload traffic on which it pays the 
San Francisco combinations. It appears, for example, that 
on a carload of pig iron, shipped from Portland to South 
City, charges were collected at a combination rate of 22.5 
cents per 100 pounds, 20 cents to San Francisco and 2 
cents thence to South City. The charges on a like shiP 
ment to industries in San Francisco or Elmhurst would 
have been 20 cents per 100 pounds, or 2.5 cents per 10) 
pounds, equivalent to 50 cents per ton, less than the 
charges to South City. The terminal services rendered it 
connection with the movement to South City are not 
greater than those which would have been required i 
connection with a movement to various industries in Sa! 
Francisco or to industries in Elmhurst. 

It is pointed out with emphasis that in many instances 
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the defendant performs switching movements between in- 
dustries and interchange tracks of connecting carriers in 
Qakland greater than the distance between its depot at 
south City and its interchange tracks with the Santa Fe 
and Western Pacific in San Francisco, and that the wide 
extent of the Oakland district permits of broader industrial 
development there, to the prejudice of South City. 

Defendant contends that there is a dissimilarity of cir- 
cumstances and conditions existing on the Oakland and 
San Francisco sides of the bay which amply justifies what- 
ever apparent discrepancy there may be between the rates 
on traffic switched in connection with line hauls and traffic 
moved to or from South City; that on practically all traffic 
between South City and San Francisco in connection with 
,movement by water, South City enjoys the same rates as 
Qakland; and that the rate adjustment has in no wise 
retarded the growth of South City’s commerce. 

In the operation of trains on the San Francisco side de- 
fndant is confronted with more vehicular-traffic interfer- 
ence and main-line train interference than in Oakland, and 
also With heavier grades, cosequently switch movements 
cannot be handled in San Francisco with as much speed 
as is permitted by the more favorable physical situation in 
Qakland. ‘This is true, however, viewing the Oakland 
district in its entirety. The record does not show the 
extent of the difference, if any, between a movement from 
Elmhurst in particular and one from South City. 


A time study was made in 1914 by defendant to ascer- 
tain the cost of switching carload traffic to or from in- 
dustry, team, transfer, and other tracks at various large 
terminals on its line. The computation included loaded 
ars only. For purposes of comparison between handling 
in Oakland and in San Francisco, the cost of switching 
was based upon the expense of operating an engine one 
hour, and the number of minutes involved in an average 
switch movement in the respective places. Except for 
items of superintendence, interest on locomotive invest- 
ment value, and taxes, the actual expense, as nearly as 
possible, was secured by a check kept during a given 
period on each engine and crew as it performed each 
switch movement. No separate consideration was given to 
ihe cost per engine-hour in Oakland and San Francisco. 
There would have been little difference, if any, as the same 
class of power was used, the same rates of pay prevailed, 
and the same cost of fuel and repairs obtained. The aver- 
age time consumed in switching loaded cars was, in Oak- 
land, 18.1 minutes, and in San Francisco 19.7 minutes. 
While the time study and the compilations were made in 
1914, defendant, through several witnesses, offered evidence 
to show that the change in conditions since that time has 
increased the difficulties and cost of operation in San 
Francisco to a greater degree than in Oakland. The 
figures submitted bear largely on the cost of local switch- 
ing involved in the state case, and do not refiect the cost 
differences in switching to and from the connections on 
line-haul traffic. 


It may be concluded that in the San Francisco switch- 
ing district there are unquestionably somewhat greater 
dificulties and greater expense of operation than in Oak- 
land, but it must be borne in mind that traffic to and from 
South City traverses defendant’s rails through only a 
part of the San Francisco district from its depot at Fourth 
and King streets to Bay Shore yard, 5.2 miles, in connec- 
tion with its own line haul and a lesser distance from its 
connections with the Western Pacific and Santa Fe to the 
Bay Shore yard, and it does not appear that this portion 
of defendant’s line is encumbered with as many interfer- 
ences or other difficulties as are met on the line extending 
through the heart of San Francisco to Elkton. Between 
South City and Bay Shore there is little or no vehicular- 
traffic interference, though there is some main-line train 
interference, 


The cost and time of switching between South City and 
San Francisco was not included in the computations of 
1914 because, as defendant explains, there was no apprec- 
lable amount of such business at that time. Complainant 
asserts that about 75 cars move in and out of South City 

ily; an increase of approximately 100 per cent over the 
business of 1914. Complainant challenges the probative 
Value of defendant’s cost statements inasmuch as they do 
hot refiect the actual cost of switching carload traffic be- 
tween South City and San Francisco, or the relative costs 
of service between South City and San Francisco and be- 
tween Elmhurst and Oakland long wharf. The same crit- 


THE TRAFFIC WORLD 


1245 


icism is applied to traffic switched to defendant’s inter- 
change connections with the Western Pacific and the 
Santa Fe. 

Based on actual interstate movement during December, 
1917, and January, February, and March 1918, defendant 
shows a total of 1,597 cars moving to and from South 
City. The distances the cars were handled in switch 
movement are not given in the statement. Between in- 
dustries in San Francisco and connections with the West- 
ern Pacific and Santa Fe defendant switched during the 
same period for an average distance of 2.07 miles a total 
of 1,818 cars moving in interstate commerce. Between in- 
dustries on defendant’s rails in Oakland and its inter- 
change connections with the Western Pacific and Santa 
Fe there were 732 cars of interstate traffic switched dur- 
ing the same period for an average distance of 3.66 miles. 
In 19 instances the distance handled exceeded the average 
distance from South City to defendant’s interchange with 
those two roads in San Francisco. In computing the aver- 
age distance of the switch movements defendant has evi- 
dently used the direct short-line distance from and to con- 
nections, and the movement through the yard where the 
ears are classified is left out of consideration. For in- 
stance, apparently a shipment from an industry near de- 
fendant’s depot at Fourth and King streets passes through 
the city of San Francisco for approximately 5 miles to 
Bay Shore yard, where it is made up into a train. If 
the train consists of cars for delivery to the Santa Fe, it 
returns through San Francisco for a distance of about 4.5 
miles to defendant’s interchange connection with that 
road; if for delivery to the Western Pacific it returns about 
5.5 miles. In comparing a shipment from South City with 
one leaving the vicinity of defendant’s depot in San Fran- 
cisco for a line haul over defendant’s rails, the former 
moves 4.1 miles to Bay Shore yard through territory hav- 
ing little, if any, vehicular interference or grades, while 
the latter moves about 5 miles to the yard through a con- 
gested district which is claimed by defendant to be very 
difficult of operation. The San Francisco industry is 
charged nothing for the switching in connection with a 
line haul over defendant’s rails or on so-called competitive 
traffic interchanged with the Santa Fe or the Western 
Pacific, and $2.50 per car on so-called noncompetitive traffic 
interchanged incident to a line haul by the Western Pa- 
cific or Santa Fe. The South City industry is charged 2.5 
cents per 100 pounds in either event on all traffic on which 
the rates make on the San Francisco combinations. 

There remains the question of interstate traffic moving 
between South City and the wharves and piers in San 
Francisco incident to water-line movement on which com- 
plainant pays 2.5 cents per 100 pounds. As previously 
stated, for switch movements of the same character from 
industries in San Francisco and Oakland, located in the 
district represented by heavy lines on the accompanying 
map, a charge of 25 cents per ton is made. 

The charge of 25 cents is one adopted generally by de- 
fendant for intraterminal switching at all points on its 
line in California. Prior to September 1, 1911, the 25-cent 
switching zone did not extend in Oakland as far as Elm- 
hurst. Inasmuch as Elmhurst was a part of the munic- 
ipality of Oakland, defendant asserts that it was com- 
pelled, upon the demand of that community, to comply 
with the provisions of an ordinance of the city of Oak- 
land, which provided that no point in Oakland should have 
any better rate than any other point in that city, though 
proper and reasonable switching charges might be made. 
The same ordinance further provided that none of the 
charges should discriminate against Oakland and in favor 
of San Francisco; therefore, it was necessary to maintain 
the charge at 25 cents, the same rate that obtained in San 
Francisco. This is the charge applied from industries to 
the wharves and piers at Oakland and San Francisco on 
traffic going beyond by water. The city ordinance cited in 
explanation of the extension of the 25-cent rate to Elm- 
hurst cannot be considered as justifying any undue pref- 
erence which may be given Elmhurst. 

On traffic from and to the wharves at San Francisco 
served by the Belt, the Belt makes a separate charge for 
its services in connection with movements from and to 
the wharves and piers, and its charge is not here in issue. 
Between industries in South City and defendant’s con- 
nection with the Belt during the months of December, 
1917, and January, February, and March, 1918, there were 
handled 277 carloads of interstate traffic leaving or arriv- 
ing at the wharves in San Francisco by water. The aver- 
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age distance hauled by defendant was 9.56 miles, the aver- 
age revenue $19.15 per car on an average weight of 73,714 
pounds. Of the cars moving during the above period be- 
tween wharves and industries in San Francisco proper, 
combined with those moving between the San Francisco 
wharves and South City and intermediate territory, de- 
‘fendant’s average movement to its connection with the 
Belt was 6.84 miles, with an average per-car revenue of 
$15.33 on an average weight of 70,230 pounds. 

Defendant insists that the great bulk of traffic from Oak- 
land, destined beyond via water, is exchanged with steam- 
ship lines at the San Francisco piers; that the competi- 
tion between Oakland, Richmond, near Oakland, and South 
City is at or through San Francisco, and each of these 
communities pays a rate of 2.5 cents per 100 pounds or 
its equivalent, to San Francisco on state and interstate 
traffic; that to reduce the interstate or state rate to or 
from South City to 25 cents per ton, or to reduce it in 
any extent, would result in a disruption of the parity of 
rates now existing between the three communities, and 
would effectually exclude Richmond and Oakland from the 
markets reached via San Francisco. Statements of record 
show that during December, 1917, and January, February, 
and March, 1918, a period selected by defendant, 619 car- 
loads moved from Oakland to San Francisco for transpor- 
tation by water to points outside of California on which 
2.5 cents per 100 pounds was charged. During the same 
period 182 cars of like traffic were switched to the Oak- 
land wharves from the 25-cent district for an average dist- 
ance of 5.40 miles, the average revenue being $10.34 per 
car on an average weight of 82,583 pounds. This average 
distance is 1.4 miles less than the average from San Fran- 
cisco and South City combined, to defendant’s Belt con- 
nection. 

Complainant’s main grievance with respect to traffic 
leaving or arriving at Oakland by water is the mainte- 
mance of the 25-cent charge from Elmhurst to Oakland 
wharves, a distance of 10.8 miles, as compared with the 
rate of 2.5 cents per 100 pounds from South City to de- 
fendant’s Belt connection in San Francisco, 9.6 miles. 
Defendant insists that complainant has not shown that for 
substantially similar service at other points the lower 
rates have resulted in damage to it and its industries; that 
to do so it must necessarily show that there is some com- 
petition between traffic which moves to or from South City 
and that, for instance, between Oakland wharf and Elm- 
hurst, or other localities with which comparisons as to 
rates are made; that the evidence completely fails in this 


respect for the reason that there is not and cannot be any. 


such competition. 

It is possible that the difference in charges has some 
bearing on the absence of competition; however, it must 
be remembered that complainant is not seeking the re- 
covery of any damages. Incidentally there is located in 
Elmhurst the Best Steel Casting Company, and in South 
City the Enterprise Foundry Company and the Coast 
Foundry Company. The determining question is whether 
South City, as a community, and also its industries, are 
placed at a disadvantage and unduly prejudiced by the 
maintenance of lower rates from or to other communities 
or industries under substantially similar circumstances and 
conditions. 

The fact that the bulk of traffic from Oakland is han- 
dled through San Francisco wharves on a rate of 50 cents 
per ton from Oakland to San Francisco is not due to a 
physical disability at Oakland to effect interchange with 
steamers. In fact, during the four months previously men- 
tioned, 327 cars were handled through Oakland wharves, 
182 from the 25-cent switching district, and 145 from out- 
lying districts. If the interchange is effected in San Fran- 
cisco because of commercial expediency and the disposi- 
tion of boat lines to prefer San Francisco for loading and 
discharging cargoes, those facts alone cannot justify a 
discrimination against South City if the service at Oak- 
land available to Elmhurst is similar to that given South 
City in reaching the wharves in San Francisco. The record 
shows the services and the circumstances and conditions 
to be substantially similar. 

The hauls on interstate traffic from and to South City 
are in all instances of considerable length. As above 
shown, in most instances, the South City rates are on the 
San Francisco basis. No justification appears for the 
maintenance of certain rates on the San Francisco com- 
bination. On the other hand, it appears that the adjust- 
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ment should be uniform as to all interstate rates. 
Upon all the facts of record the Commission shoul; 
find: 
1. The rates and charges assailed are not shown to lk 
unreasonable. 


2. With respect to interstate traffic from and to South 
San Francisco on which the Southern Pacific has a line 
haul, the application of a charge of 2.5 cents per 10) 
pounds, in addition to the line-haul rates to and from Sap 
Francisco, is unduly prejudicial to South San Francisco 
and unduly preferential of San Francisco and Oakland, 
The through interstate charges from and to South Say 
Francisco should be on the same basis as San Francis 
and Oakland. 


3. The rate of 2.5 cents per 100 pounds on interstate 
traffic between South San Francisco and the respective 
points of interchange in San Francisco between the South. 
ern Pacific Company and the Atchison, Topeka & Santa Fe 
and the Western Pacific railways incident to a line haw 
by either of the latter lines is unduly prejudicial to South 
San Francisco. The charge for this service should not 
exceed the charge contemporaneously maintained by the 
Southern Pacific Company for like service in San Fran. 
cisco or Oakland. 

4. The rate on interstate traffic, in carloads, between 
South San Francisco and the Southern Pacific Company's 
connection with the State Belt Railway in San Francisco 
are, and for the future will be, unduly prejudicial to South 
San Francisco and unduly preferential of Elmhurst, in the 
city of Oakland, to the extent that they exceed or may 
exceed the charges contemporaneously maintained on like 
traffic between Elmhurst and Oakland long wharf. 

No finding is proposed regarding complainant’s petition 
that the San Francisco switching district be enlarged to 
include South City, as to do so might involve the question 
of absorptions of defendant’s switching. charges by con- 
necting carriers on so-called competitive traffic to and from 
South City, which are not in issue here. 



































DANIELS, Commissioner: 

The foregoing is, in substance, the report proposed by 
the examiner and served upon the parties. Certain por. 
tions of the proposed report, which we deem immaterial, 
have been eliminated and additional minor changes and 
corrections have been made. No exceptions were filed. 
In the absence of exceptions or of ascertained error, the 
statement of the issues and of the facts proposed by the 
examiner, as modified, are adopted. 

Upon a careful examination of the facts disclosed we 
are of opinion that the conclusions proposed by the ex 
aminer should be sustained, and they are hereby adopted 
as the conclusions of the Commission. 

An appropriate order will be entered. 


RATES ON LIGNITE COAL 


The Trafic World Washington Bureau. 


Examiner John T. Money, in a tentative report on No. 
10398, Pikes Peake Consolidated Fuel Co. vs. Chicago, 
Rock Island & Pacific et al., recommends that the Com: 
mission find that rates on lignite coal, in carloads, from 
Pikeview, Colo., to points on the C., R. I. & P. in Kansas, 
Nebraska, Missouri and Oklahoma have not been show 
to be unreasonable, but that they are unduly prejudicial 
to the extent they exceed by more than 10 cents per nel 
ton the rates contemporaneously maintained from the 
Keystone mine at Roswell, Colo., to the same destinations. 


RECONSIGNMENT AND DIVERSION 


The Trafic World Washington Buress. 


The tentative report, written by Examiner Gartner 0 
No. 10173, Reconsignment and Diversion Rules (see Traffi 
World, June 7, p. 1182), is what the examiner thinks the 
Commission should do to dispose of some of the 100 
ends of the big reconsignment and diversion case. It 
deals with four points which were eliminated from tht 
big case because they were deemed to need special treat 
ment. The subjects are the rules covering the reconsig 
ment or diversion of L. C. L. quantities, back-hauls, orde™ 
notify cars, and fruits and vegetables. They are covered 
by four fifteenth section applications because what the 
carriers proposed amounted to imcreased charges, that 










































June 


fact 
four 
tical] 
mere 
Th 
than- 
sion 
butte 
rules 
pose 
throu 
gee | 
not | 
high 
chan; 
loade 
nishe 
24,001 
try, i 
Gal 
prope 
indefi 
railro 
route 
it oul 
avail 
recon 
is de 
defini 
The 
of oil 
exten 
that 
strict 
woulc 
of pe 
from 
an ai 
of 54 
cent, 
8.1 pe 
The 
elimi 
hauli1 
able, 
was I 
of ta 
that < 
all of 
ment 
do it 
the r: 
terms 
of an 
to sa 
perfo1 
from 


As 
billin; 
justifi 
the o: 
preces 
of re 
unloa 
hot p 
acted 
billin: 
tinati: 
team 

As 
and \ 
mIhade 
as m: 
in Soy 
last n 
Offici: 
recom 
charg: 
$4 if 
and §! 
that « 
charg, 
only ; 


| treat 
onsig! 
order 
covered 
at the 
3, that 


June 14, 1919 


fact bringing them under that section of the law. The 
four applications were consolidated because, in them prac- 
tically every carrier subject to the act to regulate com- 
merce seeks permission to make increases. 


The rule proposed by the carriers with regard to less- 
than-carload quantities was that reconsignment or diver- 
sion would be allowed on shipments of 15,000 pounds of 
putter, eggs, cheese, dressed poultry and game under 
rules applicable to carload shipments. The rule as pro- 
posed by the railroads would bring about uniformty 
throughout the country. The examiner, however, could 
see no reason why the reconsignment privilege should 
not be extended to every other commodity moving on a 
high minimum, hence he recommends that the rule be 
changed so as to allow reconsignment on all other freight, 
loaded in L. C. L. quantities in refrigerators actually fur- 
nished by the carriers, if the load weighs as much as 
24,000 pounds. That quantity, in some parts of the coun- 
try, is regarded as a carload. 


Gartner was also dissatisfied with the back-haul rule 
proposed by the railroads, because, he said, it was so 
indefinite that, if-it meant anything, it would allow a 
railroad to say that because a shipper sent a car over a 
route, not closed by specific tariff provision, he had forced 
it out of line and then proceed to penalize him for having 
availaed himself of a route not closed by the tariff. He 
recommends a rule that will confine the charge to what 
is definitely known as a back-haul, and eliminate the in- 
definite expression, out-of-line haul. 


The proposed rule was vigorously protested by shippers 
of oil, whose business, it was claimed, depends upon the 
extensive use of reconsigning arrangements. It was urged 
that the back-haul and out-of-line rule would greatly re- 
strict their business, because the increased rates resulting 
would make the charges too high to permit the movement 
of petroleum products on reconsignment. It was shown, 
from eight instances of movements of oil out-of-line for 
an average of 44.7 miles above the average direct haul 
of 549.1 miles, the charges would be increased 61.8 per 
cent, while the increase in distance hauled would be only 
81 per cent. 


The indefiniteness caused Gartner to recommend the 
elimination of the part of the rule pertaining to out-of-line 
hauling. The end sought, the examiner said, was desir- 
able, but the indefiniteness and uncertainty as to what 
was meant would leave the rule obnoxious to every canon 
of tariff making. Its application would be so uncertain 
that a railroad agent could favor one shipper and penalize 
all others. If the carriers desire to restrict the move- 
ment over roundabout routes, says the report, the way to 
do it is by tariff publication showing over what routes 
the rates may be applied, and not by a rule, general in 
terms, the application of which is left to the discretion 
of an agent. Therefore the rule is to be changed so as 
to say no reconsignment involving a back-haul will be 
performed, except at the combination of local rates to and 
from the point of reconsignment. 


As to the reconsignment of cars moving on order-notify 
billing, the rule proposed by the carriers is held to be 
justified, if, and when they provide that the surrender of 
the original bill of lading be not required as a condition 
precedent to effecting the reconsignment when the place 
of reconsignment is a team track. When the place of 
unloading is an industry track, which the carrier does 
not police, then surrender of the original bill may be ex- 
acted or an indemnity bond must be executed. Unless the 
billing is surrendered, an order for reconsignment at des- 
tination is to be regarded as an order to deliver on a 
team track and shall be so executed. 


As to the rule governing the reconsignment of fruits 
and vegetables, the examiner recommends that they be 
Made uniform throughout the country, which means that 
a Many reconsignments are to be allowed in Official as 
in Southern and Western Classification territories. In the 
last mentioned, three are proposed in the rule, while for 
Official Classification only two were to be allowed. Gartner 
recommends that three be allowed in all territories, at a 
charge of $2 for an order given while the car is in transit, 
$4 if the order is given after arrival at billed destination, 
and $5 if the order is not given until after placement, but 
that charge is not to be exacted if switching is also to be 
charged. In the event switching were to be charged, then 
only $2 is to be exacted for the reconsignment. 
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APPROPRIATION BILL PASSES HOUSE 


The Trafic World Washington Bureau. 


The House on Tuesday passed the bill appropriating 
$750,000,000 for the railroad administration by a vote of 
305 to 4. The Democrats urged an appropriation of at 
least a billion dollars but offered no amendment. Chair- 
man Good, of the appropriations committee, said congress 
could not afford to appropriate more, saying, “We must 
have some regard for the United States treasury.” He 
opposed making the appropriation include money to be 
loaned to the railroads, declaring the roads can borrow 
as easily as the government can. 

“If the government gets out of its experiment in govern- 
ment ownership of railroads with a loss of approximately 
$650,000,000,” Representative Good said, “it will be doing 
well, and the people will have had the answer to govern- 
ment ownership. 

“The Railroad Administration, at a cost of $402,000,000,” 
the representative continued, “had bought 100,000 freight 
cars and 2,900 locomotives without consulting the railroads, 
and that the government is bound to lose on this propo- 
sition and that it is trying to organize an equipment trust 
and thus to get the railroads to take the equipment.” 

He paid a tribute to Director-General Hines, saying he 
believed the government had the best man obtainable for 
the place of Director-General. In reply to a question, the 
representative said when the roads are returned to private 
control rates will necessarily have to be increased to meet 
the increased cost of operation. 

“Men do not perform the service in government work 
that they do when working for private interests,” said 
Representative Good, discussing government ownership. 
“One reason for this great deficit is government operation. 
You are bound to have larger costs under government 
ownership.” 

Representative Good said the government owes the rail- 
roads for 1918, $441,000,000, and that the railroads owe 
the United States $352,000,000. ‘ 

“The only difficulty is,” he said, “that the railroads can- 
not pay and the government must.” 

In closing, Representative Good said there must be no 
waste and extravagance. He said Congress at this time 
could not afford to appropriate more than $750,000,000 for 
the Railroad Administration. 


Representative Byrnes of South Carolina spoke in be- 
half of a larger appropriation, but said no amendment 
would be offered to the bill introduced by Mr. Good. He 
said that if only $750,000,000 were appropriated, he pre- 
dicted that the business interests of the nation would rise 
up within two months and demand that Congress take 
care of the railroad situation by an adequate appropriation. 
He declared himself opposed to government ownership, 
but said that that question was not involved here. 


Representative Cannon said he made up his mind that 
$750,000,000 would be sufficient for the Railroad Admin- 
istration for the time being, after Director-General Hines 
had testified before the appropriations committee that if 
the last Congress had appropriated $750,000,000 and that 
if there had been no extra session the Railroad Administra- 
tion would have been able to get by until late in the year. 
He also said he wished to wait and see as to just how 
much should be given the Administration. He made an 
appeal for reductions in expenditures all along the line. 

Representative Wood of Indiana discussed the action of 
the Railroad Administration in allocating freight cars and 
locomotives to the different railroads. He said these 
cars were manufactured at great expense and that the 
Administration made allocations without regard to whether 
the roads needed them or not. He said about one-half the 
railroads to which these allocations were made refused to 
take the cars and that they still refuse to take them. He 
said no one could foretell what the result of this will be. 
He said if the railroads do not need the cars and cannot be 
forced to take them that then the government will bear the 
loss and the Railroad Administration deficit will be in- 
creased. He said the situation to which he referred had 
caused the Administration very great embarrassment. 


Representative Wood also said that in addition to buy- 
ing equipment that was not needed, the Railroad Admin- 
istration has undertaken to make extensions where they 
were not needed for the purpose of the war, and where 
they could not possibly have been completed within two to 
four years. He said that millions of dollars that now go to 












1248 


make up the deficit are traceable to inefficient and un- 
busimesslike action. He said the country would not know 
what the deficit actually is for years to come. 

“When present members of Congress are no longer 
here,” he said, “‘there will still be coming up, by reason of 
this railroad operation, damage claims of various charac- 
ters that will add to the deficit. So I say that in consider- 
ing whether or not this Railroad Administration has been 
efficiently managed, some of these items that are now 
shown to exist by the report itself speak volumes in lan- 
guage a great deal stronger than I could speak, showing 
the absolute inefficiency of the Railroad Administration.” 

“What is the situation with respect to the railroad propo- 
sition?” asked Representative Madden. “A year ago we 
appropriated $500,000,000. If the railroad companies were 
compelled to pay interest on that for the two years they 
will have it, it would amount to $40,000,000. No interest 
has been charged, but it is to be counted in the loss, for the 
government of the United States pays interest on the money 
it borrows and which it appropriates. 


“Now we are appropriating $750,000,000 and it is alto- 
gether likely that the railroad companies will have this 
money for at least a year and the interest charged on that 
at 4 per cent will amount to $30,000,000. Then we have 
lost $236,000,000 in 1918 and $250,000,000 for the first four 
months of 1919. And if they keep the railroads for two 
years from the time the government took control, they will 
have collected $2,200,000,000 in excess freight and pas- 
senger rates. That would make a grand total of $4,006,000,- 
000. 

“The Director-General says we are going to get back 
$775,000,000, but we are not going to get back anything 
they collected in excess passenger and freight money. 
What part of this is included in the $775,000,000 I do not 
know, neither does the Director-General. But if we as- 
sume that he knows what he is talking about, and we do 
get $775,000,000 back, we will still have lost as the result 
of government ownership $3,231,000,000 to be charged to the 
extravagance and waste of government operation.” 

Representative Wood pointed out that the Director-Gen- 
eral admits a loss of $486,000,000 that “we will never get 
back.” ‘ 

“That is the total loss he is ready to admit,” said Mr. 
Madden. “I am going to add the difference between $3,231,- 
000,000 and $486,000,000, the amount I think the people 
ought to know about.” 


“We will either increase the rates or reduce the expendi- 
tures,” said Representative Fess, “and I am not sure but 
that we will have to do both, because the business of trans- 
portation must be continued and must not suffer bank- 
ruptcy. What the public has a right to demand of this Con- 
gress is that the railroads shall not be run for profit alone; 
that the railroads shall not be run for labor alone; that the 
element to be considered is not the profit to the owner to 
the exclusion of other elements, nor it is the wages of the 
laboring men to the exclusion of others, but the public, 
the largest factor, has a right to demand efficiency in 
service for which it pays and a rational economy in the 
railroad system. If it is necessary to increase the pas- 
senger and freight rates or to reduce wages, or both, we 
have got to have the courage to do it. The one thing 
of which we are all assured is that the present situation 
cannot continue.” 

One Democrat, Thomas, of Kentucky, and three Re- 
publicans, Anthony, of Kansas, Woodyard, of W. Va., and 
Ramseyer, of Iowa, voted against the appropriation. 


HINES ADDRESSES TICKET AGENTS 


The following address was delivered by Director-Gen- 
eral of Railroads, Walker D. Hines, before the annual 
meeting of the American Association of Railroad Ticket 
Agents in convention at Chicago, on June 9: 

“Mr, President, Ladies and Gentlemen: This morning I 
was handed a copy of the International Railway Journal, 
which states the objects of your association, and I was 
very much struck with those objects. I believe if I made 
a long speech I could say no more than what you have 
said for yourselves in the statement of the objects of the 
association. Your constitution says that the objects of 
your association are to promote the interests of the mem- 
bers by increasing the efficiency of*all employees; to secure 
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uniform and improved methods of ticket selling and ae. 
counting; to stimulate and encourage sociality among its 
members; and to establish an authorative and representa. 
tive association, which would provide a reasonable chap. 
nel through which all concerned may obtain recommenda. 
tions for the advancement of the ticket business. I think 
that is a most admirable summary of purposes and ii goes 
without saying that you have, in the accomplishment of 
those purposes, the best wishes of the Director-Genera] 
and the Railroad Administration, and I believe of the 
railroad business generally. There is no class of employ. 
ees on the railroads which has a more important relation. 
ship to the great object of public service than the clags 
to which you belong. I believe that public sentiment 
towards the railroads is more influenced by the relation. 
ship which you establish with the public with which you 
deal than by any other thing. Of course the purpose of the 
railroads is to render a public service, and you are the 
representatives of the railroads who come in more direct 
contact than anybody else with the great mass of the 
American people for whom that service is rendered, and 
to a large extent the people who come to you to be 
served are people who are not versed in the ways of 
travel, and who are greatly impressed by courteous and 
helpful treatment, or the reverse; so that what you do in 
carrying out the objects of your association represents one 
of the most important steps that can be taken to satisfy the 
public that it is getting the sort of service which it ought 
to have. 

“Another phase of our situation is also covered by your 
purposes, and that is—to improve efficiency. The rail. 
roads of the country are in a very serious need at the 
present time of any additional efficiency that can be ef- 
fected, and any additional economies that can be adopted 
in the use of supplies and in the carrying on of the 
business. You probably have read in the papers that at 
the present time the Railroad Administration is incurring 
a heavy deficit and there is a good deal of concern about 
why this has come about and what ought to be done about 
it. The fact is that the increase in wages and the in- 
crease in cost of materials has been very much in exeess 
of the increase in rates and that condition, coupled with 
the temporary falling-off in freight business, have com- 
bined to produce a very serious deficit in railroad opera- 
tions. My own judgment has been that we ought to con- 
sider that matter very carefully to see just how much can 
be accomplished through the introduction of more efficient 
methods, and consider just how much will be gained by 
the increase in business which we are going to have, s0 
as to decide just how little additional increase in rates 
will be necessary in order to deal with this situation as 
a permanent thing. I feel the very greatest interest in 
keeping.down the increase in rates just as far as possible, 
because I think the great thing to accomplish is to keep 
down as far as we can the cost of living to the American 
public; to you, to me and to all the rest of the public. 
Any unnecessary increase in the rates of travel, especially 
in the freight rates, would have a tendency to increase 
the cost of living, and therefore I am watching that ques 
tion with the greatest interest and our railroad officers 
are trying to find out what can be done in the direction 
of cutting down our cost of operation and what we are 
going to accomplish in the way of increased business. 

“What you can do in making your work more productive, 
and in the minor economies you can practice in the matter of 
railroad supplies, will, in the aggregate represent an enorml 
ous saving which will be an important factor in reducing 
the amount of increase which must be made in rates, 
and an important factor in that way in keeping down 
the cost of living. Therefore that object of your associa 
tion, namely—the promotion of efficiency—is a thing which 
will render a great assistance to the United States Rail- 
road Administration and to the people of this country.” 


TO ACT ON DEMURRAGE SOON 


The Trafic World Washington Bureau. 


Director-General Hines, due to return to Washington June 
14, is expected to announce his decision on the demurrag¢ 
matter, which has been hanging fire for a long time, s002 
after his arrival here. Lesser officials of the Administra 
tion have been ready to act, but had not authority because 
the Director-General took up the subject personally before 
he went away. 
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National Industrial Traffic League 


chan- ‘ ‘ ‘ ° ° ° 
ends Special Meeting Held at Milwaukee—Recommendations Made as to Pending Railroad Legis- 
a lation—Reports of Cowimittees end Other Business Carried Over 


nt of 


From New Orleans Meeting 


sneral 
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nploy- (By a staff correspondent at Milwaukee.) be proper and that the shippers should get more of the old bills 
ation- printed to carry them until the new one became effective. 


The National Industrial Traffic League opened its spe- 
cial meeting at Milwaukee the morning of June 11 with an 


I then raised the question as to whether or not it would be 


class proper, in order to use up old stock after August 8th, to put 


iment P a stamp substantially as follows on the old bills, ‘‘This Bill of 
ation- —— vd — Bs with ecm of -~ a = Lading is hereby modified and made subject to all of the terms 
4. ire rdleg on the afternoon or the next day, so that the and conditions of the uniform Bill of Lading as ordered to be 

indications were for one of the largest meetings the League put into effect on August 8, 1919, in line with the Interstate 
of ss had ever held. The program of entertainment had been ——— os ge vow Soe ge Moe wet | placed 
e the : : on file by the carriers wi the Interstate Commerce Commis- 
direct arranged, by request of President Freer, so as not to inter- ion”: In response to this inquiry Secretary McGinty, under 
f the fre in any way with the business of the meeting. The date of May 22d (his File 368076) writes: “* * * it seems 


inadvisable for the Commission at this time to express any 


embers evinced their appetite for business by remainin ; 
ye PP y 6 opinion upon the propriety of using a rubber stamp upon the 


» and at work in the opening session until nearly 1:30, when 
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adjournment was taken for one hour. Mr. Belleville, of 
Pittsburgh, presided the first day, because of the fact that 
President Freer could not attend and Vice-President Sang- 
ster had not yet arrived. There was an address of wel- 
cme by Secretary Bruce of the Milwaukee Chamber of 
Commerce. 

Bill of Lading Report 


Chairman F. T, Bentley made the report of the bill of 
lading committee as follows: 


The Bill of Lading matter has been before the Interstate 
Commerce Commission for a considerable time and your league’s 
committee appeared in these hearings and advocated many 
changes, the most of which have been embodied in the new 
document. 


present supply of Bills of Lading.”’ 

Mr. Robert C. Wright, assistant to the director of the Divi- 
sion of Traffic, under date of May 22d, announced that the 
Railroad Administration will arrange to accept the present 
form of Bill of Lading on and after August 8th by either the 
stamping or printing of a clause thereon setting forth the fact 
that the shipment is governed by the terms of the new form. 
Mr. Wright advises that as soon as the clause has been pre- 
pared proper announcement will be made. 

I brought to the attention of the Railroad Administration that 
it would be necessary for the carriers to adopt some notation 
on their way-bills to convey the ‘‘without recourse’ clause to 
the receiving agent so that that agent would know the exact 
status under which the shipment was to be transported, 

The second paragraph of Section No. 2 provided that suits 
for loss, damage or delay shall be instituted only within two 
years and one day after delivery of the property, or in case 































of failure to make delivery, then within two years and one day 
after a reasonable time for delivery has elapsed. 


Complaints 


at at About the only important point which the league failed to are being received that some of the carriers are apparently 
irring secure in the new bill was that of notification of the shipper delaying settlements of this class of claims after suit period 
about promptly by the carrier in case of loss of goods en route, or has elapsed and then decline same on the ground that they are 
about failure to deliver it at destination, owing either to refusal by stopped by law from paying them. I also advocated to the 
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the consignee, or due to the fact that the consignee could not 
be located. 

Among the important changes which the league advocated, 
which have been incorporated within the new bill, is the: 

(1) Elimination of the difference in elevator weights: 

(2) The clarification as to the carriers’ liability from fire; 

(3) The clarification of the carriers’ responsibility due to 
riots and strikes; 

(4) Elimination of the special exemptions frem liability on 
















Commission that an additional paragraph should be added to 
the above to the effect that when loss or damage claims have 
been properly filed with the carrier, the statute of limitations 
shall run for two years and one day from the time the carriers 
decline the claim, so as to prevent utilization of this clause to 
stop the collection of just claims. 

At this writing I have had no reply from the Railroad Ad- 
ministration to my letter to them. 


h can P : 
‘ open car freight; 
icient (5) The wiping out of the invoice value at time and place of Mr. Bentley supplemented this written report by telling of 
ed by shipment as the basis for claims, and the substitution of the full the petition of the carriers for a reargument of the bill of 
ve, $0 liability as covered by the Cummins’ Amendment to the Act; lading case before the Commission. He assumed that the 
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(6) The clarification of the carriers’ responsibility to receive 
from or deliver on private or other sidings; 

(7) The addition of the ‘‘without recourse’’ clause on the face 
of the Bill of Lading, which, when signed by the shipper, be- 
comes notice to the carrier that all charges must be collected 
fom the consignee and preventing the carrier, in event of such 
failure. from billing on the shipper for the claimed amount; 


















case would be reopened and that there would be a conse- 
quent delay in the effective date. As to the use of old 
forms in the meantime and similar matters such as the 
size and color of the forms, he said the position of the 
Commission was that such things were up to the Railroad 
Administration and he had not yet heard from the Ad- 


rican (8) The change, that freight held in transit for reconsign- 

ublic ment is only under the warehouseman’s | ot the carrier, is ministration. 

—— more favorable to the carrier than the old bill; ‘ 

cially (9) The wiping out of the ‘water clause’ and the placing Director Thelen, of the Division of Public Service, was 
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of water carrier, when a part of the through rail and water 
route, under the same liabilities as the rail route, is a distinct 
advantage to the public, 


present and was asked as to the position of the Adminis- 
tration as to the paying of claims filed after two years and 


ficers Your chairman was in Washington the latter part of May one day. He said the Division of Law took the position 
ction MH and called upon both the Railroad Administration and the Inter- that such claims could not be paid, but the Division of 
e are mag gant cc ap Pg Fenian of at -— Public Service was hopeful of being able to accomplish 
: ain points apparently overlooked in the order. e foun 1a : : : a 
38, the Railroad Administration and representatives of the railroad some different result. He said the situation was compli 
ctive, | rporations were not entirely satisfied with the new bill and Cated by the fact that some of the railroad corporations 
ter of expected to request ene vd oo oe an & naw stents in have served notice on the Administration that if it pays 
several particulars; and it was oug y e Railroad Ad- i i 

norm: ministration that some delay might be expected in getting the such peng A they — neat Pe a. 

ucing Bill of Lading into use on August 8th, as ordered, Luther . Walter, as the eagues attorney, was in- 
rates, I placed before the Commission the fact that the order did structed to protect the League in the matter of the peti- 
dowl = — the width or — nor did it — a —— tion for reargument of the case. He said he thought the 

. color scheme, as now in use: I am in receipt of a letter from i 

socit: fH Secretary McGinty, under date of May 22d (his File 368076) that Course to pursue was to ask the Commissien not to grant 
vhich it would seem permissible for shippers to use any color or size @ reargument, but, in any event, to let the new bill of 
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Bill of Lading that would be acceptable to the carriers. 

I raised the question as to whether it would be proper in 
the “without recourse” clause on the face of the bill to print 
the name of the company with a blank space for the initials 
or name of the individual to be signed below it: It was unoffi- 
cially stated that no objections were_apparent, but I have no 
written ruling on this subject. 


lading become effective August 8. That suggestion seemed 
to meet the approval of those present. 

F. H. Price, of New York, gave an analysis of the export 
bill of lading at the request of Mr. Bentley. 


Report of Baggage Committee 


‘ured. Ialso raised the question as to whether it would be proper 

for the shippers to print his Bills of Lading ‘To order” and The report of the baggage committee, J. W. Cobey, chair- 
June Notify” of such bills as he wanted for that class of shipment. man, as follows, was accepted: 
rrage Vas also unofficially advised there was apparently no objection, 
3000 athough I have nothing authoritative regarding this. After several postponements, the Railroad Administration 
‘stra: 7 noiher question raised was whether or not, in case a ship- accomplished the issuance of a Joint Baggage Tariff, effective 
is Per ran out of old stock of bills before August 8th, ‘if it would 
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efore 


Je proper to print the new bill and use a stamp on the face of 
it stat ng that “This bill is subject to the conditions of the Bill 
of Lacing now in use and filed by the carriers with the Com- 
Mission”: The unofficial ruling on this was that it would not 





Feb. 1, 1919. 

Three tariffs were issued, one effective in the Southern Ter- 
ritory, one in the Western Territory and one in the Eastern Ter- 
ritory, and cover the rules and regulations for all lines in those 
territories, 
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The reasons advanced for the issuance of three tariffs are: 

First: That one tariff would be too cumbersome and expen- 
sive, and 

Second: Should it be necessary to change a regulation in one 
territory it would be necessary to issue a large supplement em- 
bodying changes in the other two territories, thereby causing 
additional expense. 

Generally the rules in the three territories are the same; 
those in the South and West being identical, with two or three 
changes in the East. For example: Eastern tariff provides 
shipper must declare a value in writing on form prescribed, 
which is illustrated in tariff, and if he declines to state value, it 
will not be accepted, while the other two tariffs provide that, 
unless a greater sum is declared by the passenger and charges 
paid for excess value at time of delivery, the value shall be 
deemed and agreed to be not in excess of $100 for each ticket, 
et cetera. 


The other changes are of minor importance. 

Some objection was offered to the rule providing that when 
baggage is checked on tickets which are unused and later pre- 
sented for redemption, that double the excess baggage rate for 
gross weight would be charged. This charge was thought ex- 
cessive but on investigation it developed that this rule had been 
carried in most of the individual tariffs prior to Federal control 
and was understood to apply in all cases, to protect the car- 
riers against the growing practice in which passenger would 
buy a ticket for small amount, check baggage and then present 
the ticket for redemption after using interurban electric lines, 
motor cars and other means, in this way procuring a reduc- 
tion in fare and the transportation of their baggage far below 
the express or freight rate. We believe, therefore, that the rule 
is not unreasonable. 


Your committee feels that the issuance of the three tariffs is 
a big improvement over the former practice of each line having 
its own issue, and tends toward greater uniformity of rules. 
However, we are not entirely satisfied that one joint baggage 
tariff is impossible and will continue our efforts toward that 
end. Also, expect to continue our efforts to keep rules uniform 
for the benefit of the baggage agent as well as the traveling 
public. 


' 


The report of the weighing committee, O. F. Bell, chair- 
man, as follows, was adopted: 


National Code of Weighing Rules. 


Director Chambers of the United States Railroad Administra- 
tion has taken up with the three General Freight Traffic Com- 
mittees the question of making uniform the rules for the 
weighing of carload freight. Unfortunately his communication 
to the chairmen of these committees under date of Jan. 4, 
1919, embodied the statement that the Eastern Freight Traffic 
committee had reported the various practices in eastern terri- 
tories involving the settlement of charges on basis of destina- 
tion weights of carload freight, and recommended that—‘‘Tariff 
regulations providing for adjustment of weights at destination 
should in the main be cancelled, but this action, when taken, 
should cover all territories.’”’ Believing that this recommenda- 
tion looked to the abrogation of those sections of the National 
Code of Weighing Rules which provide for reweighing of car- 
load freight at request of consignor or consignee and the ad- 
justment of weights and charges on the basis of corrected 
weights if correction is made the chairman of your committee 
wrote to the shippers’ representatives on the three General 
Freight Traffic Committees and protested. 


Later he was advised by Mr. J. C. Lincoln, a member of our 
weighing committee, that the purpose sought by the Eastern 
committee in its recommendation was to cancel rules and 
regulations which were in conflict with the code covering the 
weighing and reweighing of carload freight as agreed to with 
the American Railway Association, or in other words to bring 
about by tariff revision the very things sought in the course of 
our negotiations with the American Railway Association. Your 
committee can find no fault with the endeavor of the Railroad 
Administration to bring about on the part of all carriers con- 
formity with the National Code of Weighing Rules, inasmuch 
as we have been endeavoring to accomplish this result, but 
without effect as relates to the railways in Trunk Line and 
New England territories. Your committee feels, however, that 
any modifications of the code of weighing rules should be made 
only after agreement between the committees on weighing of 
the League and of the American Railway Association; that is, 
the weighing rules should be handled in the same way as they 
have been in the past by conference and agreement between 
committees of the two organizations. 


Tolerance on Coal and Coke. 


At the spring meeting of the League in March, 1918, your 
committee made a report on this subject and called attention 
to the decision of the Interstate Commerce Commission in the 
ease of the Northwestern Traffic Service Bureau vs. C. M. & 
St. P. R. R. et al., decided Dec. 15, 1917, which was to the 
effect that the carriers had not determined the loss by evapo- 
ration on coal shipments by actual tests and their proposed 
tolerances for moisture absorption and evaporation of one-half 
per cent on anthracite and one per cent on bituminous coal 
were not justified. In the discussion of this report attention 
was directed to the fact that some freight claim agents of the 
earriers were insisting upon deducting from claims for loss of 
coal the percentage amount of tolerance provided in tariffs for 
difference in scales or weighing, and for moisture evaporation, 
before payment of such claims. 

Following the March meeting of the League, the weighing 
committee of the American Railway Association proposed a 
conference with our weighing committee for the purpose of 
agreeing upon an arbitrary deduction for moisture tolerance to 
govern during the continuance of the war. After due consid- 
eration your committee made answer to this proposition to the 
effect that we had no authority to agree for shippers and re- 
ceivers of coal upon any allowance for moisture evaporation 
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which had not been determined by actual tests made by re. 
weighing a sufficient number of cars from the different mines 
to definitely ascertain the amount of loss from moisutre evap. 
oration, as set forth in the decision of the Interstate Commerce 
Commission in the case above referred to. In our reply to the 
chairman of the American Railway Association committee refer. 
ence was made to the action of the freight claim agents above 
referred to, and it was affirmed that the weight tolerances fixed 
by the rules were agreed to only as a basis for correcting the 
billed weight or for assessing the charge for weighing service, 
and the carriers were not justified in claiming an arbitrary 
amount of deduction in settling claim for loss in transit. 


This question of moisture tolerance has again been brought to 
the attention of your committee by the proposition presented by 
the weighing committee of the American Railway Association 
to fix a uniform tolerance for moisture content on bituminous 
coal of one-half of 1 per cent, to govern until such time as tests 
can be made to determine accurately just what additional tol- 
erance should be established to cover the moisture content of 
coal from the different regions. This proposition also included 
a moisture tolerance of 1 per cent on coke. So far as the mem- 
bers of your committee have expressed their views on the 
proposition, there is disagreement as to what answer should 
be made. The representative on your committee of the Chicago 
Coal Merchants’ Associations advises that by unanimous vote 
of the membership of that association they decline to subscribe 
to the A. R. A. proposition, and furthermore they oppose any 
tolerance on coal other than the scale tolerance of 1 per cent, 
minimum 500 or 1,000 pounds respectively, as now published by 
the various carriers. Other members of our committee are in 
favor of accepting the A. R. A. proposition. This question of 
tolerance is also involved in the regulation proposed by the 
Railroad Administration governing the selection and prepara- 
tion of cars for coal loading, weighing and transporting thereof, 
and disposition of claims for loss in connection therewith. Pro. 
posed Rule 8 assumes to establish both scale and moisture tol- 
erance as follows: 

“Tolerance Allowed; where loss of coal has been established 
in accordance with these rules and claims therefor presented, 
a tolerance of 2 per cent (1 per cent scales variation, 1 per 
cent moisture content) of established loading weight shall be 
deducted, except on washed coal, the established moisture tol- 
erance shall be deducted.’’ 

It should be remembered that the National Code of Weighing 
Rules was established by agreement between the committee on 
weighing of the League and the committee on weighing of 
th American Railway Association, and that this agreement 
carries with it an acknowledgement that a tolerance for mois- 
ture evaporation or absorption on coal and coke is proper, and 
we cannot at this time deny the application of the tolerance 
allowance for wet provided that the amount of such tolerance 
has been properly ascertained. The committee would like to be 
ri ge as to how it should proceed under the cireumstances, 
that is, 

1. With respect to the proposition made by the A. R. A. 
for moisture tolerance of one-half per cent on bituminous coal, 
and 1 per cent on coke. 


2. With respect to deduction from claims for loss of coal or 
coke of amounts provided in tariffs for scale and moisture 
tolerance. 


Charge for Inspection and Tests of Industrials Track Scales. 


One of the members of our committee, in November, 1918, 
suggested that the question of assessment of a charge for 
testing industrial track scales should be taken up by the League. 
Following that suggestion, a letter was sent out to the members 
of the Committee on Weighing, asking for an expression of 
their views and also for advice as to the practice of the rail- 
roads in their respective territories as to making a charge for 
the testing service. 

The answers to this letetr disclose the fact that the practice 
of the carriers with respect to a charge for testing industrial 
track scales and the amount of the charge is not uniform. In 
the eastern sections of the country it appears that industrial 
track scales are tested generally without charge. In other 
sections, and in the same city a charge is made by one road, 
and no charge by another. When a charge is made, it varies 
from $2.50 to $15.00 per test. It is well said by the member 
bringing this to our attention that it is as much for the benefit 
of the railroads that the scales be tested and kept in first class 
condition as it is for the industry; many of the scales are 
operated by sworn weighers under the supervision of the rail- 
road or weighing bureau, the weighers being paid and the 
scales owned and maintained by the industries; and it has 
been shown in the weighing investigation that the weights 
obtained on industrial scales are more reliable than those 
obtained on railroad scales. The fear, as expressed by this 
member, is that if the matter is agitated, those railroads which 
are now making no charges, will in the future impose a charge 
for the service; that is, make the practice uniform by charging 
everybody for service which should be performed free. The 
committee asks instructions. 


Sidetrack Agreements 


The report of the committee on railway leases and side 
track agreements, A. W. McLaren, chairman, which was 
not reached at the New Orleans meeting last March, but 
which was printed in The Traffic World’s report of that 


meeting, was read. Mr. McLaren told of the small col 
sideration with which his committee had met from the Rail: 
road Administration, in spite of promises from John Bal 
ton Payne, and he said he thought the matter would have 
to be taken before the Commission. 

Mr. Burchmore, counsel for the League in this matte, 
said he believed the Railroad Administration would neve! 
agree to a satisfactory liability clause; that Mr. McLarel 
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and his committee had been treated shamefully and that 
certain men ought to be ashamed of themselves. He 
thought a proceeding before the Commission the only thing 
that would get results. 

On motion of Mr. Montgomery, the League voted to 
give the committee authority, under advice of counsel, to 
take any action that may seem best to it to bring about 
the adoption of a proper form of sidetrack agreement, 
particularly as to the liability clause. 


Executive Committee Report 


At the afternoon session H. C. Barlow, chairman of the 
executive committee, made his report. He told of his ap- 
pearance before the Senate committee on the Poindexter 
pill. He said it was impossible to predict what the action 
of that committee would be, but he was hopeful in regard 
to the situation because of the action taken by the House 
committee last winter against the bill. 

As to the matter of bills of lading he advocated the 
action that had been taken at the morning session before 
his arrival from Washington. 

He analyzed the Esch-Pomerene bill for the benefit of 
the members present and said it was considered with rea- 
sonable favor by the railroad men, who, he said, wanted to 
stop the conflict between the carriers and the shippers. In 
its finality, he said, the bill would dispose of the state 
commissions except as to purely domestic matters. He 
said there were extremely few things in the bill that had 
not been advocated by the League. 

Taking up the executive committee’s report as to recom- 
mendations to Congress with respect to finding railroad 
legislation, he said the committee at first contemplated 
action with respect to the financial situation, but now felt 
that the League was a body of traffic men—not financiers— 
and should deal with the physical rather than the finan- 
cial aspect of the problem. It should keep as far as pos- 
sible from the financial question, leaving that to those who 
know more about it. 

The report of the committee was as follows: 

This subject was considered at the New Orleans meet- 
ing, and by vote of the members, final action was post- 
poned until a special meeting called for Milwaukee. 

“Since the New Orleans meeting the special committee 
on railroad legislation and the executive committee have 
given further consideration to the recommendations sub- 
mitted by President Freer to the Senate committee, also to 
the additional resolutions submitted by a member of the 
League at the New Orleans meeting. As a result of such 
further consideration of the subject, the executive com- 
mittee endorsed the recommendations with respect to rail- 
road legislation as submitted by President Freer to the 
Senate committee (printed in The Traffic World at the 
time), with additional provisions in paragraphs (c) and 
(e). However, the executive committee desires to call 
— attention to the following language in paragraph 

): 


After return to corporate operation jurisdiction over such 
rates, fares, etc., to be the same as prior to March 21, 1918. 


“And to paragraph (0): 


So far as intrastate commerce is concerned, we recommend 
that no legislation be enacted at this time attempting to inter- 
fere with regulation by state authorities. We believe that, with 
the clarifying of the situation as the result of the Shreveport 
and other cases, the Interstate Commerce Commission, if given 
appropriate authority, can work out plans under which con- 
flicts between federal and state regulation will largely dis- 
appear, 


“Also to paragraph three (a), page 5, of the resolutions 
submitted by a member of the League at the New Orleans 
meeting (Traffic World, March 15), which reads as follows: 


That all rates, fares, charges, classifications, rules, regulations 
and practices of carriers under federal control which shall have 
been filed with the Interstate Commerce Commission, whether 
on state or interstate traffic, and which have not been super- 
seded by action of the Interstate Commerce Commission or of 
the Director General of Railroads on the date on which federal 
control of said carriers shall be relinquished, shall remain in 
effect on the lines of all carriers subject to the Interstate Com- 
ge Act until changed by action subsequently taken accord- 
ng to law. 


ag iy 


he executive committee realizes that, upon the return 


of the carriers to corporate operation, a serious rate con- 
dition will exist, in that there will be a wide disparity 
between the rates and fares on state and interstate traffic 
i many sections of the country. The committee does not 
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perceive how this situation can be avoided unless juris- 
diction over all rates and fares shall be vested in the fed- 
eral authorities, and this the executive committee is not 
prepared to recommend.” 

The provisions in (c) and (e) referred to in the above 
as having been added to the Freer presentation are as 
follows: 


Congress should legislate to the end that after the return of 
the railroads to private control and operation means should be 
provided for prompt settlement of claims presented against the 
carriers which have accrued during government operation and 
control. 

And provided that nothing herein contained shall deprive the 
shipper of the right to route his traffic, as provided in Section 
Fifteen of the act to regulate commerce. 


It was decided that the discussion and vote on this re- 
port should be postponed until the next day, so that the 
members might have time to familiarize themselves with 
the recommendations. 

On motion of Mr. Mueller, the executive committee was 
instructed to take measures to prevent the incorporation in 
any proposed legislation of a provision giving the Inter- 
state Commerce Commission power to initiate rates. He 
feared from recent expressions of Commissioner McChord 
and Director Prouty that such a thing might be attempted. 

In the course of the debate on this motion Mr. McLaren 
and several others expressed themselves as opposed to giv- 
ing the Commission power to name minimum rates. Mr. 
McLaren said such a thing would prevent getting rates 
made promptly to meet exceptional situations. 

On motion of Mr. Barlow the suggestion of Miss Eliza- 
beth Robinson—the only woman member of the League— 
that there be appointed a special committee on export and 
import matters was adopted. Miss Robinson made a speech 
on the subject, which was heartily applauded. 


Mileage Scales, Etc. 


At the New Orleans meeting (as reported in The Traffic 
World of March 15) Chairman Barlow made a report on 
mileage scales. Mr. Williamson, chairman of the com- 
mittee on rate construction and tariffs, called attention to 
the fact that his committee had given consideration not 
alone to the mileage scales, but to the advance in rates in 
general, and suggested that action be deferred until the 
committee on rate construction and tariffs had submitted 
its report on the subject. This was done, but the meeting 
of the League adjourned before the report of the commit- 
tee on rate construction and tariffs was submitted, and no 
further action was taken with respect to this matter. The 
report prepared by the committee on rate construction and 
tariffs on this subject, and now submitted at the Milwaukee 
meeting, was as follows: 


A review of the rate adjustment as applied to transportation 
by rail as well as rail and water routes may be helpful at this 
time in giving consideration to the present and proposed rates 
advocated by the Federal Railroad Administration. 

It is well known to students of transportation that prior to 
federal control the rate adjustments applying to interstate 
traffic in the various territories were built up by the carriers 
through their different rate associations. Before the formation 
of these associations rates via the various lines were largely 
made up by the “rule-of-thumb” process with regard to what 
the traffic would bear, consideration at the same time being 
given to water competitive conditions which in the early history 
of the railroads were recognized as one of the controlling 
factors. 

Since the formation of these associations a basis has been 
established upon which all rates in the various territories have 
been made, as a general proposition. This has had the effect 
of stabilizing rates, a parity being established between points, 
which has proven helpful and has been recognized by the Inter- 
state Commerce Commission, in adjusting cases of discrimina- 
tion between localities. 

While some of these bases are not perfect, yet they have 
formed the foundation upon which to work and have proven 
satisfactory in the main. These bases have been modified from 
time to time to remove discriminations and to make same more 
readily workable. 

We will therefore start from what we may call the normal 
adjustment of rates in effect prior to February, 1915, and see 
what has been done under changed conditions to meet the in- 
creased cost of operation during the period of the war. On 
February 23, 1915. an increase of 5 per cent was allowed the 
lines in Central Freight Association and Trunk Line territories 
and on October 1, 1917, a further increase of 15 per cent was 
given, these increases being granted by the Interstate Com- 
merce Commission, after hearings. Upon the Federal Railroad 
Administration taking over the railroads a general advance of 
25 per cent was allowed all lines, effective June 25, 1918, which 
resulted in a total increase of approximately 45 per cent in a 
little over three years’ time, to say nothing of the large in- 
creases allowed lines in Central Freight Association territory 
in the readjustment of the class mileage scale rates under I. 
& S. Docket 965. Under the minimum scale of rates prescribed 
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by the Administration under General Order 28, to short haul 
points, the class rates in some localities were increased over 
300 per cent, 

In the application of the above-mentioned increases, while it 
was not the intention to disturb rate adjustments previously ob- 
served by the carriers when operating under private control, 
it is a fact that these adjustments have been seriously inter- 
fered with and the rates are now improperly aligned in certain 
sections, which will require years of litigation and result in 
great expense to shippers and manufacturers to restore to a 
normal basis. 

Notwithstanding these already abnormal increases, the Fed- 
eral Railroad Administration is now giving consideration to a 
further increase in the general class adjustment in the Western, 
Southern and Trunk Line territories by the inauguration of a 
mileage scale of rates variously estimated at from 1 to 75 per 
cent over the present rates. 

With rates now higher than ever before, which perhaps under 
present conditions is justified, upon the return to peace and 
normal times the rates are too high and eventually must seek 
a common level with the reductions in the price of materials 
and labor associated with transportation. The high cost of 
material and supplies, of necessity, must be temporary, and in 
the process of reconstruction the price of labor will naturally 
follow the reduction in the prices of commodities of all kinds. 
The continual agitation of rate advances does more to disturb 
commercial conditions than any other one thing, and if we are 
soon to get down to a stable basis the shipper and manufacturer 
must be free to make his contracts without these disturbing 
elements injected into his every transaction. 

Your Committee believes that federal control of the railroads 
has not proven a success; the roads have been less efficiently 
managed, and the operating costs have increased far in excess 
of what they would have under private operation. Changes in 
rules, regulations and rates have been made solely in the in- 
terest of the railroads, some of which heretofore have been 
denied by the Interstate Commerce Commission and the courts 
of the land. We are now confronted with a further increase in 
the general class adjustment in rates in several sections of the 
country, which, if put into effect. will destroy relationship be- 
tween communities, disregard both water and rail competitive 
conditions, interfere with state rights, disturb commercial con- 
ditions and create additional discriminations between communi- 
ties, never to be corrected. The high level of rail rates will 
force correspondingly higher water and rail-and-water rates, 
which must be endured until such time as formal complaints 
have been filed with and adjudicated by the Interstate Com- 
merce Commission at an added expense to commerce. 


Is it not time that some sane action be taken to prevent 
further increases in rates during the period of federal control 
and return to normal times? Everything is up in the air, so 
to speak, and without some assurance to our shippers and man- 
ufacturers that no further increases are contemplated, little or 
nothing can be accomplished of a permanent nature. 


Your Committee therefore submits the following resolution 
and recommends its adoption by the League: 


Whereas, The rates of transportation have been advanced 
since February, 1915, by 5 per cent, 15 per cent and 25 per cent, 
respectively, amounting in the aggregate to an increase of 
more than 45 per cent, to say nothing of the large increases 
allowed lines in Central Freight Association territory in the re- 
adjustment of class mileage scale of rates under I. & S. Docket 
965, the increases of 5 per cent and 15 per cent accruing to 
lines in Central Freight Association and Trunk Line territories 
and having been granted the carriers by the Interstate Com- 
merce Commission after hearings, while the 25 per cent advance 
was arbitrarily made by the Federal Railroad Administration 
without hearings; and 

Whereas, Shippers, in view of abnormal conditions created 
by the war, believed it to be their patriotic duty to remain 
passive with respect to the 25 per cent increase; and 

Whereas, The Railroad Administration has submitted tenta- 
tive mileage scales for constructive criticism which will further 
increase rates throughout the country if made effective; and 

Whereas, The war is now over with business endeavoring to 
get back to normal, it should be encouraged by rate reductions 
rather than retarded by the adoption of still higher rates which 
would further augment the disturbance of rate relationships 
between communities and create additional discrimination; and 

Whereas, It would require years of litigation before the Inter- 
state Commerce Commission and the courts of the land to 
straighten out the difficulties which would ensue through the 
adoption of a mileage scale of rates; and 

Whereas, The competiton of water lines, always having been 
recognized as a determining factor in the fixing of rail rates, 
and justly so, would be entirely eliminated through the adop- 
tion of a mileage scale of rates; and 

Whereas, Intrastate rates, which are usually less than inter- 
state rates, would be unduly advanced as a result of the promul- 
gation of the proposed mileage scale; and 

Whereas, Under the Constitution the states have certain 
sovereign rights guaranteed them which would be abrogated 
through the adoption of a mileage scale of rates in so far as it 
applied within their respective borders; and 

Whereas, The Railroad Administration apparently realizes 
the unjustness of publishing mileage scale rates at this time 
upon certain coarse commodities, such as stone, gravel, brick, 
ete., used in building operations, in that the proposed scales 
upon these commodities have been withdrawn, and if the prin- 
ciple upon which these proposed rates were withdrawn is cor- 
rect, it is obvious that it should apply to mileage scale rates as 
such; now therefore be it 

Resolved, That the National Industrial Traffic League express 
itself as unalterably opposed to the adoption of a mileage scale 
of rates or any further increases in rates during the period of 
federal control, either by way of direct increases or increases 
obtained through changes in classification, rules or regulations, 
except in so far as may be found necessary to remove undue 
discrimination; and be it further 
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Resolved, That the Federal Control Act be amended to res! ore 
the full powers of the Interstate Commerce Commission. 


There was a hot debate on the two reports, Mr. Bariow 
saying that his resolution condemned the proposed mile.ige 
scales—which was the matter under consideration—ind 
that Mr. Williamson’s committee had gone far afield and 
exceeded its instructions in order to oppose further in- 
creases in rates. Mr. Williamson claimed the right to 
cover the whole subject and contended that he was not 
bound by instructions from the executive committee. 

Mr. Barlow counseled caution and conservatism, saying 
that the League should try only to keep pace with events 
and not to run before them, and that it might be em- 
barrassed in the future if it pronounced now against fur- 
ther increases, for such increases might prove to be nec- 
essary. If they were necessary, he said, the League should 
be in position to approve them. 

Mr. Williamson insisted that the Railroad Administration 
had not given shippers a square deal in piling increase 
on increase without regard for the preservation of differ- 
entials. The purpose of his resolution, he said, was to 
stop.that sort of thing and he thought it was time the 
League stopped accepting anything that was done and 
began to take some action against injustice. When 
he said that another advance was in prospect, Mr. Thelen 
asked him for his authority. Mr. Williamson gave the 
remarks of Mr. Hines before the House committee. Mr. 
Thelen said he merely wanted the record to show that 
at this time there is no definite intention of raising rates. 

The Williamson report finally failed by a vote of 89 to 
42 and the Barlow report was adopted. Many members 
did not vote. 


For the reason that he felt that members were entitled 
to vote separately on Mr. Williamson’s idea without hav- 
ing it tied up with the mileage scale proposition and free 
from any question as to his right to bring in something 
outside of his instructions, Mr. Beek of St. Paul moved 
that Mr. Williamson be instructed to bring in, at the Mil- 
waukee meeting, a report dealing with the extraneous 
matter in his report, so that the League might act on 
it as it wished. Mr. Barlow seconded this motion and it 
was adopted. 


In the course of the debate Mr. Tomkins remarked that 
the real point was the matter of differentials and not 
the level of the rates. Mr. Barlow said this was true 
and stated that the Western Freight Traffic Committee, 
of which he is a member, had recently voted unanimously 
to restore the differentials that existed in the West prior 
to General Order No. 28. That is the thing that mem- 
bers of the League ought to work for elsewhere, he said. 


Speeches at the Dinner 


At the dinner Wednesday night the formal speakers were 
S. Davies Warfield, Max Thelen and Francis B. James. 
Frank T. Bentley was also called on. H. C. Barlow acted 
as toastmaster. 


Mr. Bentley spoke of the seriousness of the railroad prob- 
lem and his hope that the League would act wisely in its 
deliberations the next day. He said members must sink 
their selfish interests in the greater good and that there 
could be no prosperity for the country as a whole if the 
railroads were not prosperous. 


Mr. James was the recipient of complimentary remarks 
because of his work in the Ferger case, which recently 
resulted in a victory before the U. S. Supreme Court for 
the cause in which the League was interested. He spoke 
in part in a humorous vein and in part of the work of 
improving and making workable the law merchant. 

Mr. Warfield expounded the so-called Warfield plan for 
solving the railroad problem and solicited the support of 
the League. There were only two ways of solving it, he 
said; one was his way and the other the suggestion for 
the formation of regional companies. He said everything 
ought to be left to the Interstate Commerce Commission 
except that Congress should give it some measure of the 
revenue to be provided for the carriers. The interests of 
the shippers and the carriers were identical, he said. 


Mr. Thelen was greeted warmly by the League members, 
who have learned to look on him as their friend. He said 
that all the suggestions made at New Orleans with respect 
to the traffic committees had been followed. Additional 
shipper members had been appointed on all committees 
but one and good material had been appointed. He said 
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the procedure of the committees was much more satisfac- 
tory and they were cleaning up their work. 

The recent decision of the Supreme Court as to authority 
over state rates, he said, had in no way changed the pro- 
cedure as to consulting the state commissions in rate mat- 
ters. The policy of the Railroad Administration was also, 
he said, to submit all matter of great importance to the 
Commission for advice, as in the case of the Illinois classi- 
fication matter. The Commission, he remarked, would very 
goon resume its former functions, which remark evoked 
applause. 

He said the Railroad Administration really and truly 
was not at this time contemplating a ten per cent or any 
other increase in rates and that Mr. Hines was in earnest 
when he said that times now were too abnormal to per- 
mit a decision as to what ought to be done. 

He said he was glad to be able to report a substantial 
improvement in service conditions both as to passenger 
and freight. 

As to freight claims, he said that was a matter that the 
Director-General had heavily on his mind; that substantial 
progress had been made in cleaning up claims; that over- 
charge claims had been reauced from 74,000 on January 31 
to 56,000 March 31 and that loss and damage claims were 
reduced 80,000, or 10 per cent, in April. In the next few 
months, he said, the claim situation would be restored to 
normal or better. 

Speaking of General Order No. 15, he said the whole 
subject was being reviewed and the investigation was not 
being confined to the liability clause in sidetrack agree- 
ments. He said that as to the liability clause, the situation 
was just as it was before federal control. The Railroad 
Administration had never adopted a form of liability clause 
and that was really a matter apart from General Order 
No. 15. He said he felt there was a reasonable prospect 
for relief for the shipper. 

He said the Railroad Administration was not asking for 
a reargument in the bill of lading case, though it would 
draw the attention of the Commission to one or two points 
if the case was reopened. He said the Administration had 
no attitude on the interpretation of the Cummins amend- 
ment—that belonged to the Commission. 

The matter of passing records, he said, was still being 
worked on. 

The matter of demurrage rates and rules, he said, was 
receiving the personal attention of Mr. Hines, who had 
doubts now as to fixing the rate at $2.00, as had been 
agreed on with the League’s committee, because a little 
later in the year there would be a demand for every car 
and measures ought to be taken to insure prompt release 
of equipment. Mr. Thelen said he could not say what the 
conclusion would be, though he would say that his staff 
had united in a recommendation on the subject. He was 
hopeful that within a few weeks the matter would be 
cleared up. 

As to the through export bill of lading, he said the trouble 
was with North Atlantic shippers as to who should pay 
demurrage. His division was receiving many inquiries 
as to when the through export bill would become effective. 


Thursday’s Sessions 


The entire morning session Thursday was given to con- 
sideration of the report of the executive committee as to 
recommendations to Congress with respect to pending rail- 
road legislation, with the result that the report was adopted 
without change. There was not even a suggestion made 
at the meeting that the League should express itself with 
respect to the revenue carriers should be entitled to 
earn, though many of the members were known to enter- 
tain decided views on the subject. This silence was at- 
tributed partly to the remarks of Mr. Barlow on the sub- 
ject the previous day and partly to a stirring speech by 
E. BR. Montgomery, in which he paid a tribute to the “gray 
heads” of the executive committee and urged that their 
counsel be accepted—though he made no specific mention 
of the matter of revenue. D. F. Hurd also made a speech 
in which he urged that the advice of the executive commit- 
tee be followed and that it would be wise not to touch the 
financial problem, but to confine action to the physical 
aspects of the situation. This was the only reference to 
the matter of revenue in the entire course of the discussion. 

There was an interesting and protracted debate on para- 
gravh (H) of G. M. Freer’s presentation to the Senate 
con mittee. That is the paragraph giving the Commission 
power to prescribe minimum rates. Mr. McLaren offered 
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an amendment striking out the paragraph and his amend- 
ment was adopted, after much debate, on the theory such 
a provision would hamper the making of rate readjust- 
ments and private initiative by rendering the carriers pow- 
erless to that extent. Mr. Barlow argued that when the 
Commission ordered a discrimination removed it ought not 
to be left to the carrier to choose how it should be re- 
moved, but the Commission should fit the rates to be 
charged. 

After the McLaren amendment had been adopted and 
there had been discussion on other matters, Mr. Montgom- 
ery and Mr. Barlow, supported by G. H. Anderson of Chi- 
cago, raised the point that by depriving the Commission 
of power to make minimum rates, the League was striking 
a blow at water transportation and taking from the Com- 
mission the power to fix rates so that the railroads might 
not put water lines out of business. J. H. Beek of St. Paul, 
who had voted for the McLaren amendment, thereupon 
moved to reconsider, and paragraph (H) was reinserted 
in the report. 


There was considerable debate also over paragraph (J) 
conferring on the Commission power “to authorize or re- 
quire extension and additional facilities and equipment of 
common carriers and to exercise general supervision over 
service, operation and maintenance.” 


It was felt by some that this provision would hamper 
private enterprise, Mr. McLaren arguing-that what was 
needed was more transportation lines and that capital that 
desired to build them ought not to have to go to Wash- 
ington for permission. Mr. Beek offered an amendment 
limiting the extensions over which the Commission would 
have authority, to “short branch or spur lines or spur 
tracks to communities and industries that should be served 
and that can furnish sufficient traffic to justify such ex- 
tension,” but the paragraph was finally allowed to stand 
as presented by Mr. Freer to the Senate committee. 


Demurrage, Claims, Etc. 


Vice-President R. D. Sangster arrived to take the chair at 
the afternoon session Thursday. The session adjourned at 
4 o’clock to take an automobile ride provided for the mem- 
bers and decided to meet at nine o’clock the next morning, 
so that the business of the meeting might be finished in 
time for the members to attend a noon luncheon given for 
them at the Schlitz Palm Garden. 

Chairman Rippin of the demurrage committee was not 


‘present, but letters were read from him telling of the trou- 


bles he was having in getting the reduced demurrage rate 
that had been agreed on put into effect and reporting little 
progress in the matter of the adoption of an interchange- 
able average agreement on inbound and outbound cars. 
The League voted to wire Director-General Hines urging 
that the agreement for the $2.00 and $5.00 demurrage rate 
be put into effect at once and restating the position of the 
League with respect to the average agreement. It was 
pointed out that in the embargo and the use of the permit 
system the Railroad Administration had ways of protecting 
itself in the expected heavy traffic movement without re- 
sorting to increased demurrage rates. 

Chairman Belleville of the freight claims committee read 
the following report as to concealed loss and damage 
claims: 

“In pursuance of instructions given at the annual meet- 
ing of the League in Cincinnati November 21 and 22, 1918, 
a conference was held with a special committee from the 
Freight Claims Association, consisting of Messrs. R. L. 
Calkins, H. C. Pribble and H. C. Barlow, at the Hotel Van- 
derbilt, New York, on January 29, at which conference 
tentative rules were agreed to. 

“These tentative rules, however, were not satisfactory to 
a number of interests and in consequence a second confer- 
ence was held with Manager Howard in Chicago on March 
25 and 26, and the following regulations were tentatively 
agreed to, but up to the present time the rules in question 
have not been put into effect. 

“Your chairman had a conference some ten days ago with 
Manager Howard in Washington and Mr. Howard stated 
that the proposed rules were in the hands of the legal 
department, and that he was unable to say when they would 
be sent out, or whether they would be approved at all by 
the: Administration.. Mr. Howard stated that he fully rec- 
ognized the importance of action in the matter and would 
advise ts as soon as he could get a definite ruling from the 
legal department of the Administration. 
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“Copy of suggested regulations is appended for the in- 
formation of our members. 


Loss of or damage to contents of packages not definitely 
known to exist at time of delivery by carrier to consignee, may 
be due to negligence in packing, handling or unpacking, or ab- 
straction from containers and is the subject of frequent claims 
and controversy. In order to avoid any discrimination and so 
that practices may be certain and uniform in the treatment of 
claims of this character, the following rules are prescribed: 

Rule 1. When a package bears indication of having been 
pilfered while in possession of carrier, it shall be carefully 
weighed by the delivering agent before delivery, and _ such 
weight endorsed on the freight bill. A joint inventory of con- 
tents of package by carrier and consignee shall be made before 
delivery, or immediately upon receipt by consignee, and claim 
for shortage so discovered shall be promptly adjusted. 

Rule 2. Loss from a package discovered after delivery of 
shipment to consignee shall be reported to agent of carrier 
immediately upon discovery and in any event within fifteen 
days after receipt and contents and container held for inspec- 
tion by carrier, with a statement of facts or circumstances evi- 
dencing loss prior to delivery by carrier. Inspection by carrier 
shall be made when practicable, and in any event within forty- 
eight hours, and shall include examination of package and con- 
tents for evidence of abstraction of the missing goods, check- 
ing contents with invoice, and weighing for comparison with 
shipping weight; also investigation of cartman’s record of han- 
dling shipment. Report of inspection shall be made in dupli- 
cate on standard form and signed by carrier’s agent and con- 
signee, one copy thereof to be retained by consignee and at- 
tached to claim for loss if made. In case no inspection is made 


‘by carrier’s agent, consignee’s inspection shall be accepted as 


earrier’s inspection. If investigation develops that the loss 
occurred with carriers, the fifteen days’ clause shali not be in- 
voked. (Note—See Rule 7.) 

Rule 3. Shortage from a package delivered consignee with- 
out exception when based only upon the consignee’s failure to 
find the entire invoice quantity in package or when package re- 
mains in possession of consignee more than fifteen days before 
the goods are unpacked and shortage discovered, shall not be 
regarded as a responsibility of carrier unless investigation 
develops that loss occurred with carrier. When package 
remains in possession of cartman over night and not in a 
warehouse, carrier shall require proof that loss did not occur 
with cartman. 

Rule 4. When a package bears evidence of damage while in 
possession of carrier, a joint examination of contents by car- 
rier and consignee shall be made before delivery, or immedi- 
ately upon receipt by consignee, and claim for damage so dis- 
covered shall be promptly adjusted upon its merits. 

Rule 5. Damage to contents of package discovered after de- 
livery of shipment to consignee shall be reported to agent of 
carrier immediately upon discovery, or in any event, within 
fifteen days after receipt, with a statement of facts or circum- 
stances evidencing damage prior to delivery by carrier, unless 
investigation develops that the damage occurred with carriers, 
then the 15-day clause shall not be invoked. Inspection shall 
be made by carriers when practicable and in any event within 
48 hours after notice. In case no inspection is made by car- 
rier’s agent, consignee’s inspection shall be accepted as_ car- 
rier’s inspection. Report of inspection shall be made in dupli- 
eate on standard form and signed by carrier’s agent and con- 
signee, one copy thereof to be retained by consignee and at- 
tached to claim for damage if made. (Note—See Rule 7.) 

Rule 6. Shortage or damage discovered by consignee at time 
of receiving freight in any quantity from car, warehouse or 
other premises of carrier, shall be reporttd to agent of carrier 
before removal of entire shipment, in order that the cause and 
extent of loss or damage may, if possible, be definitely deter- 
mined and proper record made thereof. Unloading of freight 
should not be retarded or discontinued awaiting inspection. 

Rule 7. Notice of loss or damage may be given carrier’s 
agent by telephone or in person and in either event shall be 
confirmed by mail. 

In case of loss or damage as provided for in Rules 2 and 5 
and inspection is not made by carrier’s representative, detail 
of findings of inspection by consignee shall be furnished car- 
rier’s agent immediately upon completion of inspection. 

Rule 8. Failure of consignee to comply with the foregoing 
regulations shall be regarded as indicating complete delivery 
of freight by carrier in good order. 

Rule 9. Where packages which indicate loss of or damage to 
contents are recoopered by the carriers, proper record of this 
exception shall be noted on the waybill and station records and 
shall be available to consignee. 

These regulations shall be applied in their entirety on busi- 
ness moving on and after May 1, 1919. They shall also be 
applied to all unsettled claims on business which moved dur- 
ing federal control and prior to May 1, 1919, except that portion 
of rules as to inspection and reporting thereof. They shall 
supersede any instructions or practices in conflict. therewith, 
except such as may be authorized by published tariff. 


A letter from Chairman Callahan of the committee on 
coal claims was read. He told of troubles similar to those 
encountered by Mr. Belleville, Mr. Howard not being able 
to put the rules agreed on into effect. He said it was 
probable the rules would not be issued in the next thirty 
days, if at all. He said Mr. Howard had said the matter 
was still further complicated by the recent decision of 
the Commission in the bill of lading case. 

Mr. Belleville said in answer to questions that the trouble 
was due to the fact that the law division of the Railroad 
Administration, as well as the attorneys for some of the 
railroad corporations, were opposed to the proposed rules. 
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On motion of Mr. Childe, the League expressed the opin- 
ion that the rules ought to go into effect at once and in. 
structed the committees to take the matter up with Direc. 
tor Thelen in the hope that he might be able to get action, 


Standard Claim Forms 


In the matter of standard forms for claims, Mr. Belle- 
ville’s committee reported as follows: 

“Your committee has received from the membership of 
the League some fifteen or twenty suggested forms, all of 
which are claimed by their makers to be far superior to 
the standard form which is now in use, and our experience 
in this connection justifies the belief that it would be an 
utter impossibility to prepare a form which would exactly 
suit all parties interested. 

“We believe that the present form is probably well adapt- 
ed to the use of all but a small minority of our membership, 
and we believe that it is useless to endeavor, through the 
Administration, to secure the adoption of an amended form. 

“Unfortunately, in sending out to our members sample 
standard blanks, blanks were used which had a large 
amount of printing, which was in the way of instructions, 
on the back of the blank. This does not at all belong to the 
standard. blank and the League never agreed to any blank 
which was so decorated upon the back, the addition being 
made by the railroads who printed the blanks as a matter 
of instruction to the public, but our members in having 
blanks printed are not obliged to have anything whatever 
shown on the back of the blank. 

“Manager Howard advised that he was willing to have a 
conference upon the question if desired by the League.” 

Mr. Bellville added that he did not believe that such a 
conference would be productive of any good results. 


Report on Fruits and Vegetables 


The report of the special claims committee on fruit and 
vegetables was as follows: 


The undersigned committee, appointed by your president at 
the Cincinnati meeting in November, 1918, begs to report that 
its activities have been a continuation of the general committee 
work of a special committee representing the entire fruit and 
vegetable industry of the United States, which has been dealing 
directly with the freight claim agents, John H. Howard, man- 
ager, Claims and Property Protection Section, and the Legal 
i a of the United States Railroad Administration, since 

Prior to federal control of the carriers, the lack of a definite 
policy in claim handling and adjustment was not only a source 
of great annoyance to claimants, but frequently resulted in 
severe monetary loss to the claimant, to say nothing of the 
unusual and unreasonable delay by the carriers in making their 
investigations. 

Since the creation of the Claims and Property Protection 
Section of the United States Railroad Administration, the fruit 
and vegetable trade of the United States, represented through 
a special committee, has been in very close touch with that 
department, and many conferences have been held looking to 
the adoption of a definite uniform policy in claim handling and 
adjustment, and the prevention of claims. As a result of the 
last conference held in Chicago on September 3rd and 4th, be- 
tween a special committee of the United States Railroad Ad- 
ministration freight claim agents and a like committee from the 
fruit and vegetable trade, certain rules were unanimously agreed 
upon. These rules were released by Mr. Howard, under his cir- 
cular No. 3, on November 19, 1918, a# follows: 

“To All Freight Claim Agents: 

“It is the practice of some carriers to pay claims for damagé 
on fresh fruits and vegetables when records show shipment 
was received at point of origin in apparent good condition, and 
damage by frost, deterioration, or decay is found at time of 
delivery, even though investigation discloses no fault in the 
transportation service. 


“Other carriers decline to assume any liability when shippet’s 
specific shipping instructions, as provided by tariff publications, 
have been fully complied with, and damage by frost, deteriora- 
tion or decay is found to exist at the time of delivery, the 
damage being attributed to the inherent vice of the commodity 
or to some cause other than negligence of the carrier. 

“Such varying practices result in undue prefcrence and unjust 
discrimination and should not exist. Therefore, to establish 
uniform practices the following rules are prescribed: 

“Rule 1. Shippers of fresh fruits and vegetables must give 
carrier reasonable advance notice of the commodity to be 
shipped and the kind of car required. 

_ “Rule 2. Shippers must declare in writing tv the initial car 
rier at loading station whether or not their shipments are ten- 
dered by them for transportation under refrigeration or ventila- 
tion, as provided in current tariff publications. Changes in 
refrigeration or ventilation instructions’en route, given reason- 
ably in advance to the carriers, may be made by the shipper! 
or the owner, or the duly authorized agent of either. 

“Rule 3. The agent at the loading station must insert on the 
waybill the shipping instructions as to refrigeration or ventila- 
tion required by the shipment en. route. 

_ “Rule 4. The carriers shall keep accurate records of the serv 
ices performed, so there will be no question as to the compliance 
with the shipper’s instructions. The information shown by the 
carrier’s records shall be furnished to claimant, in connectiol 
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with cheb where there is controversy regarding the service 
rformed., 

Pe Rule 5. Damage to fruits or vegetables caused by frost or 

freezing shall be investigated, and when it is found that such 

damage is due to unreasonable delay, failure to comply with 

shipper’s instructions or other negligence of the carriers, claims 

for damage due to such causes shall be paid. 

“Rule 6. When the service and protection afforded by the car- 
riers is in accordance with shipper’s instructions, as provided 
in current tariff publications, and there is no evidence of negli- 
gence, unusual handling or unreasonable delay, claims for dam- 
age shall not be paid. When carrier’s handling is not in ac- 
cordance with such instructions, and as a consequence loss or 
damage has occurred, or there is evidence of negligence, un- 
usual handling or unreasonable delay, and damage results there- 
from, Claims for loss occasioned by such cases shall be paid. 

“J. H. HOWARD, 
‘‘Manager, Claims and Property Protection Section.’’ 
“Approved: , 
“John Barton Payne, 
“General Counsel.’’ 

It shall be clearly understood that the regulations in no way 
deny the claimant right of action under the common law nor 
do they in any way relieve the carrier from its legal liability. 


Prompt Investigation and Settlement. 


In Circular No. 1, of November ist, issued by Mr. Howard, 
he deals with the prompt handling and disposition of claims as 
follows: 

“To All General Solicitors: 

“Complaints are being received by this section with reference 
to the non-settlement of loss and damage freight claims, and 
upon inquiry it is found that some of the claims are disposed 
of immediately indicating that either the inquiry prompts set- 
tlement without a full investigation, which is not intended, or 
that disposition of the claim was deferred after investigation 
was completed. 

‘It is the intention of this section, as well as the duty of the 
caim agent, to see that freight loss and damage claims are 
promptly investigated and disposed of on their merits in con- 
formity with legal liability developed by the investigation. 

“General Order No. 41 was issued for the specific purpose of 
eliminating unnecessary interline investigation and to enable 
the carriers, to which claims are properly presented, to make 
prompt disposition of them without reference to other carriers, 
and all loss and damage freight claims should be handled ac- 
cordingly. 

“With the above explanation of General Order No. 41, there 
should be few unsettled claims of a greater age than four 
montts. Freight claim agents will immediately take inventory 
of all such claims with a view to giving them special attention 
and take like action on the first of each month thereafter. 

“Claims without merit may be presented and pressed for 
settlement. If the investigation of such claims discloses an 
intent to defraud, the freight claim agent will promptly send a 
clear and complete statement of the facts to this section. 

“J. H. HOWARD, 
“Manager, Claims and Property Protection Section.”’ 
“Approved: 
“John Barton Payne, 
“General Counsel.’’ 


Suits Against Carriers. 


As you are aware, General Order No. 18, as amended by 18A, 
issued by the United States Railroad Administration, April 9th 
and 18th, provides: 

“That all suits against carriers while under federal control 
must be brought in the county or district where the plaintiff 
resided at the time of the accrual of the cause of action, or in 
the county or district where the cause of action arose.’’ 

We have made strenuous effort to procure modification of the 
orders, but without success, having recently been told by the 
legal head of the Railroad Administration that no change was 
contemplated. 

There are conflicting legal oninions as to the validity of this 
order. In the case of Nellie Wainwright, administratrix, vs. 
Pennsylvania R. R., tried in the District Court of the Eastern 
District of Missouri, Judge Trieber handed down a decision 
sustaining the validity of the order, whereas Justice Benedict 
in the Supreme Court of New York State, in the case of Ben- 
jamin Moore & Co. vs. A., T. & S. F. Ry., decided on January 
26, 1919, that the Director-General of Railroads had no power 
to issue an order against institution of lawsuits against rail- 
roads contrary to the code provision regulating such matters in 
New York State. In his opinion, Justiee Benedict stated that 
Congress did not intend by such legislation to either extinguish 
or impair vested rights of action or to authorize the President 
or his agent or agents to do so. 

While we have been denied the relief sought through the Legal 
Department of the United States Railroad Administration, we 
have great hope of the ultimate passage of the Cummins Bill 
8-5284, which seeks to restore to the Interstate Commerce and 
the courts power over rates and activities of the railroads and 
which bill was reported favorably by the Senate Committee on 
Interstate Commerce on February 25th, but which unfortunately 
will have no further consideration until the next session of 
Congress. Your committee would, therefore, urge every mem- 
ber of this organization to watch this bill carefully and to take 
it up direct with their senators and representatives in the effort 
to bring about its passage. 


Your committee, having in charge this all-important ques- 
tion cf claims, feels that progress has been made and with the 
assurance from the Administration that we will be taken into 
conference before any further changes are made, look for still 
further improvement in claim handling, adjustment and pre- 


vention, 
R. S. FRENCH, Chairman. 
R. G. PHILLIPS. 
R. L. EVANS. 
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Chairman Chandler of the express committee was not 
present. His report, as follows, was read and accepted: 


Express Company Requiring Clean Receipts for Shipments De- 
livered in Bad Order. 


The chairman has received advice that the American Rail- 
way Express Co. at Pittsburgh is demanding that consignees 
are required to give a clean receipt for shipments delivered in 
obviously bad order and then ask for an inspector to examine 
the shipment; that unless this is done the shipment will not be 
delivered and will be returned to the shipper and in case he 
declines to accept it the shipment will be sold. 

Rule 7 of the express classification provides that consignees 
shall have opportunity to examine bad order shipments before 
accepting them and the inference is quite plain but not specifi- 
eally stated that the object is to enable the consignee to sign 
for them in the condition delivered. The matter has been 
referred to the vice-president of the American Railway Express 
Co. with the request that authority for this ruling be given. 

If other sections are having the same experience the com- 
mittee would like to be informed, with full particulars of each 
transaction. 

The matter will be referred to the Interstate Commerce Com- 
mission if necessary.* 


Notice of Refusal or Non-Delivery. 


The attention of your committee has been called to the fact 
that express agents are not advising shippers when goods are 
refused by or not delivered to the consignee. 

Rule 8 of the express classification makes specific provision 
for such notice and specific instances of failure to comply with 
jar rule should be called to the attention of the express com- 
mittee. 

Delay in Remitting for C. O. D. Shipments. 


Complaints have been received that express agents are get- 
ting into the old habit of delaying remittances for C. O. D. 
shipments. Matters of this kind should be referred to one 
of the higher express officials and not to the League’s express 
committee. Any unusual matters of this kind involving some 
general principle or any intentional deviation from the rule 
should also be taken up with the League’s express committee. 


Express Company Liability. 


Notwithstanding the plain provision of the express receipt 
and classification, both of which have been approved by the 
Interstate Commerce Commission, numerous inquiries are being 
addressed to your committee respecting this feature of the 
express business. 

The safe rule to follow is not to declare the value of ship- 
ments when the value is less than $50, or 50 cents per pound 
when the shipment weighs over 100 pounds. When the value 
exceeds these figures, if full protection is desired, the value 
should be declared or insurance effected on open policy. 

When shipments are made by a manufacturer for the account 
of a jobber, the manufacturer should not declare his invoice 
value to the jobber unless he desires to limit the customer in 
the amount he can collect, in which case the jobber cannot 
hold the customer for more than the declared value. 

It is most important for the shipper to declare full value 
when goods are sold f. 0. b. shipping point, as the courts have 
held that where the shipping receipt does not represent the 
invoice value, the consignee cannot be held for the difference. 

Particular attention is called to Rule 9 (b) of the express 
classification regarding partial loss. The express agents do 
not seem to understand there is such a rule, and many letters 
reach the committee on this subject. 


Claim Clause. 


The claim clause (four months provision for filing claims) 
seems to be giving League members some trouble. The clause 
was approved by the Commission and is being strictly enforced. 
Unless claims are filed within the time limit they will not be 
entertained. 

New Packing Rules. 


It is understood when the new packing rules are published 
adequate notice will be given so that shippers may have time 
to adjust their business to them. It is expected that sixty or 
ninety days’ time will be given. Shippers should not lay in a 
large supply of containers that do not conform to the new 
specifications. 


Claims Against Adams Express Co. 


Information reaches your committee that the Adams Express 
Co. is endeavoring to effect settlement of claims arising be- 
fore consolidation with the American Railway Express Co. on 
the basis of 60 cents on the dollar at New York City and on a 
basis as low as 50 cents on the dollar is some other sections. 

Members of the League will recall that they were told at the 
Buffalo meeting that something of this kind might be expected. 
Where suit has been entered it is understood that claims have 
been settled in full. 

Members of the League should bear in mind the two-year 
limit in which suit may be brought. 


*Mr. Belleville explained that this matter had since been 
adjusted and that reference to the Commission would not be 
necessary. 

Chairman Robinson made the report of the special com- 
mittee on the $15 minimum charge per car, minimum scales, 
and use of minimum scale as governed by classification as 
a minimum scale to apply on commodities subject to per- 
centage of class rates. He recommended that the League 
discontinue consideration of the minimum charge per car. 
The amount, he said, does not appear to be exorbitant for 
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short road hauls generally and is in most instances only 
sufficient to cover net revenues required to permit absorp- 
tion of switching charges. He said such commodities as 
clay, etc., should be included in the excepted list. 

He recommended that consideration of the minimum 
scales be discontinued in view of the fact that in some 
states very low rates for short hauls were in effect and to 
eliminate the minimum scales would restore these low 
rates resulting in more or less chaos. As to most minimum 


hauls the minimum scaies approximated the rates in effect ’ 


on June 24, 1918, plus 25 per cent, he said. 


He recommended that negotiations be continued to ob- 
tain relief from application of minimum scale rates gov- 
erned by classifications in the respective territories. In 
Official Classification territory for years it has been the 
practice to state many commodity rates as a percentage of 
class rates. In Southern and Western Classification terri- 
tories this has not been the practice, but many commodity 
rates are a percentage of class rates. He said it was not 
fair or just to treat one territory differently from another 
nor arbitrarily to establish unreasonable commodity rates 
because of the manner in which the rates are stated. The 
League adopted the recommendations of the committee. 


At the Friday session the following report from Chair- 
man Williamson of the committee on rate construction and 
tariffs was adopted: 

“Resolved, That the National Industrial Traffic League 
express itself as unalterably opposed to the adoption of 
any adjustment of rates, the effect of which would be to 
destroy rate relationships between communities in the vari- 
ous territories; and be it further 


“Resolved, That where these relationships have been 
changed by increases or decreases made in differentials 
or arbitraries over or under rating points granted the car- 
riers by the United States Commerce Commission or the 
U. S. Railroad Administration, that the relationships ex- 
isting prior to February 15, 1915, be restored, and that a 
special committee be appointed at this meeting to take the 
matter up with the directors of public service and traffic 
of the U. S. Railroad Administration with a view to bring- 
ing about the necessary changes in these rates.” 

Mr. Williamson offered a report to the effect that car- 
riers should furnish classifications as well as tariffs free 
of ‘charge. The point was made that though the carriers 
ought perhaps to do this as a business measure, there 
was no way in which they could be forced to do it. - It 
was also explained that Director Thelen’s thought was 
that nothing could be done while the roads were in the 
hands of the government. The matter was referred to 
the appropriate committee for further consideration. 
Chairman Hanson of the organization committee reported 
the League membership as 631, an increase of 95 since 
last November. 

C. E. Childs made the report of the legislative commit- 
tee. He said “there was danger of passage of the Poin: 
dexter bill and advised that members get busy with their 
congressmen.” He opposed agitation for removal of the 
war tax on transportation on the ground that the govern: 
ment still needs the money. His report was adopted. 
On his motion the League endorsed the principles of the 
Esch-Pomerene bill, with the understanding that the 
Commission should have control over water rates only in 
so far as they are joint rail and water rates, and that 
the legislative and executive committees bear this point 
in mind in any action they may take. 


Mr. Hanson made in detail a report of the special com: 
mittee appointed at the New Orleans meeting to take up 
various matters, such as the sailing day plan, with the 
Railroad Administration. The committee was instructed 
on his recommendation to take no further action looking 
to the discontinuance of the permit system on export 
freight. As to Circular 41A, he said an impasse had 
been reached between Directors Thelen and Prouty, the 
latter thinking the circular expresses the law and the 
former thinking that conference ruling 489 should govern. 
On his suggestion the committee was instructed to dis- 
continue its efforts for the restoration of off line agen- 
cies, the hope being expressed that there would be an 
early return to corporate operation. His report against 
the establishment of collection agencies was adopted. 

On motion of Mr. Anderson of Chicago, the League vot: 
ed to appoint a standing committee of inland waterways. 
The meeting adjourned at noon, June 13. 
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ST. LOUIS LIVE STOCK CASES 
The Trafic World Washington Pureay, 


Arguments were heard June 6 on a tentative report jn 
two cases, which it is contended, would have the efiect of 
reversing the decision in the Los Angeles switching case, 
which was upheld by the Supreme Court of the Uniteq 
States. The cases are the complaints of the St. Louis 
Independent Packing Company and Swift & Coipany 
against the Director-General, in which St. Louis Live Stock 
Exchange intervened in opposition to the packers. The 
complaints are that the Missouri Pacific, the Wabash, and 
the Rock Island, without any real authority in law and 
possibly through a misapprehension of the Commission’s 
decision in the Dimmit, Caudle-Smith case, imposed a 
charge of $2.50 for delivering a car of live stock at the 
industry spur tracks connecting with their tracks and 
from which the complainants take delivery. 


“At no place in the country, except St. Louis, and on 
no commodity other than live stock, is such a change im. 
posed under such conditions,” declared R. D. Rynder, argu- 
ing the case for Swift & Co., against the acceptance of 
the tentative report written by examiner J. Edgar Smith. 


There were frequent clashes over facts in the record, 
between the attorneys and at one point, H. G. Herbel, 
appearing for the Railroad Administration, charged there 
were two contracts covering deliveries on the spur track 
in question and that out of the $2.50 either one or both of 
the packing companies receive $1 out of a payment of $1.50 
per car paid by the Wabash in return for the right to 
have a spur track on land belonging to the packing com- 
panies. Mr. Rynder said there is only one contract and 
that that contract is in the record from which he read. 
Commissioner Hall, who was presiding as chairman of the 
division listening to the argument suggested that the 
records speaks for itself and that the Commissioners are 
able to read. 

The theory of the complainants was that the railroads 
serving plants in St. Louis via the tracks of the terminal 
association were warranted, probably, in imposing charge 
of $2.50 per car because they make an off-line delivery 
when they spot a car on an industry tracks to reach 
which they must use the tracks of the terminal association, 
but that as to deliveries by carriers not using the terminal 
company tracks, they are not warranted in making such 
a charge, because under the rule in the Los Angeles switch- 
ing ease, a carrier having the line-haul, is bound to make 
deliveries, without additional charge on industry tracks 
directly connected with its own rails. 


“There are several carriers other than the ones we have 
made defendants, that make deliveries to packing houses 
and live stock yards in St. Louis. They maks such de 
liveries, however, by using the tracks of the terminal asso- 
ciation railroad,” said they. 

T. L. Philips for the intervening interests suggested 
that the Supreme Court of the United States, in deciding 
the terminal association case, under the anti-trust suit, 
said the tracks of the terminal railroad are the tracks of 
the individual lines constituting the association, but that 
Supreme Court decisions mean nothing to either Mr 
Rynder or W. L. Saunders, appearing on Rynder’s side 
of the case, in behalf of the St. Louis Independent Pack 
ing Company. 

Mr. Herbel said the carriers have no reason for criticis 
ing the report of Examiner Smith because he proposed that 
the Commission shall dismiss the complaints. He did, 
however, ask the Commission to eliminate from Mr. Smiths 
report a proposal that it shall find that the President did 
not initiate the rates under attack and also that because 
much of the business is intrastate in Missouri, the Cot: 
mission did not have jurisdiction. He said the Presiden! 
did originate the charge of $2.50 per car, because, whel 
the Commission made its decision in the Dimmit-Caudle 
Smith case, it left the option to the carriers as to hov 
they should remove the discrimination. The Director 
General, as the agent of the President, elected to removt 
it by imposing a charge of $2.50 per car, rather thal 
some other charge. As to the jurisdiction over intrastal 
rates, Mr. Herbel suggested the Supreme Court forevé 
disposed of that question in the North Dakota case, é¢ 
cided on June 2. In the interest of historical accura’! 
the declarations in the points mentioned should not 
permitted to remain in the tentative report, he said, 
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| . : SAILINGS OF VESSELS 


The Trafic World Washington Bureau. 
Uureau, The U. S. Shipping Board, June 5, issued the following allccation lists: 


tere NO. 75. 
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, . of Steamer. . W. Loading Port. Destination. Cargo. Loading Date. 
ase, BAO PORVOO ic.c-do0s0ce case seeeees New Orleans United Kingdom Lumber Prompt. 
_ nited DCS. CODE). «600262 560s6eocevee New Orleans Havana-Ceiba, General Prompt. 
Louis Honduras, New 
, . Orleans : 
pany West Catamace ....ccceeseseeseccees Norfolk La Pallice Railway cars Prompt 
Stock NNN ooh cn cinieb-olennweteaitaewneees Pensacola Liverpool Cotton Middle June 
The PPT Cre Norfolk La Pallice Cars Prompt. 
h, and ER OE ee ¢ Savannah Liverpool Cotton Middle June 
7 DE," - ac 5ipaicdde e006 &dg aed mew ewes Savannah Manchester Cotton Middle June 
w and NIE Us dg Bett acke anamerwewbeaee rere’ Beaumont New Castle Lumber First half June 
ssion’s NN I Galveston Liverpool Cotton Late June 
sed Themisto (Dutch) ....csccccceccoees Baltimore Rotterdam Coal First half June 
: a Yjornsyjold (NOrw.) ...--sscccecceeee New York Copenhagen Genera! First half June 
at the SEE SAE EE SP REPRE eee Galveston Liverpool General Middle June 
S and West FIODOMACS occ cc cicccccecccccsece Norfolk La Pallice Railway cars Prompt 
ee are ee Norfolk La Pallice Railway cars Prompt 
SII! | 55.5) -) circ. eelgioania'g alclie aneeuianeo a graye Baltimore Rotterdam Coal Prompt 
nd on ee ee a eee Hampton Roads Rotterdam Coal Prompt 
ve im- ee 8 rrr ra Philadelphia Rotterdam Coal June 10th 
¥ GEAWELOTMG 6.00 ccc cccccccsssccvceces New York Antwerp G/C Liner Karly June 
, argue EE Ee RR OIE Philadelphia Liverpool G/C Liner First half June 
nee of Changes— ; : 
Smith RN SEE od peckininsican eee ealen eee Boston United Kingdom Grain Prompt (Ex. List 
; SS EE i oh oa or paelaunearaineess New York Tampa-Mobile General June 7 (Ex. List 
“ecord, (Sub. Lake Forsby) 
Terbe] tic: MN, os cca aiccnnenaeneanee Mobile Bristol Cottonseed cake First %, a. om, kan 
‘ . Genera 
there te Mien 5 oN... he cape asebueh Boston United Kingdom Barley Prompt (Ex. List 
track ee ee Orr Philadelphia Rotterdam Coal Prompt (Ex. List 
oth of Oe ee ee Gulfport, Miss. Montevideo Pitch pine ewes - a _— 
a =x, i. cc... 
E $1.50 i GE ccs secntenvnexeanecees Montreal United Kingdom General Prompt (Ex. List 
zht to is SIL 4. d.ilorsseodakwemweseare Montreal United Kingdom General Prompt (Ex. List 
> com- RS NEED. hic. oabinaiw ae See easews Baltimore United Kingdom Barley June 10th (Ex. List 
t and OE Oe eee Baltimore United Kingdom Barley June 10 (Ex. List 
“t an NT ME ao ask pig rareiaa'e aku ei Pensacola Buenos Aires Lumber Prompt (E.C.R.) (Ex. L. 
read. (Sub. Lake Frampton) 
of the EE eT ene Mobile Liverpool Lumber Prompt (Ex. List 66) 
't the Drechteryand (Dutch) .............- Baltimore Rotterdam Coal Early June (Ex. List 57) 
NE) aati sas conty a ania arsisepiains elkigralans ia Baltimore Genoa Coal Early June (Ex. List 44) 
rs are (Ex. E. C. R. Sub. Masca) 
Wester@yk (Dutch) ..ccccscceceveser New Orleans Liverpool Cotton First % June (Ex. List 65) 
(Ex. E. C. R. Sub. Neuse) 
lroads ES eae ean Lee aren eee ce a New Orleans Glasgow General Early June (Ex. List 72) 
minal Gunston Hall .....cccccccccscvssseve Hampton Roads ’' Rotterdam Coal Prompt (Ex. List 44) 
2 Notation— : 
aa Walden ...ccccccccccccccccccccvcccccccecs Loading port changed from Boston to New York (List 73). 
— I ho os racaialare ome are tan ieialay astataraies Destination changed from Malmo to Stockholm (List 73). 
reac 
iation, : NO. 76. 
minal Sandefjord (NOrw.) ....eeseeeeeseees Philadelphia Barcelona Phosphate Prompt 
: h PR BUED c:c006ccveceentosseewes Baltimore Copenhagen Phosphate Prompt 
5 Suc AIA, MEWOMOD occ cecescscccscces Hampton Roads. Plate Coal Prompt 
witch- Strenda (NOrw.) .ccccccccccccccccccs Hampton Roads Rotterdam Coal Early June 
make Arna, (NOTW.) ..ccccccccccccecccccces Baltimore | Rotterdam Coal End of June 
tracks a Philadelphia Antwerp G/C Liner Middle of July 
‘ New Windsor .....cccccccccscsvecces New York Avonmouth Packers products Middle of June 


REPELS SOARES Tr eye New York Constantinople & General Middle of June 
Black Sea ports 


> have West Hargrave ......cececes eomnonen New York Rotterdam General First half of June 
houses Changes— 

ch de. Osawatomie (Ex. List 75) .......... 8755 Boston : Antwerp G/C Liner Early June 

| asso: eS err ee 8654 Cancelled (Ex. List 75). 


Notation— 
BUEAVG CWGOE) c.cccccaccscccoe ...-. 3500 Destination changed from Stockholm to Gothenburg (List 72). 
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a INCREASED IMPORT RATES When that permission is granted, then rates on the im- 

oks of ported canned goods will be the same through all Ameri- 
The Trafic World Washington Bureau. Can and all Canadian Pacific ports. 


t that 

r Mr. Application has been made on behalf of Canadian roads os 

5 side for authority to increase the import rates from the Orient EXPORT AND IMPORT RULES 

Pack- to destinations in eastern Canada on canned goods, car- The Trafic World Washington B 

7 loads, from 90% cents per 100 pounds to 103 cents. If Tin Wer. tend i shana 3 ureau. 
riticis the Interstate Commerce Commission, to which this ap- The War Trade Board announces the following regu- 
d that plication has been made, grants permission, the rates to ations governing shipments in transit through Holland. 
e did, eastern Canada via both American and Canadian Pacific These regulations are in addition to those prescribed in 
malt ports will be the same as to destinations in the eastern bao ply ee May ~ a. i 
nt di part of the United States. ° ates in transit throug 
cause The application for permission to make the increase se gee destined for Belgium, Alsace-Lorraine, Switzer- 
Con was filed by R. H. Countiss, agent for the transcontinental mae, oe he tueerteny Seupees 3y te alien Sige: ae the 


left bank of the Rhine, must be consigned to the Inter- 
Allied Trade Committee at The Hague, for account of a 
named sub-consignee in the country of ultimate destina- 


= carriers, No. 7634. The papers filed by him in support 
% ae of his application show that during all the time rates on 
. imported canned goods were on the domestic basis and 


) how during the period import rates differing from those put om. ; : 

rector into effect in the early part of May were operative, east- (2) Exporters should designate on the bills of lading 
emove ern Canada was able to import canned goods through the name of the forwarding agent who will handle the 
thal American ports, haul them through the United States and transshipment in Holland, and to whom the indorsed bills 


— deliver them to its jobbers at rates lower than could be Of lading should be delivered by the Inter-Allied Trade 
orev" obtained by American dealers. Specifically, the request Committee at The Hague. 

sede is for permission to increase the rates from Prince Rupert, (3) If the Inter-Allied Trade Committee is not in re- 
ural Vancouver, Victoria, Everett, Seattle, Tacoma, Albina, East ceipt of any instructions, either from the shippers of the 


Portiand, and Portland to eastern Canada destinations. goods or from the ultimate consignee thereof or from the 
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bank or person who makes delivery of the bills of lading 
to the I. A. T. C., as to whom the indorsed bills of lading 
are to be delivered, the Inter-Allied Trade Committee, 
without assuming any responsibility whatever for the mer- 
chandise, will hand the bills of lading to a forwarding 
agent of its own selection in Rotterdam. 

(4) The right is reserved by the Inter-Allied Trade Com- 
mittee to require the person to whom the indorsed Dills 
of lading are handed to furnish a satisfactory guaranty 
that the goods will reach their intended destination. 

(5) The right is reserved by the War Trade Board to 
request the Inter-Allied Trade Committee to withhold in- 
dorsement of bills of lading, should any unforeseen cir- 
cumstance occur. 

(6) No charge will be made by the Inter-Allied Trade 
Committee for its services in indorsing bills of lading. 

The War Trade Board announces that applications for 
licenses to import into the United States luminal, luminal 
sodium, trianal, precious stones, artificial flowers and arti- 
ficial raw silk from Germany, or which originated in Ger- 
many, will be considered. Licenses covering such im- 
portations, however, will not be issued until the importer 
in the United States has made effective arrangements to 
make the purchase price of such cemmodities available 
for the purchase of foodstuffs for Germany by depositing 
said purchase price with the American Relief Adminis- 
tration for remittance through said Administration, to the 
persons thereto entitled. The duplicate receipt issued by 
the American Relief Administration must be submitted 
to the Bureau of Imports of the War Trade Board when 
applications for licenses are filed. 


SHIPPING BOARD STATEMENT 


The Trafic World Washington Bureau. 


The following letter from Chairman E. N. Hurley, of the 
United States Shipping Board, has been sent to representa- 
tive James W. Good, chairman of the House committee on 
appropriations. 

In presenting to you the request of the United States 
Shipping Board for funds, I feel it my duty to give you 
an outline of our shipping problem as a whole. The 
interrelation of the shipbuilding and ship operating in- 
dustries is very close, and the unprecedented conditions 
which the war has imposed upon both of them cannot 
safely be adjusted to normal without carefully considered 
action by the Government, at whose call they abandoned 
the normal limitations of commercial organization and 
adjusted themselves to the abnormal conditions of war. 
Moreover, the importance of those two great industries to 
the prosperity of the American people is so great that 
the necessity for establishing them upom a healthy com- 
mercial basis is widely recognized as a prime matter of 
national policy. 

During the nineteen months in which our country was 
actively engaged in the war, the United States Shipping 
Board Emergency Fleet Corporation expanded the ship- 
building capacity of the United States from an unimpor- 
tant position among the world’s producers of ocean-going 
tonnage to first place. At the same time it has increased 
the overseas merchant fleet of the United States from a 
negligible quantity to second place. Our program has 
been molded, and its closing-out has been planned, with 
the idea of leading the two industries Congress consigned 
to our administration during the war up to the point at 
which they may strike out and develop on a commercial 
basis. The consummation of our efforts is dependent upon 
and now awaits the action of Congress in granting our 
request for funds, and in directing the manner in which 
we shall dispose of the Government fleet. 

Congress has authorized $3,671,000,000 and appropriated 
$2,625,451,000. We shall need all the money which has 
been appropriated, and in addition we shall require $673,- 
368,301. However, the sum of these two amounts ($3,298,- 
819,301) is $372,180,699 less than the amount Congress 
already has authorized us to spend. 

The shipbuilding program has been greatly reduced since 
the signing of the armistice. We have suspended or can- 
celled contracts for 754 ships aggregating 3,797,825 dead- 
weight tons, which would have cost $797,564,276 to com- 
plete. The cost of cancelling these contracts will be about 
$202,853,456, and the saving effected by cancellations will 
approximate $594,710,820. 
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The following is an account of our financial operations 
to date: 

Actual expenditures and net commitments for shipyard 
construction, housing, transportation, etc., amount to $270, 
482,975, and it is estimated that the salvage will be $81, 
272,700. This means that we shall have to charge off from 
our shipyard, housing and transportation investment, $189. 
210,275, which is 5.6 per cent of the total amount Congress 
has appropriated and is requested to appropriate. 

On March 31, we had spent in the administration of 
the home office, the field establishment, and the district 
offices, $24,173,000. By July 1, this item will reach $29, 
500,000. It will require an additional sum of $15,500,000 
to complete the program. This makes a total administra. 
tion outlay of $45,000,000, or 1.37 per cent of the total 
amount Congress has appropriated and is requested to 
appropriate. 

The three net expenditures described in the last four 
paragraphs total $437,063,731. The subtraction of this 
amount from $3,298,819,301, the total appropriations made 
and requested, leaves $2,861,755,570 to be accounted for 
in ships. For this sum we have built and expect to build 
2,434 vessels, aggregating 13,885,106 deadweight tons. On 
its face, this ratio of tonnage to monetary outlay would 
indicate a cost of $206 a deadweight ton. However, the 
actual cost of the ships to the Government is considerably 
less than this amount for the following reason. 

Some shipbuilders have paid into the United States 
Treasury income and excess profit taxes aggregating $40 
a deadweight ton on the vessels they have constructed. 
Others have paid the equivalent of $30 a ton. It is esti- 
mated that at least $25 a deadweight ton has been re- 
turned to the Treasury in this manner by all shipbuilders, 
This $25 does not include any taxes paid by the hundreds 
of subcontractors who manufactured the steel, the boilers, 
the machinery and the many other things which go into 
ships; but when multiplied by 13,885,106 deadweight tons, 
it indicates a rebate of $347,127,650, which, when subtracted 
from $2,861,756,570, leaves $2,514,527,920, or $180 a dead- 
weight ton as the actual cost to the Government of the 
fleet which played an essential part in the winning of the 
war and which is now a permanent commercial asset of 
the American people. 

On yesterday we sold one of our 7,500-ton freighters 
to the National Shipping Corporation of New York, for 
$210 a deadweight ton, and we have received from the 
Skinner & Eddy Shipbuilding Corporation an offer to buy 
at present construction costs four 8,000-ton freighters which 
the Skinner & Eddy Corporation itself is building. Today 
we sold one of our 5,075-ton freighters to the Omega 
Steamship Company of New York for $210 a deadweight 
ton, and we have received from another firm an offer to 
buy four ships at the same price. 


In giving you this picture of our finances, I have con- 
fined myself to facts and figures. I have made no mention 
of the unusual conditions under which our work was 
planned and carried out. However, it is interesting to 
note that the cost of our steel and machinery was three 
times its normal cost, and that the wages we paid to 
labor were based upon double the normal rate. Also, it 
is interesting to consider in connection with the foregoing 
figures the fact that we expanded the shipbuilding industry 
tenfold in ten months with high-priced materials, and 
under the handicap of transportation delays which made 
the work very costly. In the prosecution of our work, 
we have made many blunders, and finally, when we were 
compelled by the signing of the armistice suddenly to 
stop and reverse the ponderous machinery we had been 
driving at full speed, we found ourselves confronted with 
new problems, through the mazes of which we are happy 
to report that we can now see our way clearly. 


PORT OF PORTLAND EXPORTS 


The Transportation Bureau of the Portland (Maine) 
Chamber of Comerce has prepared the following summary 
of exports handled through the port of Porltand from 
Oct. 1, 1918, to June 2, 1919, inclusive: 

Advertising material, 611 cases; agricultural implements, 
16,587 packages; apples, 174,172 barrels; apples, 74,88 
boxes; apricots, 20,912 cases;. asperin, 20 cases. 

Beans, 25 sacks; beef (frozen), 126,078 quarters: beef 
(frozen), 1,025 boxes; beef (pickled), 227 packages; books, 
10 cases; butter, 14,829 boxes. 
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Canned apples, 17,082 cases; canned apricots, 12,762 
cases; canned beans, 4,742 cases; canned fruits, 12,526 
cases; Canned milk, 102,063 cases; canned meats, 52,006 
eases; canned salmon, 184,884 cases; canned tomatoes, 
3100 cases; canned goods (miscellaneous), 47,188 cases; 
casings, 1,118 packages; cheese, 10,096 boxes; chocolates, 
10 cases; clothes pins, 4,500 packages; clover seed, 355 
sacks; confectionery, 618 cases; corn starch, 860 bags; 
copper, 5,275 ingots; cotton, 1,000 bales; cotton waste, 50 
bales. 

Deals, 173,707 pieces; dross (spelter), 380 pieces; dross 
(sinc), 423 packages; dross (zinc), 1 carload (30 tons). 

Effects (personal), 2 cases; eggs, 63,831 cases; egg case 
fillers, 160 cases; engines, 30 cases; enamel ware, 112 
eases; evaporated apples, 12,179 cases. 

Fencing (wire), 272 bundles; felt cuttings, 105 bales; 
ferro silicon, 828 barrels; files, 14 cases; flaxseed, 4,778 
sacks; flour, 1,309,881 sacks; fish (frozen), 3,180 barrels; 
fish (frozen), 736 boxes. 

Grapenuts, 9,999 cases; grease, 300 tierces; gum (chew- 
ing), 2,600 cases. 

Handles, 1,465 packages; hammers, 19 cases; household 
effects, 6 packages. 

Knit goods, 1 case. 

Lamps and parts, 38 cases; lanterns, 16 packages; lard, 
166,720 packages; lead, 32,869 pigs; leather, 20,081 pack- 
ages; leather board, 800 bundles; liquors, 2 cases; livers 
(ox), 310 boxes; logs (birch), 2,644; lumber, 414,529 pieces; 
lumber (areo), 25,991 pieces. 

Macaroni, 4,999 cases; machinery, 63 packages; maple 
sugar and syrup, 128 packages; maple blocks, 22,340 
pieces; maple squares, 6,015 bundles; meats, 885 tierces; 
meats and bacon, 186,093 cases. 

Nails and tacks, 2,935 boxes; nails and tacks, 1,759 
bags; nickel ingots, 7,521 pieces; nickel shot, 448 barrels. 

Oatmeal, 6,600 sacks; oats (bulk), 801,504 bushels; oil 
(oleo), 522 tierces; oilcake, 1,640 barrels; offal (frozen), 
4596 boxes. 

Peas, 2.561 sacks; pipes, 2 cases; plaster (wall), 20 
packages; plumber supplies, 1 case; plywood, 2,856 bales; 
pork, 150 barrels; potato diggers, 85 cases. 

Quaker oats, 41,983 cases. 

Rags, 3,331 bales; rakes, 16 cases; 
bags; rolled oats, 23,907 cases; 
cases. 

Sausage (dry), 163 cases; screw plates, 110 cases; shells, 
25,400 cases; shoe shanks, 176 bags; snowshoes, 25 cases; 
soldiers’ comforts, 2 cases; soap, 827 packages; spoolwood, 
1397 bales; spools (empty), 760 cases; stationery, 1 case; 
sundries, 356 packages; steel, 321 pieces. 

Tires (auto), 235 bales; tongue, 83 casks; trench coats, 
l case; twine and rope, 32,226 packages. 

Valves, 84 cases. 

Washboards, 591 crates; wheat (bulk), 23,881,725 bush- 
els; wheat in bags, 180,713 bushels; woodpulp, 3,214 bush- 
els; wool, 1,232 bales; woolens, 34 bales. 

Zine sheets, 104 casks. 

The total quantity shown above was shipped from Port- 
land in 144 ships, and represents 899,617 cargo tons, or 
an average of 6,247 cargo tons. per ship. 


OCEAN FREIGHT RATES 


The U. S. Shipping Board has put out European Tariff 
No. 9-E, canceling European Tariff No. 9-D (see The Traf- 
fic World, May 3, p. 933, and May 17, p. 1055), as follows: 


RATES OF FREIGHT FROM UNITED STATES NORTH 
ATLANTIC PORTS TO P 
er 


Per 
100 Ibs. or cubic ft. 


rolled oats, 37,758 
rubber footwear, 3,046 


Rotterdam, Antwerp, Havre, Bordeaux 
Marseilles, Cette, Genoa, Naples, Bilbao 
Copenhagen, Gothenburg 
Stockholm 
Lisbon 
Barcelona, Valencia 
Helsingfors (Finland) 
Exceptions: 
Cotton (see Trf 10B) (see The Traffic World, May 31, p. 1140). 
Refricerated meats to Antwerp $4.50 per 100 Ibs. 
Refrigerated meats to Copenhagen, Stockholm. 5.00 per 100 Ibs. 
As to rates based upon weight or measurement at ship’s 
option, these will be applied in principle according to the com- 
modiiy list contained in Tariff 8 
Above rates apply on pieces and or packages weighing up to 
4480 pounds weight each. For pieces and or packages in 
ay of 4,480 pounds each, customary heavy lift scale to be 
ed, 
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OVERSEAS TRAFFIC 


According to a report on overseas traffic for the week 
ended June 4, 1919, made public June 10 by Walker D. 
Hines, Director-General of Railroads, there were 28,005 
carloads of export freight on hand, exclusive of bulk grain 
and coal at north Atlantic ports, as compared with 27,924 
cars for the same day of the preceding week. For the 
same week there were 8,115 carloads of export food on 
hand, exclusive of bulk grain, as against 7,998 for the week 
ended May 28. 

There were 1,115 cars of provisions on hand at these 
ports on the morning of June 5, consigned to the Italian 
government, the Belgian Relief Commission, Food Admin- 
istration and Packers’ Relief. 

On June 4 there were 11,744,091 bushels of grain stored 
in elevators at north Atlantic ports. There were received 
during this week 6,731,542 bushels, while 7,859,351 bushels 
had been cleared. 

At south Atlantic and Gulf ports as of May 31, there 
were 10,547 carloads of export freight on hand, as against 
10,550 cars on May 17. Grain in elevators at these ports 
amounted to 5,759,607 bushels on May 17. 

The report follows: 


Port Situation on Overseas Traffic 


Except as otherwise specified, the situation is as of June 
4, 1919. 
Received. Delivered. 


Week ending June 4. (In cars.) 


Export freight received and delivered at 

north Atlantic ports (exclusive of bulk 

grain and coal) : 8,638 
Or an excess of deliveries over receipts of 290 cars. 


Food Situation 


As of the 4th instant, reports show at north Atlantic 
ports, 8,115 carloads of export food on hand (exclusive of 
bulk grain), as compared with 7,998 carloads as of May 
28, an increase of 117 cars. These cars are distributed 
among the various ports as follows: 


8,928 


Portland 
Philadelphia 
Baltimore 


Boston—Conditions normal. 

New York—tThe situation at New York satisfactory. 

Provisions on hand on the morning of the 5th instant 
were 1,115 cars, of ownership as follows: 


Cars. Cars. 


Italian 1 
Belgian R. C. 

Food Adiministration .. 
Packers’ Relief 

Last week’s report showed 1,574 cars on hand, the de- 
crease being 459 cars. 

There has been a slight increase in lighterage deten- 
tion, which is being given attention. 

The report of the Delinquent Bureau indicates an im- 
proved condition. 

Philadelphia—The France-Canada Steamship Line, for- 
merly operating from New York and Boston, advise that 
they anticipate a heavy movement of export freight through 
Philadelphia and have three boats in that port now. It 
is anticipated that this line will establish regular service 
to the United Kingdom and French ports. A heavy move- 
ment of flour has been permitted, but ample ocean tonnage 
will be provided to take care of same. 

Baltimore—The situation at this port is excellent. 


Newport News—There has been a good movement of 
grain at this port and attention is being given to providing 
the necessary boats to lift the grain as it arrives. 

Norfolk—Conditions normal. 


Grain Situation—The grain situation as of June 4 indi- 
cates, as to north Atlantic ports, there are 11,744,091 bush- 
els of grain in the elevators. While there has been re- 
ceived in the elevators 6,731,542 bushels, there has been 
cleared during the week 7,859,351 bushels, an excess of 
deliveries over receipts of 1,127,809 bushels. 

South Atlantic and Guif Ports—At south Atlantic and 
Gulf Ports, as of May 31, there were 10,547 carloads of 
export freight on hand, as against 10,550 cars of May 17, 
a decrease of 3 cars. 

Grain—Stock of grain in elevators as of May 17, 5,759,- 
607 bushels, as follows: 
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Bushels. 


New Orleans Galveston 


2,480,541 

Port Arthur Empty — 

Texas City Empty 5,759,607 

General Comment of the Past Week’s Operations in Export 
Traffic at South Atlantic and Gulf Ports 

Wilmington—Inactive. 

Charleston—One steamer cleared with coal for Havana. 

Savannah—Two steamers cleared for Liverpool and one 
each for Denmark and Cuba. 

Brunswick—Inactive. 

Fernandina—One steamer cleared with 4,500 tons of phos» 
phate rock for Spain. 

Jacksonville—Inactive. 

Tampa—One vessel cleared with watermelons for Cuba 
and one with phosphate rock for Sweden; one vessel in 
port loading phosphate rock for Sweden. 

Pensacola—Three barges cleared with lumber for Cuba 
and one each with lumber for South America and Sweden; 
one barge in port loading coal for Cuba. 

Mobile—One schooner cleared with lumber for Cuba and 
one with lumber for South America; one with lumber for 
England; one steamer loading cargo for South America 
and three schooners are in port loading lumber for Porto 
Rico and Guadaloupe. 

Gulfport—Four steamers loading lumber for West Indies 
and France. 

New Orleans—Steamers with mixed cargoes cleared as 
follows: 
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Central America 

There are 45 vessels in port loading for various foreign 
destinations. Export loads in yards on wheels, 827; in 
warehouses and on piers, 1,491; and on ground, 820. 

Port Arthur—One steamer loading lumber for Gibraltar. 

Texas City—One steamer with mixed cargo cleared for 
Cuba, and one steamer with 13,000 bales of cotton and 
other mixed cargo cleared for Liverpool. Two steamers 
are in-port taking on mixed cargoes for Mexico and Cuba. 

Galveston—One vessel cleared with 25,000 bales of cotton 
for Liverpool. Four steamers are in port taking on car- 
goes for European destinations. Export loads in yards on 
wheels, 289; in warehouses and on piers, 1,584, and on 
ground, 52. 

Summary Pacific Coast Situation 
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452 437 


ee ee ee 


May 23. 
On wheels 466 
In storage 
On ground 


eee eee eee eeeeeeee 


pebeddhenianhenks 0 0 


437 
Arrived during week 338 
Delivered ships during week 253 363 
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ASSIGNMENT OF TONNAGE 


Announcement is made by the Shipping Board that ar- 
rangements have been made to assign to steamship own- 
ers whose vessels are still under requisition, tonnage of 
an amount equivalent to that retained under requisition 
by the government. Among the companies affected by this 
action are the Luckenbach Steamship Company, the Ameri- 
can-Hawaiian Steamship Company and W. R. Grace & 
Company. It is estimated that the tonnage to be assigned 
under this arrangement will approximate 170,000 tons. 


SALE OF WOODEN SHIPS 


The Shipping Board announced June 9 that it has sold 
to the Nacirema Steamship Corporation of 25 Broad Street, 
New York City, an even dozen of its wooden ships at a 
flat price of $450,000 each, representing a total sum of $5,- 
400,000. Five of the ships are of 4,000 deadweight tons 
(2,667 gross tons), the other seven of 4,500 deadweight 
tons (3,000 gross tons). 

This makes a total of 31 wooden ships which the Ship- 
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of consignee. 
address are not delivered. 
address are delivered when city directory shows location 
of person addressed; therefore, notice of freight arrivals 
where street address is not shown should be given by 
sealed letter, rather than by postal card, in cities where 
mail is delivered by carrier. 
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ping Board has disposed of to date. Of this number, 27 


were sold to the Nacirema Company, three to the French. 
American Line and one to the Fidelity Trust Company 
of Boston. This latter one, the Yahama, had been burneq 
and it was the wreck which the Fidelity Company bought, 


SUPREME COURT DECISIONS 


The Trafic World Washington Bureay, 


In Nos. 293 and 294, involving suits of the Pennsylvania 
R. R. Co, vs. James H. Minds and Julia A. Matz, doing 
business under the name of the Bulah Coal Company, on 
reparation orders made by the Interstate Commerce Con. 
mission, the United States Supreme Court sustained ver. 
dicts in favor of the coal company awarded by a jury in 
a lower court. 

Reparation was made by the Commission which found 
that the railroad company had discriminated against the 
coal company in the distribution of cars. Two awards 
of reparation were made, $18,591.48 and $31,715.57. The 
jury found that the awards should be $16,092.92 and $33. 
618.37, with interest at 6 per cent from June 28, 1907, 

The cases were brought to the Supreme Court by the 
railroad company on alleged error by the lower court in 
giving instructions to the trial jury. One of the conten. 
tions was that the court erred in not instructing the jury 
to disregard the awards of the Commission because they 
were based on an incorrect table. The court held that the 
lower court had not erred and that in addition the jury 
had not made awards in the same amounts as those made 
by the Commission and that the jury had heard additional 
evidence in the case. 

In the cases of the Commercial Cable Co., and Com- 
mercial Pacific Cable Co., vs. the Postmaster General, et 
al., the court held that the questions involved had become 
moot since the return of the cables to their owners. The 
same questions were raised in these cases as in the rail- 
road, telegraph and telephone cases. 

That an interstate shipment is not concluded while a 
car is on a siding ready for unloading, is the effect of 
a decision June 9 of the U. S. Supreme Court, in Erie vs. 
John R. Shuart et al., Suffern, N. Y. Shuart shipped a car- 
load of horses from East St. Louis to Suffern under a bill 
of lading providing that a claim for damages must be 
filed within five days from the time the stock was un 
loaded. The horses were about to be unloaded when they 
were injured by cars bumping into the horse car. Shuart 
did not file a claim within five days on the ground that 
the shipment had terminated, the bill of lading having 
relieved the carrier from liability except while in transit. 
The court held the shipment was not completed and a 
claim should have been filed. The case was decided in 
favor of the Erie. 

Through bills of lading issued by the initial carrier on 
shipments via connecting lines are binding as against 
bills issued by connecting carriers, the court decided in 
the case of the Texas & Pacific and M., K. & T. vs. B. 

































































Leatherwood. Leatherwood shipped a carload of horses 


from Watrous, N. M., to Waco, Tex., in 1913 under a 


through bill which provided that suits for damages must 
be brought within six months after a loss occurred. The 
petitioners, connecting lines, issued a new bill which did 
not contain the six months’ provision. 
damaged. Leatherwood sued in 1915. 
fended on the ground that the initial bill was binding 
and the second not. 
Justices McKenna, Pitney and Clarke dissented. 
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The court sustained this position. 


NOTICE TO CONSIGNEE 


Regional Director Aishton, in his Supplement No. 1 t0 


Circular 74, in reference to notifying consignee of arrival 
of freight, says: 


“Freight waybills do not ordinarily show street address 
Postal card notices which do not show street 
Sealed letters without street 


“Postal card notice should be used when street address 


can be shown or when consignee is sufficiently well know! 
to insure delivery.” 
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HINES BEFORE COMMITTEE 


In his appearance before the House committee on appro- 
priations, Director-General Hines took a decided position 
against an increase in rates. The subject of rates came 
up repeatedly during his two days before the committee 
om June 3 and 4, in fact, nearly every phase of the big 
subject the committee was considering led to the rates. 
The situation is and has been so abnormal, he said, that 
his judgment now is in opposition to an increase. 

“The fact is,” he said, “that this situation is so ab 
normal and so fundamental in character that I believe it 
is beyond the capacity of the human intellect to absorb it 
all at once. The things dawn upon us by degrees. The 
whole scope of the developments which are the outgrowth 
of the war did not begin to impress themselves on me until 
jhad had an opportunity, after the adjournment of Con- 
gress, to travel over the country. and come into personal 
contact with the Federal managers. I am not sure it has 
fully dawned on me yet.” 

That was the Director-General’s excuse or reason for 
asking now for a revolving fund appropriation of $1,200,- 
(00,000 instead of $750,000,000 which he requested when 
he appeared before the committee in January and Febru- 
ary. He said that when the January figures were received 
it appeared reasonable to believe that the heavy operating 
costs were due, to a large extent, to the fact that the rail- 
wads have not keen removed from the war basis. His 
idea was that operating costs would be largely reduced. 
There have, however, been no reductions. Instead, the 
curse of events appears now to idicate that the large 
costs are due much more to the fact that the increase in 
cost of operation has been wholly out of proportion to the 
increase in rates than to any temporary condition due to 
the war. 

“Why shouldn’t the business be conducted by either in- 
creasing the rates or decreasing the expenses so as to 
make one hand wash the other?” asked former Speaker 
Cannon. 

“As a permanent policy that is undoubtedly the proper 
one,” answered Mr. Hines. “The question is whether it is 
wise to increase the rate level enough now before we can 
measure better the results that will come from enlarged 
business. I think it would be much better to hold this 
situation where it is until we get more light on how it is 
going to work out. The expenses were not reduced during 
the first four months of the year, because the increase in 
costs were manifesting themselves to a larger extent right 
along. Maintenance expenses have been increased because 
the weather has been favorable for that kind of work.” 

Chairman Good asked if there would not have to be an 
inrease of rates before the roads are returned to their 
owners. Mr. Hines thought that that would be a very 
proper time to do it, but he declared that he did not 
believe that the increased expenses could be accounted 
for by any fundamental difference in the method of opera- 
tion. 


The Director-General estimated the increased cost of 
labor as compared with 1917 as between 50 and 52 per 
cnt. The figures prepared by the Bureau of Operating 
Statistics of the Railroad Administration, an abstract of 
which has heretofore been published in The Traffic World, 
showed the increase to be 48 per cent. He estimated the 
increase in the cost of material at 35 per cent. 

Commenting upon wages, Mr. Hines gave it as his opin- 
ion that the increase in wages was proper, cannot be re- 
duced, and should be accepted as one of the developments 
of the war. His further thought on that point was that 
the costs are not substantially greater than they should be. 

“It is perfectly clear to me,” said the Director-General, 
“that a 25 per cent increase in rates is not going to offset 
something over 50 per cent in wages and from 35 to 40 
ber cent in the cost of material. The only possible hope 
(to avoid an increase in rates) will be through a large 
increase of business which we could do at a relatively 
large net profit. How far that will be the case it is impos- 
sible to forecast. Certainly, however, there is a very strong 
argument that could be made for the view that that in- 
crease in business could not possibly produce enough net 
Profit to make up for this loss in the purchasing power of 
the dollar. 

“The railroads get $1.25 in revenues where they used to 
get $1, but they have to pay out from $1.50 to $1.70, where 
they used to have to pay out $1. It seems to me that this 


deficit of $250,000,000 for the first four months of 1919 is 
not due to unnecessary or improper expenses, but simply 
to the fact that the government, for the time being, is 
keeping down the transportation rates to the public. The 
expense cannot be reduced, but the government has kept 
down the rates to the public, and that is the cause of this 
deficit. 

“That raises a very important question of policy as to 
what ought to be the government’s attitude on that sub- 
ject. My own judgment is that, for the moment, the trans- 
portation rates ought not to be increased because there 
are various factors that promise to work in the direction 
of cutting down this deficit as the months go by. If we 
were to make an increase now, which would take care of 
the deficit, on the present volume of business, I think it 
would be more than necessary when business is resumed 
under normal conditions, unless, of course, the very mak- 
ing of the increase would set in motion so many increases 
in railroad costs as to offset the value of it, and, of course, 
that would happen to some extent.” 

It is Mr. Hines’ opinion that any increase in rates would 
be immediately reflected in an increase in the prices of 
everything else. Therefore, he figured that it is to the 
interest of the country to keep the cost of living from 
going any higher. 

The government, he thinks, should not at this time do 
anything to boost the cost of living, until it is reasonably 
sure as to how much the increase in rates should be. If 
the government should undertake to raise between three 
and four hundred millions to take care of the present 
situation, the effect of it would be, he estimated, an in- 
crease in the prices to consumers that would take three 
or four times as much from them as the railroads would 
obtain. 

Mr. Hines said that he had a belief that there would 
be a decrease in the cost of some of the materials and 
a greater degree of efficiency from labor, because railroad 
employment has been made more attractive. These things, 
with the increased volume of business, are the only factors 
tending to a narrowing of the margin between the income 
of the Railroad Administration and its expenses. 

“T think in all probability,” said the Director-General, 
“with the large business that may reasonably be expected 
from now on, we will make a much more favorable show- 
ing in the latter part of the year than we have in the 
first, but I have no idea that that showing will be such 
that we will have no deficit at all.” 

Mr. Hines was trying to say to the committee that his 
idea is that during the latter part of the year the income 
will equal the expense. 

“I think I am justified in that assumption,” said Mr. 
Hines. “It is speculative, but it is my judgment that 
even with favorable conditions the operating income for 
the last eight months of the year will not be more than 
the rental for the last eight months of the year.” 


In speaking about labor cost increases, Mr. Hines said 
he estimated that, as compared with 1917, the increased 
cost for labor will be $852,000,000. He said the prospects 
are good for moving as many ton-miles of freight in 1919 
as were moved, on the average, during the three test 
years. Assuming the same volume of traffic as for 1917, 
and a 25 per cent increase in rates and fares, the increased 
revenue would be $906,000,000. Inasmuch as the estimate 
of increased labor costs is $852,000,000, only $44,000,000 
would be left to pay the increased cost of materials if 
the operations of the Railroad Administration are to be 
conducted without loss. ' 


“The conclusion cannot be drawn from that statement,” 
said Chairman Good, “that the total increase in rates will 
pay all increased cost of operating the railroads?” 

“No,” said Mr. Hines, “if we do not have a larger busi- 
ness than we had in 1917, I do not think it will. We can- 
not expect the increase in rates to pay the increased cost. 
That is my best judgment.” 

Members of the committee asked about the possibility 
of economies resulting from unification. The Director- 
General, unlike his predecessor in office, has never talked 
much about economies from unification. When Chairman 
Good begun talking about economies from unification, Mr. 
Hines perked up almost to the point of looking startled. 

“I do not recall that I spoke of any additional results 
from unification,” said he. “I think we have already got- 
ten the benefit, both last year and the early part of this 
year, of the economies resulting from unification.” 
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Explaining why the surtax for the privilege of riding 
in Pullman cars had been cut out, Mr. Hines told Chairman 
Good that Director-General McAdoo was of the opinion 
that with the signing of the armistice it was desirable to 
get away from any distinctly war burden. That surtax 
was imposed with a view to discouraging useless traveling. 
Mr. Hines said that the immediate effect of its removal 
was to bring about a great deal more travel in Pullman 
cars, and to increase the revenue from that source more 
than the $50,000,000 lost by the abolition of the surtax. 

According to Mr. Hines, there is no deferred mainte- 
nance which the government will have to make good when 
it returns the railroads to their owners. A careful analy- 
sis is being made of that matter and it is his judgment 
now that the government has lived up fully to its contract 
obligations to maintain roadbed and equipment in as good 
condition as it received them. He said that the Railroad 
Administration has done so much in the way of mainte- 
nance that, if anything, it is ahead and not behind in its 
contracts with the owners of the properties. But, he 
added, the Railroad Administration had not set up an ac- 
count in which it showed by figures that it has maintained 
the roads in better condition than they were being man- 
aged when they were seized by the government. 


The largest item in the estimates submitted to the com- 
mittee by Mr. Hines showed that, as the Railroad Admin- 
istration has made up the account between itself and the 
railroad corporations, the latter owe the Railroad Admin- 
istration $775,000,000. 

“It is my definite policy,” he said, “and I certainly will 
be warmly supported in that by the Director of the Di- 
vision of Finance (Swager Sherley, formerly chairman of 
the committee to which the Director-General was speak- 
ing), to use every means to get the railroad companies to 
reimburse us as rapidly as possible for that entire $775,- 
000,000, but I do not think we can make a successful 
start on that until we are able to clear the decks with 
them and get them in a position where they can no longer 
claim that they are unable to finance, because they had to 
use their credits so largely to borrow money with which to 
pay their current liabilities that ought to be taken care 
of by the government. The minute that we can clear that 
up, we can begin to bring pressure to make them reim- 
burse us, and their general credit situation will be im- 
proved by the fact that we have paid them off and we 
can, as the year progresses, more and more bring about 
a. reimbursement to the government. But the important 
fact, as I look at it, is not that we are asking for this 
$775,000,000, or any part of it, to enable us to give more 
money to the companies, but we are asking it to enable 
us to carry what we have either already spent or are 
directly committed for. The $245,000,000 that we are com- 
mitted for to the equipment companies and the $20,000,000 
to the Boston & Maine and everything else is already com- 
pletely out of pocket. 


“I might add that this appropriation request does not 
undertake to forecast the situation beyond April 30. I 
felt that the conditions were so speculative that the situa- 
tion cannot be forecasted with any degree of accuracy. 
The prospect is that it will change from month to month 
and the reasonable indications are that it will change 
for the better rather than for the worse. The appropria- 
tion, if made, undoubtedly would enable us to carry the 
situation on until we have a much more correct measure 
as to what is involved in the way of additional loss, as- 
suming that. we do “not make an increase in rates. I 
have felt, at the moment, that the Railroad Administration 
ought not to make an increase in rates and thereby set 
in motion the influences in the cost of living and the cost 
of doing business that I have mentioned, but to wait until 
we could get a better idea of the situation, and, since the 
thing was entirely speculative and since the suggested 
appropriation would adequately protect the situation for 
several months to come, the wise course was not to at- 
tempt to forecast what would be needed beyond April 30, 
but to ask simply for an appropriation up to that date.” 

As to how much of the $775,000,000 the Railroad Admin- 
istration may expect to be able to retrieve from the rail- 
roads may be inferred from the fact that it owes to them, 
as rent due and unpaid in 1918, $441,000,000, and for the 
first quarter of 1919, $230,000,000, making in all $671,000,- 
000. Of the other $101,000,000, the difference between the 
claim of the Railroad Administration and the amount of 
rent due and unpaid on April 1, a large percentage will be 
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in dispute in the courts. The railroads will deny 1i: bility 
for it, and a settlement now seems possible only ag 
result of litigation in the Court of Claims. 

Items in the estimate sent to the committee by the pj. 
rector-General show that the Railroad Administration js 
already committed to an expenditure of $1,692,000. ‘here. 
fore, if the appropriation of $1,200,000,000 were added to 
the original revolving fund of $500,000,000, only $8,000,009 
would be left for future disbursements. 

At the end of April there was an acknowledged operating 
deficit of $486,000,000; $425,000,000 was outstanding ag 
working capital; $352,000,000 was a capital expenditure 
during 1918 that has not yet been financed, but is being 
carried as a floating indetbedness; $245,000,000 will be 
needed during the current year to pay the bills on equip. 
ment ordered last year; $100,000,000 has been invested jn 
the materials and supplies taken over from the railroads: 
$48,000,000 has been invested in capital expenditures ang 
refunding on the New Haven; $14,000,000 has been obii.- 
gated for equipment for the inland waterways, and $20. 
000,000 has been promised to the Boston & Maine. Odds 
and ends bring the total up to the sum mentioned, which, 
when deducted from the lumped sum of $1,700,000,000, 
would leave only $8,000,000 for the future. 

The appropriations committee, it is believed, acted on 
the assumption that the $775,000,000 mentioned by Di- 
rector-General Hines is a liability which the government 
can enforce against the railroads, instead of merely one 
side of the ledger account between the Railroad Admin. 
istration and the railroads. Chairman Good, in his re 
marks on the revolving fund bill, passed on June 10, called 
attention to the fact that Mr. Hines, in January, figured 
that the Administration could get along on $750,000,00) 
until Congress met again in December. 

Director Sherley, of the Division of Finance, also put in 
some figures, the inference to be drawn from which is 
that when Mr. Hines appeared before the committee in 
January and February he was much more optimistic than 
Colonel Mulberry Sellers ever dared be. Mr. Sherley 
showed that if, on May 21, the Railroad Administration 
had been compelled to close its books, it would have had 
on hand about $12,000,000 cash to meet certificates of in- 
debtedness totaling $234,000,000. Of that sum, $185,000,000 
had been issued to railroad companies and $49,000,000 to 
equipment companies. 

That condition has existed substantially since the first 
of the year. On January 1 the Railroad Administration 
was so much in need of funds that it gathered from the 
treasuries in the field every dollar it could take from the 
railroads that had earned more than was necessary to 
meet their current bills, and then redistributed the money 
so as to give a few dollars to those which had been ru: 
ning behind. He said the Railroad Administration pooled 
the cash there was in the tills and then distributed it as 
best it could to the various roads, having to skimp some 
of them. The condition was so nearly discreditable that 
the Pennsylvania Railroad took steps to maintain the credit 
of that organization. Speaking of that railroad company, 
Mr. Sherley said: 

“Now, the Pennsylvania Railroad, anxious that the credit 
of its own railroad should not be embarrassed and, real- 
izing that the public frequently did not differentiate be 
tween a bill owed by the Pennsylvania lines being oper 
ated by us and by the Pennsylvania Railroad, and, per 
haps, desirous of helping the Railroad Administration gen: 
erally, advanced $22,000,000 to the federal treasuries of 
those lines, which, in turn, was used to pay vouchers 
owed by the federal treasuries on the Pennsylvania lines, 
and in that way relief was had. They also permitted us 
to credit upon money due them for compensation for the 
standard returns something like $15,796,000, charging i! 
against additions and betterments that had been made 
for their benefit, so that no cash was required. In othef 
words, instead of our paying them on account of the 
standard returns $15,796,000 and then having them Pp 
it back to us as a credit on additions and bettermel! 
work that we had done for them, we simply did not pa 
them that amount of money, but credited them with thal 
amount on the additions and betterments, and it simp! 
saved the need of a cash transaction to that extent.” 

An accountant, going over the figures put into the record 
by the Director-General and by the Director of the Divisio 
of Finance, will probably notice that there appears to be 4 
discrepancy between those submitted by the Director 
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General as showing the salaries and expenses of the Rail- 
road Administration as an entity, separate and distinct 
from the railroads, and those submitted on the same sub- 
ject by Mr. Sherley. Mr. Sherley’s figures show that dur- 
ing the five months ending with May, the payroll of the 
Railroad Administration amounted to $2,670,712, or at the 
rate of $6,409,704 per year. His figures, covering both pay- 
roll and expenses for the Railroad Administration for 
those five months, showed a total of $3,519,183, or an an- 
nual expenditure of $8,446,022. The salary figures shown 
by the Director-General are about $4,500,000. There may 
be no real discrepancy between the two, but on its face 
a layman finds it hard to reconcile the two sets of figures. 


Director Sherley’s figures show that the Railroad Admin- 
istration has bought the stock of the Locomotive Super- 
Heater Company, and that in January it made a payment 
of $25,000 thereon. No payments are shown since that 
date. But in those first five months of the year the Ad- 
ministration received dividends on that stock of $70,890. 
The fact that the Administration had bought the stock had 
been known for some time, but efforts to find out how 
much it paid for it have not resulted in an¥thing definite. 
Gossip has it that the Administration paid $3,000,000 for 
the stock, but, as before remarked, no information has 
been forthcoming to those who have inquired about the 
transaction. 





































PROPOSED LEGISLATION 


The Trafic World Washington Bureau. 


Senator Curtis has introduced a bill (S.1571) amending 
section 1 of the act to regulate commerce to provide that 
all telegraph and cable companies shall be liable for loss, 
damage or injury to any person resulting from failure to 
transmit properly and accurately messages accepted by the 
wire companies for transmission. 


The bill would further preclude the wire companies from 
limiting their liabiilty or amount of recovery, it being spe- 
cifically provided that any such limitation is unlawful and 
void unless it shall be made by means of a special waiver, 
written on a paper detached from the message, plainly 
and concisely, and in a form approved by the Interstate 
Commerce Commission and signed by the party to be 
bound. 


Representative Goodwin of Arkansas has introduced a 
bill to amend section four of the act to regulate com- 
merce to provide that “it shall be unlawful for any com- 
mon carrier engaged in interstate commerce to charge or 
receive any greater compensation in the aggregate for 
the transportation of passengers of the same class, or of 
goods, wares, merchandise, or any property of like class 
or kind for a shorter than for a longer distance over the 
same line of railroad or route in the same direction, the 
shorter being included within the longer distance, or to 
charge any greater compensation as a through rate than 
the aggregate of the intermediate rates for passengers or 
freight; but this shall not be construed as authorizing any 
common carrier within the terms of this act to charge 
or receive as great compensation for a shorter as for a 
longer distance.” 


The object sought by the proposed amendment is the 
same as that sought by the bill introduced in the Senate 
by Senator Poindexter, that is, rigid application of the 
fourth section without giving the Interstate Commerce 
Commission discretion to permit violations, as is the prac- 
tice now. The Poindexter bill also proposes that when- 
ever a carrier shall, in competition with a water route or 
routes, reduce the rates on the carriage of any species of 
freight to or from competitive points, it shall not increase 
such rates unless after hearing and an order granting per- 
mission therefor by the Interstate Commerce Commission. 
The wording of this part of the Poindexter amendment 
differs from the present law, which provides that a carrier, 
having decreased rates in competition with water carriers, 
“shall not be permitted to increase such rates unless, after 
hearing by the Interstate Commerce Commission, it shall 
be found that such proposed increase rests upon changed 
eam other than the elimination of water competi- 
lon.” 


Senator Cummins, chairman of the Senate interstate 
Commerce committee, has reintroduced his Senate con- 
current resolution (No. 3) providing for the creation of 
Six joint congressional committees on reconstruction, each 
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committee to be composed of five senators and five rep- 
resentatives. 

The resolution provides for investigations and recom- 
mendations as to legislation by the committees on recon- 
struction subjects, including duties on imports for the pro- 
tection and encouragement of home industry; the mer- 
chant marine; the permanent relation which the govern- 
ment should sustain to the common carriers of the coun- 
try; whether the systems of transportation now in posses- 
sion of the government should be returned to their former 
owners and operated as heretofore, or whether government 
operation should continue with or without government 
ownership; or, if private ownership is to continue and 
private operation resumed, what system of regulation and 
control will be best adapted to secure efficiency in service, 
reasonable rates of transportation and fairness to the cap- 
ital invested; the relation which should be established 
between inland water transportation and the railways, in- 
cluding control of the former; all questions relating to 
communication by wire. 

Senator Cummins also reintroduced his bill (S. 1025) 
which provides for amendment of the act to regulate com- 
merce, as follows: 

“That it shall be unlawful for any common carrier to 
charge, collect, or receive a higher rate over the same 
line and in the same direction for the interstate trans- 
portation of any article or commodity having been grown, 
produced or manufactured in the United States than it 
charges, collects, or receives for the interstate transporta- 
tion of a like article or commodity when imported into 
the United States from a foreign country; and the propor- 
tion of all through rates received by carriers transporting 
such imported articles or commodities shall be held to be 
the rate or charge made and received for the transporta- 
tion thereof in this country. No common carrier, in. con- 
forming to the foregoing provision, shall increase any rate 
without the approval of the Interstate Commerce Commis- 
sion, entered after a full hearing upon an application for 


such increase.” ‘ 


Senator Cummins also introduced Senate Bill No. 1026, 
which provides that common carriers, when engaged in 
the transportation of passengers, “shall receive and trans- 
port with each passenger tendering the same the baggage, 
including the sample baggage of such passenger, not ex- 
ceeding 150 pounds for an adult and 75 pounds for a 
minor less than twelve years old, and such baggage shall 
be carried without compensation other than the passenger 
transportation charge. All baggage, including sample bag- 
gage, as defined by this act, in excess of the weights here 
specified, is hereby declared to be excess baggage, and 
such carriers are required while so engaged to carry such 
excess baggage with the passengers as required by this act: 
Provided, however, That such carrier shall be required to 
carry baggage only on trains equipped with a baggage car. 

“Sec. 2. That the samples, goods, wares, appliances 
and catalogues of commercial travelers or their employers 
and used by them for the purpose of transacting their 
business and carried with them solely for that purpose, 
when securely packed and locked in substantial trunks or 
sample cases of convenient shape and weight for handling, 
are hereby declared to be sample baggage within the 
meaning of this act, and such carriers are required to 
transport the same with the passenger as required by this 
act. 


‘Sec. 3. That any common carrier violating any pro- 
vision or requirement of this act shall be guilty of a mis- 
demeanor, and upon conviction thereof shall be fined not 
less than $25 nor more than $100. 

“Sec. 4. That in case of the loss or damage to such 
samples, goods, wares, appliances or catalogues of any 
commercial traveler or his employer the carrier shall not 
be liable for any greater proportion of the value thereof 
or the damages sustained thereto than the excess baggage 
fare paid by the passenger bears to the current rate of 
freight on such line for like articles in like packages be- 
tween the same points, but in no case shall the carrier be 
liable for more than the value of such samples, goods, 
wares, appliances or catalogues. 

“Sec. 5. That all laws in conflict with this act are 
hereby repealed.” 


RAILWAY BOARD OF ADJUSTMENT 
The Railroad Administration has issued a compilation of 
the decisions of the Railway Board of Adjustment, No. 3, 
from December, 1918, to March, 1919. - 


ESCH-POMERENE BILL 


The Trafic World Washington Bureau. 


Representative Esch, of Wisconsin, prepared the follow- 
ing synopsis of the Esch-Pomerene railroad regulation 
bill: 

“The bill does not provide for Federal incorporation 
or the creation of regional systems under sub-commis- 
sions. It does not guarantee a fixed return on valuation 
or book cost. It does provide that in reaching its con- 
clusion as to the justice and reasonableness of any rate, 
fare, charge, etc., the Interstate Commerce Commission 
‘shall take into consideration the cost of labor and other 
operating costs in so far as they become material in any 
case under consideration.’ The level of interstate rates 
prescribed under federal control will continue after such 
control terminates, subject to increase or reduction by 
the Commission under the rules and practices existing 
prior to federal control and as modified in the bill. 

“The bill changes the interstate commerce act in many 
particulars and generally strengthens and extends the 
powers of the Commission to enable it to preserve the 
demonstrated benefits of unified control and to relieve 
the carriers in large measure of the conflicting restric- 
tions imposed by state authorities. 

“Some of the things sought to be accomplished are 
the following: 

“Ist.—Development of inland water transportation: 

“Section 1 of the interstate commerce act is made to 
apply to transportation of passengers or property by rail- 
road ‘or by water’ or partly by railroad and partly by 
water and the term ‘water’ includes the lakes, rivers, 
canals and other inland waterways within or bordering 
on the United States or the territory of Alaska, the 
Panama Canal, and all waters within or without the 
three-mile limit from the coast of the United States or 
the territory of Alaska traversed by vessels permitted 
to engage in the coastwise trade of the United States. 

“The prohibition imposed by the Panama Canal Act upon 
railroad owned vessels is modified so as to permit such 
vessels to continue in service even when competition 
may be excluded, prevented or reduced if the Commission 
finds such service in the interest of the public. 


“The Commission can order docks and tracks of car- 
riers to be connected and suitable docks to be constructed 
by either the rail or water carrier and determine the 
sums to be paid by either. Such docks shall be considered 
as terminals and the terms and conditions upon which 
such docks and connecting tracks shall be operated shall 
be prescribed by the Commission. 

“To prevent destruction of inland water transportation and 
for other purposes the Commission is given power to pre- 
scribe ‘joint rates or maximum or minimum or maximum 
and minimum’ joint and also proportionate rates, 


“2nd.—The Commission is authorized to fix the division 
of rates between carriers. Under the exercise of this 
power it will be possible for weak lines or so-called in- 
dependent short lines to receive such share of the joint 
rate as will enable them to live. Their constant complaint 
has been that although they originated the freight. they 
received but a small fraction of the joint rate. The 
Commission under the bill ‘may prescribe the just and 
reasonable division.’ ? 

“3d.—The period of suspension of schedules of rates is 
shortened. A common complaint against delay in sus- 
pension cases was due to the fact that ten months was 
allowed under the act. The bill allows not more than 
120 days. If the hearing is not then concluded the pro- 
posed change shall go into effect but the carrier must 
keep an aceurate account in detail of all sums received 
by reason of the increase asked for and should such 
increase finally be disallowed, a refund of the excess 
found not justified by the Commission must be made 
to the proper parties. 

“4th—Consolidations and pooling of freight and earn- 
ings are to be allowed under rigid control of the Com- 
mission. Under the bill pooling of freight and earnings, 
unification, consolidation or merger are permitted by the 
Commission upon complaint or upon its own initiative 
without complaint provided it finds these ‘to be in the 
interest of better service or greater economy in operation.’ 
The absorption of the so-called ‘weak sisters’ may thus 
largely be met without resort to compulsion, federal in- 
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corporation or other complicated, protracted and probably 
unconstitutional methods. 

“5th—Improvement in car 
equipment, joint use of terminals. 

“The car service act is amended so as to extend ‘car 
service’ to include ‘the use, control and supply’ as 
well as the movement, distribution, exchange, interchange 
and return of locomotives, cars and other vehicles used 
in the transportation of property and ‘the supply, move. 
ment and operation of trains.’ In case of shortage of 
equipment, congestion of traffic or other emergency re. 
quiring immediate action in. any section of the country, 
the Commission is given authority to suspend operation 
of all rules and to direct the interchange and use of 
locomotives, cars and other vehicles without regard to 
ownership: It is also authorized to require joint or com- 
mon use of terminals upon such just and reasonable terms 
as it may prescribe. 

“It can also give directions for preference of priority 
in transportation, embargoes or movements of traffic under 
permits at sych times and for such periods as it may 
determine. 

“In time of war or threatened war the President may 
certify to the Commission that it is essential to the 
national defense and securety that certain traffic shall 
have preference or priority and the Commission shall see 
that this is done. In short, it is made the duty of every 
carrier by railroad, subject to the Act to regulate Com- 
merce ‘to furnish safe and adequate car service.’ 

“6th—No additions or extensions or constructions of 
new lines without consent of the Commission. One of the 
evils of railroad construction in the past has been the 
construction of parallel or unwarranted lines resulting in 
weak, unprofitable and speculative roads. The Bill re 
quires that before there can be any extension or con- 
struction of new lines or acquisition or operation of any 
line, a ‘certificate of convenience and necessity’ must first 
be secured from the Commission following the legislation 
of New York, Wisconsin and other states. Notice of ap- 
plication for such certificate must be served upon parties 
in interest and upon the State Commission directly con- 
cerned. The Commission may prescribe such conditions 
upon the issuance of the certificate as public convenience 
and necessity may require. No abandonment of a line 
or any part thereof shall be had, save under a like cer- 
tificate. 

“Tth—The ‘transmission of intelligence’ as effected by 
wire or wireless systems is to be more fully placed under 
the Commission. 

“The Interstate Commerce Act made telegraph, telephone 
and cable companies engaged in interstate and foreign 
commerce, common carriers and required them to file an- 
nual reports, impose just and reasonable charges and 
classifications, but omitted to give the Commission 
authority for complete regulation. The bill seeks to do 
this except as to business wholly intrastate. To this 
end the Commission can order extension of lines if in the 
public interest, prohibit rebates and discriminations; re- 
quire the filing and publication of rates and schedules; 
prohibit the doing of business or the collection of charges 
unless and until such publication has been made and 
require transmission to be continuous from place of origin 
to destination. 

“8th.—Conflicts between federal and state jurisdictions 
to be adjusted. 

“The practice of state commissions in reducing intra- 
state rates and thereby placing an undue burden upon 
interstate traffic has created a growing sentiment in favor 
of placing the rate making power wholly under the Inter- 
state Commerce Commission. The bill does not do this, 
but prescribes a method of adjusting differences by allow 
ing the State Commissions to sit with the Interstate Com- 
merce Commission and participate in the hearings, but 
the latter is to make the findings. Any undue burden 
placed upon interstate or foreign commerce, under the 
Bill and following the decision of the Supreme Court of 
the United States in the Shrieveport case, declared to be 
unlawful. The findings of the Commission and orders 
based therein ‘Shall be observed, any act, decision 0 
order of any state or states authority to the contrary 
notwithstanding.’ 

“9th—The Commission is given full control over stock 
and bond issues. Had such authority been granted five 
years ago, the Hartford & New Haven and similiar fiasco’ 
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might have been obviated. The grant of such authority 
will supplant that of the several states, thus removing 
one Of the most common and urgent complaints of the 
carriers. The Bill authorizes the Commission to pre- 
scribe the method of application and the purposés for 
which securities may be sold and right to closely scruti- 
nize how the proceeds are expended. 

“Short time notes (two years) in amounts not exceed- 
ing 5 per cent at any time of the par value of securities 
outstanding may be issued without application. All issues 
of securities are void unless the terms and conditions of 
jssuance as prescribed in the Bill are complied with. 

“10th—Centralization of control is diminished by mak- 
ing it unlawful for any person to hold the position of 
oficer or director of more than one carrier, unless such 
holding shall be authorized by the Commission. Nor shall 
any financial benefit through the negotiation or sale 
of any securities of his road. Violations of these pro- 
yisions are hereby penalized.” 


GOVERNMENTAL OPERATION FACTS 
The Trafic World Washington Bureau. 


It has cost the people of the United States something 
over $4,532,976 to have the management of the railroads 
taken into the hands of a director-general, regional direc- 
tors and other officials constituting what is known as the 
Railroad Administration. That sum is in addition to the 
$486,000,000 of margin, commonly called deficit, between 
what the railroads have earned and the sum the govern- 
ment has agreed to pay the owners of the carrier property 
as “just compensation,” up to April. 

Of the sum mentioned $2,044,380 has gone as salaries 
to men on the immediate staff of the director-general and 
$2,488,696 has been paid as salaries to the regional direc- 
tors and their staffs. 

The entity known as the Railroad Administration was 
brought in to being because President Wilson did not 
act on the advice of men like Commissioner McChord and 
the members of the Railroad War Board. They suggested 
that there be a small organization which should supervise 
the work of the men actually in charge of operating the 
railroad properties. Instead of a supervisory force, Direc- 
tor-General McAdoo, as the agent of the president, created 
a force to take over the work of operating the railroads 
from f/Washington. The Railroad Administration is a 
complete railroad organization in itself. It operates all 
the railroads as if they were only one system. 

The Railroad Administration, as distinguished from the 
organizations that were continued after the president took 
over the railroads, is composed of 2,637 persons, of which 
1504 constitute the central administration in Washington. 
The others constitute the regional organizations. If the 
president had not authorized the creation of the Railroad 
Administration, the railroads of .the country might have 
had to increase their general officers and general office 
forces by the number of persons now constituting the 
Railroad Administration, so as to meet the pressure re- 
sulting from the increase in the war activities after 
January 1, 1918. Nobody knows what they would have 
been compelled to do. The fact, however, is that a cen- 
tralized authority called for the employment of a central 
force, which, it is believed, outnumbers the savings achieved 
by the dismissal of corporate officers, which Director-Gen- 
eral McAdoo ordered in the spring of 1918. 

These facts and many others are contained in the 
stenographic report of Director-General Hines’ recent ap- 
pearance before the House committee on appropriations, 
the body, which on June 9 recommended the passage of 
an appropriation bill carrying only $750,000,000 for the 
exhausted revolving fund, instead of the $1,200,000,000 re- 
quested by Director-General Hines. The report is an almost 
complete history of the creation and activities of the Rail- 
Toad Administration, containing as it does the acts under 
which the president took over the railroads, the federal 
control law, the president’s various proclamations, and 
expressions of opinions as to the financial possibilities 
during the rest of the calendar year. 


Swager Sherley, director of the division of finance, who 
was chairman of the appropriations committee, when, in 
January last, Mr. Hines first appeared before the con- 
troliers of the purse strings, accompanied Mr. Hines to 
the capitol to answer the questions of his former col- 
leagues. Mr. Sherley was optimistic in some of his utter- 
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ances, and his optimism, it is suspected, caused the com- 
mittee to cut down the amount of the appropriation. He 
estimated that by the end of the year the railroads will 
be able to return to the Railroad Administration about 
$425,000,000 which they owe the Administration on account 
of advances on capital account and on account of the 
equipment ordered by the Administration and which is now 
being delivered in great quantities, one half the cars or- 
dered having been tendered to the Railroad Administration 
and about seventy-five per cent of the engines. 

If the expectations of the director of finance are met, 
the director-general may be able to get along with $750,- 
000,000, although in January he told the committee and 
also the newspaper correspondents who attended his weekly 
conferences, that he would need $750,000,000 to carry out 
the contracts, plans and engagements he had made for 
the fiscal year ending June 30, 1919. 

Failure to realize expectations, or a failure of the 
volume of business to increase greatly, it is believed, will 
force the director-general to order another general in- 
crease in rates. Nearly all the men who have been keep- 
ing a psychological watch on him believe that he has 
been gradually coming to the conviction that another in- 
crease is necessary to meet the growing margin between 
income and expenses. 

In his testimony, however, the director-general said the 
regional officials with whom he had talked expected a 
great increase in the efficiency of the railroad labor from 
now on, because the increase in wages makes them con- 
tented and realize that the service in which they are en- 
gaged is fully as well paid as any line into which they 
could put themselves. He did not wish to be understood 
as saying the labor had not been loyal and efficient. On 
the contrary, when Chairman Good asked him about re- 
ports of sabotage to discredit government operation, he 
said every such report had been investigated and in no 
instance had anything been discovered to support the alle- 
gation. 

As to reports of over-maintenanee, Mr. Hines said he 
was not informed, but he said that, even under private 
operation of the properties every man in charge of main- 
tenance fights for money to keep his part of the road in 
the best possible condition. He spends every cent he can 
obtain and he saw no reason for believing that that zeal 
to keep the property in good shape had been abated. 

His general thought was that inasmuch as there are 
woeful mistakes in judgment during private operation, 100 
per cent of perfection cannot be expected during the period 
of government operation. 

Answering questions as to why general office expenses 
had increased under government operation, he said the 
answer is that the railroads under government operation 
have had to meet the same rising costs as every other 
business. The supplies used by the general offices have 
gone up and the increase is not attributable to the fact 
of government operation. He said the salaries of the 
corporate officers who were dismissed by Director-General 
McAdoo do not appear in the expenses of the Railroad 
Administration. They are borne by the corporations out 
of the rent paid for the use of the property. 


RAILROAD LEGISLATION REFEREN- 
DUM 


A series of proposals for remedial railroad legislation 
was sent out on June 11 to a referendum vote of the more 
than 1,100 commercial and trade organizations making up 
the membership of the Chamber of Commerce of the United 
States. They were prepared by the Chamber’s Railroad 
Committee after an extended study of the transportation 
situation. 

The recommendations advanced for a vote are ten in 
number and are supported by a report dealing with the 
considerations which led to the Committee’s decision. The 
recommendations contain the following proposals. 

Corporate ownership and operation with comprehensive 
regulation. 

Return of the railroads to corporate operation as soon as 
remedial legislation can be enacted. 

Adherence to the period of federal control as now fixed 
unless and until impossibility of remedial legislation in 
this period closely appears, 

Permission for consolidation in the public interest, with | 





1266 


prior approval by government authority, into a limited 
number of strong competing systems. 


Requirement that railroad companies engaged in inter- 
state commerce become federal corporations with rights of 
taxation and police regulation reserved for the states. 


Federal regulation of capital expenditures and security 
issues of railroads engaged in interstate commerce, with 
provision for notice and hearing for state authorities. 


Federal regulation of intrastate rates affecting inter- 
state commerce. 


A statutory rule providing that rates in each traffic sec- 
tion shall yield an adequate return on a fair value of the 
property as determined by public authority. 

Payment into a fund of a share of the excess earned by 
any railroad system under application of the statutory 
rule over an equitable minimum return upon fair value of 
the property, this fund to be used as Congress directs for 
strengthening general railroad credit and increasing gen- 
eral railroad efficiency. 

A Federal Transportation Board to promote development 
of a national system of rail, water, and highway transpor- 
tation and articulation of all transportation facilities. 

Members of the committee signing the report are George 
A. Post of New York, formerly president of the Railway 
Business Association, chairman; Walter S. Dickey, manu- 
facturer, of Kansas City; F. C. Dillard, lawyer, of Sher- 
man, Texas; Stephen A. Foster, lawyer, of Chicago; Ed- 
ward J. Frost, merchant, of Boston; Thomas F. Gailor, 
Bishop of Tennessee; Emory R. Johnson, professor of 
transportation and commerce, University of Pennsylvania; 
Charles E. Lee, consulting engineer, of New York; Will- 
iam Z. Ripley, professor of political economy, Harvard 
University; Alexander W. Smith, lawyer, of Atlanta; 
Charles F. Wright, banker and manufacturer, of Susque- 
hanna, Pa. 


CLAIMS ON STATE BUSINESS 


The Trafic World Washington Bureau. 


Director Chambers has taken “judicial notice” of the 
fact that the Supreme Court of the United States, in the 
North Dakota case, said the President had power to estab- 
lish intrastate rates and that the Commission had power 
to review such rates. His notice is in the form of a letter 
of advice to the freight traffic officers of the railroads 
under federal control that informal reparation claims aris- 
ing under the terms of his Circular No. 7, on intrastate 
business moving after June 25, 1918 (the day the President 
prescribed freight rates), should be handled the same as 
claims of that character arising on interstate shipments. 


SHORT LINE MEN FINISH 


The Traffic World Washington Bureau. 


The resolutions offered by the committee of which H. H. 
Dean was chairman were discussed at length by the short 
line men at the closing session of their convention June 
5. Only verbal changes were made, largely, it appeared, 
because the committee, before the seriatim consideration 
had gone far, accepted a suggestion that there be added 
to the list a resolution saying that the declarations were 
to be considered as the consensus of the delegates there 
assembled and not as instructions to the officers of the 
association carrying on their legislative work. 


On motion of C. W. Barron, representing the Butler 
County Railroad, the delegates voted to change the reso- 
lutions pertaining to rates, levels or bases to be fixed by 
the Commission. They voted to change the resolution so 
that it would read that Congress should instruct the Com- 
mission to fix levels or bases “without regard to the origin 
of the tonnage or the ownership of the property.” Presi- 
dent Robinson declared the motion carried, before the 
delegates seemed to sense the fact that the association 
was asking Congress to change the rule respecting rates 
on roads having a large proprietary traffic, laid down by 
the Commission and approved by the courts, so as to 
amount to a reversal, in large measure, of even that part 
of the tap line decision which the courts had allowed to 
stand. 

After Mr. Robinson had declared the motion adopted the 
point was made that the action tied all the short line rail- 
roads to the tap lines. On representations from the mem- 
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bers of the resolutions committee Mr. Barron wit!drew 
his amendment, because the members of the reso!ution 
committee said there was no necessity for it. B. B. Cain 
said the amendment was based on a construction the Com. 
mission no longer followed, and he invited those who 
doubted him to come to his office and study an utterance 
of the Commission, not cited by Jim, but which he held 
removed a large part of the objection short line men have 
to the tap line decisions. 

In a supplemental report the committee on resolutions 
reported the following additional resolutions: 


Whereas, There has been introduced in the House of Repre- 
sentatives a bill proposing a long and short haul clause of the 
act to regulate commerce; and 

Whereas, The passage of this bill would seriously affect and, 
in many cases, have a serious detrimental effect to the short 
line railroads of the United States; 

Whereas, The Interstate Commerce Commission has always 
taken into consideration the nature of the traffic involved and 
the conditions surrounding an application by the carriers for a 
waiver of a strict observance of the long and short haul clause; 
and 

Whereas, In numerous cases, the petitions have heretofore 
been granted; be it 

Resolved by the American Short Line Railroad Association 
that copies of this proposed bill be obtained, carefully studied 
and such action taken as will have the effect of either finally 
killing the bill or modifying it in such a way that the vital in- 
terests of the short lines affected will not be seriously or un- 
justly interfered with. 

Whereas, The short line, in providing for the product of re- 
mote forest and mine transportation, without which the com- 
merce of the country would languish for lack of necessary raw 
material, performs a development work, hazardous to those who 
engage in it, but of inestimable value to the Nation, and which 
once was rewarded by congressional grant of alternate sections 
of land for twenty miles back from the track of the pioneer 
railroad; therefore, be it 

Resolved, That Congress be requested to direct the authority 
regulating the transportation by rail to secure to all bona fide 
rail carriers 150 miles or less in length, in the division of joint 
rates and in the measure of local rates, revenue sufficient (1) to 
meet their expenses for labor, supplies and all other operating 
costs, including taxes, (2) a fair return on the property devoted 
to public use. Be it further 

Resolved, That Congress be requested to provide for appeal 
to the federal court from the decision of the Interstate Commerce 
Commission or other federal railroad regulatory authority of 
any controversy between two or more carriers. 


The hearing on mail pay before the Commission was 
closed on May 6, after taking testimony for twenty-four 
days. The American Short Line Railroad Association was 
represented and introduced its testimony in general against 
the further decrease in mail pay proposed by the Post 
Office Department, using the two railroads mentioned be- 
low, as fairly representative of the present conditions. 
The general prayer for the short lines is as follows: 


1. That the separately owned and operated short line rail- 
roads of the United States may for the purposes of mail trans- 
portation and the compensation therefor be declared and made 
a class by themselves, with such adjustments as to mail pay as 
is authorized by law and the conditions of their organization 
and operation. 

2. That a uniform rate of pay for the transportation of the 
mails on such short line railroads be established on a single 
basis for transportation, and at double or twice the rate fixed 
for the trunk lines, excepting the New England and Long Is- 
land railroads, and that such rates be made effective for the 
three fiscal years beginning July 1, 1916, and ending June 30, 
1919, and that the Postmaster General be directed to pay to 
each of said railroad companies the difference between the 
amount computed at the rate so fixed and the amount already 
received for each of said fiscal years. 

3. That the side and terminal messenger service required of 
said railroad companies during said fiscal years shall be de- 
clared and held to have been unauthorized and illegal, and that 
no such service shall be allowed of railroad companies in the 
future except by voluntary agreement, and that in addition to 
the amounts heretofore demanded herein the Postmaster Gen- 
eral be directed to pay toeach of said railroad companies named 
in Railroad Exhibit No. 84 carrying the mails the several 
amounts expended by it in performing side and terminal mes- 
senger service so demanded of it during said three fiscal years, 
less tg amounts, if any, paid on any extended routes at ter- 
minals. 


4. That the Postmaster General be directed to pay to the 
Chesapeake Western Railway the full amount retained as fines 
or deductions on account of its refusal to perform side an 
terminal messenger service during any of said fiscal years, and 
to pay the further special sum over and above any uniform rate 
to be fixed as would be fair and reasonable for the service pel- 
formed in the transportation of the mails during said fiscal 
years. 

5. That the Postmaster General be directed to pay to the 
Middletown & Unionville Railroad the amounts expended by it 
for side and terminal messenger service during said fiscal years, 
and to pay such further special sum for the’ transportation of 
the — during said fiscal years as would be fair and rea 
sonable. 
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NEW SPECIFICATIONS FOR THE | 
TRANSPORTATION OF INFLAM- | 
MABLES AND EXPLOSIVES 


The Trafic World Washington Bureau. 


The Commission, on June 9, amended the rules pertain- 
ing to inflammables, explosives, and so forth, so as to per- 
mit the transportation of poison gases. It also amended 
them so as to make new specifications for shipping con- 


tainers, and for the shipment of liquid cements, as follows: 
s 


Shipping Containers 
*For cylinders for the shipment of Phosgene gas, and 


*Note.—In shipping Phosgene gas some of the most important 
precautions to be taken are as follows: 

The gas must be described by its name, followed by the word, 
“Poisonous,’’ in addition to regular label and certificate require- 
oowey For example, “Phosgene Gas—Poisonous—Green 
Label.”’ 

The gas must be in steel cylinders complying with I. C. C. 
Specification No. 33. 

Each filled cylinder must be tested for pressure before -ship- 
ment and must not show excessive pressure; this test must be 
made at least twenty-four hours after filling. 


Each filled cylinder must be tested for leakage before ship- 
ment and must show absolutely no leakage; this test must 
consist in immersing the cylinder and valve, without the pro- 
tection cap attached, in a bath of water at a temperature of 
approximately 180° F. for at least thirty minutes, during which 
time frequent examination must be made to note any escape of 
gas. The valve of the cylinder must not be loosened after this 
test and before shipment. 

The gaskets used between the protection cap and the neck of 
the cylinder must be replaced for each shipment even though 
they may apear to be in good condition. 


Each cylinder must bear a white label (in addition to the 
regular gas label) 5 inches by 8 inches in size, and bearing the 
words, ‘‘Poisouous—Danger in case of fire,’’ printed in red 
letters. 


such other poisonous gases and liquids as may be author- 
ized for shipment. Maximum authorized capacity, 150 
pounds of gas. Effective July 12, 1919. 

1. All containers used hereafter for the shipment of 
poisonous gases and liquids must be of not more than 150 
pounds gas capacity, must be manufactured complete with 
valves and must comply with the following specifications: 


General Construction 


(a) Cylinders must be seamless and must be constructed 
to a standard nominal inside diameter of 10 inches. The 
maximum size cylinder must be limited to 120 pounds 
water capacity with tolerance of plus 5 per cent; smaller 
cylinders must have at least 0.8 pound water capacity for 
each pound of gas which they are designed to contain. 

(b) Cylinders must be made of steel of uniform quality 
with chemical analysis of— 

CATROM, TOG. HIGTO TROT. ..0<.0:0.0055,0.006% 0.30 per cent 
Phosphorus, not more than........... 0.04 per cent 
Suiphur, motmore than. ... .o..00 s00 60% 0.05 per cent 

(c) All billets, plates, tubes and shells from which 
cylinders are to be made must be free from seams, cracks, 
laminations, or any defects which might be injurious to 
the finished cylinder. 

(d) The manufacture of the cylinders must be com- 
pleted with the best appliances and according to the best 
modern methods. All finished cylinders must show rea- 
sohnably smooth and uniform surface finish, inspection of 
inside surface to be made before closing the ends; the 
threading of the cylinder neck must be even and without 
checks and the cylinders must show no defects of work- 
manship or material likely to result in any appreciable 
weakness of the finished cylinder. A close inspection of 


each completed cylinder must be made before acceptance 
to discover any defect. 

(e) Cylinders must be fitted with an extension for valve 
proiection in the form of a section of seamless tubing 
having a shrink fit and not welded, of not less than six 
inches in length below the shoulder of the cylinder and 
extending not less than four inches above the end of the 


heck of the cylinder. The thickness of the tubing must 
be at least 0.25 inch, with tolerance of minus 1-32d of an 
inch. This tubing must be provided with drainage holes 
to thoroughly drain the shoulder of the cylinder. 

Threads 


3. (a) The cylinder neck must be tapped for valve with 
'Y%-inech pipe thread, Briggs Modified Form, tapered 
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% inch to the foot, with at least 14 threads full and per- 
fect throughout. The tapping must be to gauge, with a 
permissible tolerance of plus or minus one turn. 

(b) The cylinder neck must be threaded on the outside 
with a U. S. Standard Form thread 2% inches outside diam- 
eter, 10 threads per inch. The length of this thread must 
be 1.125 inch to .125 inch. The threading must be to 
gauge. The end of the neck must be faced off perpen- 
dicular to this thread to afford a proper seat for the pro- 
tection cap. 

Valve and Protection Cap 


4. (a) Drawings and samples of valve equipment must 
be submitted to the Bureau of Explosives, 30 Vesey street, 
New York City, for approval prior to use on cylinders made 
under this specification. 

(b) The valve must be constructed of metal substan- 
tially non-corrosive and free from any exposure of the 
gas to all threaded and friction parts; it must be of a 
length not to exceed 25-16 inches beyond the end of the 
neck of the cylinder and with no projections to interfere 
with the protection cap; it must be provided with a lock- 
ing device and satisfactory leakproof devices. 

(c) The body and all other essential parts of the valve 
subject to gas pressure must be made from forged metal. 
Rolled monel metal is permitted for valve stem where it 
seats. 


(d) The valve stem must be threaded with a 14-inch 
pipe thread, Briggs Modified Form, tapered % inch to the 
foot, with at least 13 threads full and perfect throughout. 
The threading must be to gauge with a permissible tol- 
erance of plus or minus one turn. 

(e) The protection cap will be a part of the valve 
equipment. It must be gas-tight, must be made of metal 
substantially non-corrosive, and must not extend in ex- 
cess of 3 inches beyond the end of the neck of the cylin- 
der. It must be threaded with a U. S. Standard Form 
thread, 10 threads per inch, to give a close fit on the 
threading of the cylinder neck. It must be provided 
with a faced shoulder to make a‘tight joint, in combina- 
tion with a non-corrosive gasket, with the end of the 
cylinder. The thickness of any part of the protection cap 
must be not less than 3-16 inch and the shoulder for 
gasket seat must afford a bearing surface for the gasket 
of not less than 3-16 inch. 


Assembly of Valve to Cylinder 


5. (a) The cylinder must be made absolutely anhy- 
drous before insertion of the valve. (A satisfactory means 
of securing this condition consists in inserting a tube 
through the neck to the bottom of the cylinder and blow- 
ing a blast of hot, dry air through it; a cold mirror held 
in the current of air coming out of the cylinder will cloud 
up with condensed moisture as long as there is moisture 
in the cylinder.) 

(b) The valves must be assembled to the cylinders by 
a selective method so that the valve used in any cylinder 
will enter the cylinder not less than 5 threads and not 
more than 7 threads under hand pressure. 


Inspection of Material 


6. The purchaser must provide for inspection of all 
material and all tests by a competent and disinterested 
inspector. 

7. The inspector must keep complete records: of the 
various melts from which the steel is taken for the manu- 
facturer of the cylinders. Certified chemical analyses of 
these melts must be supplied to him by the manufacturer. 
Provided, that when cylinders are to be made from drawn 
seamless tubing under conditions such that the various 
melts of steel cannot be properly traced through to the 
finished cylinders, a certificate from the manufacturer of 
the tubing (see note at end of report, paragraph 24, for 
form of certificate), together with check analyses of sam- 
ples taken from one out of each lot of 200 or less cylin- 
ders, shall be accepted. 

8. The inspector must carefully inspect all plates or 
other material from which cylinders are to be made and 
those which do not comply with paragraph No. 2 (c) shall 
be rejected. The heat number must be stamped on the 
plates and billets at the steel mill and the inspector must 
also stamp his initials or personal sign on each plate or 
billet accepted by him, and no plate or billet must be 
used by the manufacturer of the cylinder unless so marked. 

9. The inspector shall make such inspection as may 
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be necessary to see that the requirements of this speci- 
fication are complied with; shall see that the finished 
cylinders are properly annealed, and shall witness all 
hydrostatic, air, physical and flattening tests. 

10. The hydrostatic, air, physical and flattening tests 
must be made by the manufacturer, but under the direc- 
tion and supervision of the inspector or other representa- 
tive of the purchaser. 

11. The inspector shall stamp his initials or his per- 
sonal sign immediately beneath the serial number on each 
cylinder which he passes as accepted, and shall make a 
certified report (see par. 24) to the maker, to the pur- 
chaser, and to the Chief Inspector, Bureau of Explosives, 
30 Vesey street, New York City, showing the serial num- 
bers of all cylinders which are accepted, together with a 
copy of all data relating to the material and the tests. 


Wall Thickness 


12. Thickness of walls must not be less than .25 inch 
in any case. 


Annealing 


13. Each attains must be uniformly and properly 
annealed in such manner as to give as fine-grained and 
soft a metal as possible consistent with other require- 
ments of this specification. The temperature to which 
the cylinders are heated, the length of time they are 
exposed to the heat, and the cooling, must be uniform, as 
far as possible, for all cylinders in each lot represented 
by a flattening test. Heat treatment is not authorized. 


Drying 


14. Each cylinder must be made anhydrous. 
essary they must be oven-dried. 


If nec- 


Cleaning 


15. All dirt and loose scale must be removed from 
both inside and outside of the cylinders. 


Physical Test 


16. From each lot of 200 or less cylinders after an- 
nealing a representative finished cylinder must be taken 
at random and tests made on at least two test speci- 
mens cut longitudinally therefrom to determine the elastic 
limit, the tensile strength, and elongation of the material. 
These test specimens must be taken from opposite sides 
of the cylinder and should, when practicable, be taken 
from the same cylinder which is used for the flattening 
test. 

The elongation must be not less than 20 per cent on an 
8-inch test specimen. 


Hydrostatic Test 


17. Each finished cylinder must be subjected to a hydro- 
static test pressure of not less than 1,000 pounds per 
square inch in a water jacket, or other apparatus of suit- 
able form, to furnish reliable data. The permanent vol- 
umetric expansion must not exceed 10 per cent of the 
whole volumetric expansion at this pressure. 

This test must be made without subjecting the cylinder 
to any previous hydrostatic pressure subsequent to an- 
nealing; provided, however, that a preliminary pressure 
of not more than 80 per cent of the prescribed test pres- 
sure may be applied once only, previous to the official 
test, for the purpose of rounding out the cylinder. 

18. In the hydrostatic test the water gauge indicating 
the expansicn must be of such interior diameter that 
the total expansion will cause the water to rise at least 
45 centimeters in the gauge, except when this will make 
the interior diameter less than 4 millimeters; the pressure 
must be applied for not less than 30 seconds and as much 
longer as may be necessary to insure complete expansion 
of the cylinder. The expansion must be recorded in terms 
of cubic centimeters. 


Flattening Test 


19. From each lot of 200 or less a representative fin- 
ished cylinder, after annealing and after having passed 
the hydrostatic test, must be taken at random and must 
withstand, without cracking, flattening between rounded 
knife-edges to a thickness of four times the thickness of 
the wall of the cylinder, this measurement to be made 
between the knife-edges. 

Provided, that when, on account of the small number 
of cylinders in any lot or order, it is impracticable to 
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make the regular crushing test herein prescribed, 
physical and crushing test may, in cases of lots not 
exceed thirty cylinders each, be made on a ring not l«s 
than four inches long, cut from each cylinder, and sg 
jected to the same annealing as the finished cylinder. 

The knife-edges must be of wedge shape, converging at 
an angle of 60 degrees, the point being rounded off, with 
a radius of one-half inch. If any one cylinder from any 
lot fails to pass this test, two others from the same lot 
must be selected, and these must pass it in order to have 
the lot accepted. 

If it should appear that failure in the test is due to im- 
proper annealing, the manufacturer has the privilege of 
reannealing the lot and repeating the test. 


Air Test 


20. Each completely finished cylinder made by the spin- 
ping process must be tested by applying an interior air 
pressure of at least 200 pounds per square inch, and com- 
pletely covering spun end of the cylinder with a suitable 
clear liquid. The results must show absolutely no leakage. 


Marking 


21. Each cylinder must be plainly and permanently 
marked on the shoulder with the name or ‘initials of the 
owner or owning company and a serial number. This same 
marking must also be placed on the extension (see par. 
2e) of the cylinder. 

22. Each cylinder must also be plainly and permanently 
marked on the extension (see par. 2e) with the words 
“Complies With I. C. C. Spec’n No. 33,” or, if desired 
by the purchaser, this may be abbreviated to “I. C. C. 
33.” This marking must be placed immediately above 
the serial number and in letters not less than one-fourth 
inch high. Each cylinder must also be plainly and perma- 
nently marked on the extension with its volume in cubic 
centimeters (for example, V-3353 cc.). 

23. The date of the hydrostatic test must also be plainly 
stamped on the extension of the cylinder (for example, 
7-18 for July, 1918). 

Reports 


24. The report required by paragraph 11 must be sub- 
mitted in the following form: 


cylinders 
inclusive. 


Report of inspection of 
numbered 
Manufactured by the Company. 
Inspected for the Company. 

*The steel from which these cylinders were manufac- 
tured was made by the Company. 
Chemical analyses were made from samples representing 
each melt of steel, as will.be observed from the report of 
chemical test hereto attached. 

The +(plates) (tubes) from which these cylinders were 
manufactured were inspected by 
those which were accepted were found free from seams, 
cracks, laminations, or any defects which might prove 
injurious to the strength of the cylinder. 

Each and every cylinder before (necking down) (clos- 
ing) was inspected inside and outside for surface defects. 
The thickness of walls was measured at points not more 
than 8 inches from the open end of the cylinder with 4 
pair of calipers, and the mininilum thickness of wall noted 
was 

Each and every cylinder was {(necked down) (closed) 
and was uniformly and properly annealed and then the 
cylinders were again inspected in order to discover any 
defects which might have been caused by this process. 

One out of each lot of 200 or less finished cylinders 
was selected by the inspector and subjected in his pres- 
ence to a flattening test, as required by the Interstate 
Commerce Commission specifications. All of the cylil- 
ders passed this test satisfactorily. : 

Two longitudinal test pieces were cut from opposite 
sides of each crushed cylinder and pulled. 

The record of the physical and flattening tests is at 
tached hereto. 


Each and every cylinder was subjected to a hydrostatic 
test of pounds in the presence of the inspector. 
The record of the hydrostatic tests is attached hereto. 

Each and every cylinder was stamped on the shoulder 
with the initials of the purchasing company 
and with a-serial number. 
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Hach and every cylinder was stamped on the cylinder 
extension with the initials of the purchasing 
company and with a serial number and with the date of 
test. 


Each and every cylinder was stamped with the personal 
sign of the inspector immediately beneath the 
serial number on the extension. 

tEach and every cylinder was plainly stamped 

just above the serial number. 

Each and every cylinder was provided with a valve and 
protection cap manufactured by Com- 
pany on their drawing No. ............ and approved by 
the Bureau of Explosives on date of 

The threads on cylinders and valves were gauged and 
found satisfactory. The assembly of valves into cylinders 
was carried out according to the requirements of para- 
graph 5. 

Each cylinder ¢(was) (was not) subjected to the speci- 
fied air test and showed no leakage. 


I hereby certify that all of these cylinders proved satis- 
factory in every way and comply with the requirements 
of the Bureau of Explosives Specification No. 33. 


Inspector. 

*If the cylinders are made from drawn seamless tubing under 
such conditions that it is impossible to trace the various heats 
of steel through to the finished cylinder (see par. 4), this 
paragraph should be replaced by the following: 

The tubing from which these cylinders were manufactured 
was made by the company under orders No. 
and their certificate stating that its chemical composition com- 
plies with the requirements is attached hereto. Check 
analyses were made from samples representing each lot of 200 
or less cylinders, as will be observed from the report of chem- 
ical tests attached hereto. 

Also, the report must be acompanied by a certificate from the 
manufacturer of the steel, as follows: 


This is to certify that the tubing furnished to the 
Company on orders No. does not contain more than ——— 
per cent of carbon, nor more than per cent of phos- 
phorus, nor more than per cent of sulphur. 


(Signature of manufacturer ‘of ‘steel.) 
7Draw a line through word not required. 


tInsert marking used. See paragraph 22, 


(Place) 
WII sa: picecie ucitlpnpracake wheieraapavetan-a aera 


Record of chemical analysis of Melts from which steel was 
taken for the manufacture of eylinders by the 
Company for the Company. 


Chemical 
Analysis. 
Test | Melt! Test Piece |———_————_—— Acceptedor | 
No. | No. thapresenta. lc |P.|S.| Rejected. | Remarks. 


| 


| 
(Signed) 
(Place) 


Record of physical and flattening tests made on 
cylinders, manufactured by th 


Number of 
Cylinders 
Represented 
Elastic 
Limit Per 
Square Inch. 
Elongation 
in 8 Inches 
Flattening 
Accepted or 
Rejected. 


CHIGMOE) oc cccccccccccccccecseccccvceccece 
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(Place) 


cylinders, 
inches long, manu- 
Company for the 


inches O. D. b 
factured by the 
Company. 


Record of hydrostatic tests made on 
y 


Number of 
Permanent 
Expansion 
Per Cent 


Cylinder. 
Test 
Pressure. 
Total 
Expansion 
(ce. ¢.) 


a 


(Signed) 


Other Amendments 


1. The caption of Shipping Container Specification No. 
5 revised to read as follows: 

Iron or Steel Barrels or Drums for Inflammable Liquids 
as Prescribed by I. C. C. Regulations. 
and the following note inserted immediately after such 
caption: 

Note.—Specification No. 5A covers these packages for 
the transportation of acids. Iron or steel barrels or drums 
manufactured before Sept. 1, 1918, may be used, however, 
if they were made in accordance with Specification No. 5, 
effective March 31, 1912, or Oct. 1, 1914. 

First paragraph of section 1 of the said Specification 
No. 5 amended to read as follows: 

Iron or steel barrels or drums purchased hereafter and 
used for the shipment of inflammable liquids as prescribed 
by I. C. C. regulations must comply with the following 
specifications: Such barrels or drums purchased between 
March 31, 1912, and the effective date of these specifica- 
tions must comply with the specifications effective March 
31, 1912, or with subsequent specifications. 

2. The caption of Shipping Container Specification No. 
7 amended to read as follows: 

Cylinders for the shipment of any gas, not liquefied, and 
not in solution, whose charging pressure does not exceed 
300 pounds per square inch at 70 degrees F. 

Paragraph 1 of the said Specification No. 7 amended to 
read as follows: 

Cylinders purchased hereafter and used for the shipment 
of any gas, not liquefied, and not in solution, whose charg- 
ing pressure does not exceed 300 pounds per square inch, 
at 70 degrees F., must comply with the following specific- 
tions: Such cylinders purchased between April 1, 1912, 
and the effective date of these specifications must comply 
with the specifications approved by the Bureau of Ex- 
plosives, effective April 1, 1912, or with subsequent specifi- 
cations. 

So much of paragraph 1861 (a) of the regulations as 
relates to the said Specification No. 7 amended to read as 
follows: 

No. 7 for Argon, Coal Gas, Hydrogen, Nitrogen, Oxy- 
gen, Hydrocarbon, Pintsch, and any low-pressure gas, not 
liquefied, and not in solution, when charging pressure at 
70 degrees F. does not exceed 300 pounds per square inch. 

3. Paragraph 1806 of the regulations amended to read as 
follows: 

1806. This group includes poisonous gases under any 
pressure, and all inflammable or non-inflammable gases 
assembled for shipment under pressure exceeding 25 
pounds per square inch, except when such gases are in 
cylinders or tubes not exceeding seven-eighths inch out- 
side diameter and of not more than 4 fluid ounces water 
capacity. 

Note 1.—Hand fire extinguishers containing non-liquefied 
gas for the purpose of expelling fire-extinguishing contents 
are excepted. 

Note 2.—The shipment of poisonous gases is prohiboted 
unless specifically authorized herein. Phosgene gas may 
be shipped in steel cylinders complying with I. C. C. Ship- 
ping Container Specification No: 33, provided that to each 
such cylinder of phosgene gas, in addition to the standard 
green gas label, there is affixed a rectangular white label 
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measuring 5x8 inches, bearing thereon in red letters, 
“POISON—DANGEROUS.” Shipping order and bill of 
lading descriptions for shipments of phosgene gas must 
show the word “POISONOUS” in addition to regular label 
and certificate requirements. For example, “PHOSGENE 
GAS—POISONOUS—GREEN LABEL.” 


Cement 


That the regulations be amended effective July 10, 1919, 
to provide that liquid cements, including leather cement, 
roofing cement, rubber cement and liquid cement, not 
otherwise specified, may be transported by express in con- 
tainers of capacity not greater than five gallons when the 
flash point of the liquid cement is below 80 degrees F. 
and above 20 degrees F., but in other respects the regula- 
tions applicable to the transportation of the said articles 
shall remain in full force and effect. 

By the Commission, Division 2: 

(Seal) George B. McGinty, Secy. 


BILL OF LADING CHANGES 


The Trafic World Washington Bureau. 


The Commission’s decision in the bill of lading case 
has had the effect of delaying the work of the men in the 


Railroad Administration who have been handling the sub- 


ject of claims for concealed loss and damage. J. H. How- 
ard and those associated with him in that work have been 
circulating memoranda on the subject ever since their 
conference in Chicago in March, with a committee of the 
National Industrial Traffic League. Early in April they 
expected to be able to produce a circular on the subject 
for issuance some time after the middle of April. But 
before they could accomplish even what they had in mind 
then, the Commission came along with its decision in 
the bill of lading case. That decision changed the condi- 
tions under which carriers are to perform their contracts 
of affreightment so materially that the attorneys whom 
the loss and damage claim agents have had to consult 
have asked the former to do nothing until the meaning 
of the changes can be discussed and determined. 

Just how long that may be may be inferred from the 
fact that the Railroad Administration, through Henry Wolf 
Bikle, attorney for it in the bill of lading matter, has 
asked for a reargument on that matter. The Commission 
has not yet acted on the petition. He asked that on the 
ground that the Commission’s order calls for six big 
changes in the conditions of the bill of lading. The six 
enumerated by him are: 


(a) The elimination of the exemption from liability for loss 
or damage due to strikes. 

(b) The extension of time during which the ‘‘carrier’’ liability 
shall continue. 

(c) The elimination of section 2. 

(d) The elimination of the provision regarding deliveries on 
private or other sidings. 

(e) The elimination of the measure of damage rule of sec- 
tion 3. 

(f) The elimination of the clause relating to the liability of 
the water carrier. 


DENVER MAKES STRONG PROTEST 


The Trafic World Washington Bureau. 


Senators and representatives from Colorado and a big 
delegation of live stock people and representatives from 
commercial organizations at Denver made a two-hour pro- 
test on June 13 to Director Chambers against the elim- 
ination of transit privilege on live stock at Denver, which 
will take place when proposed uniform rules governing 
live stock are issued. Denver is the only point in the 
country where transit on live stock is in effect. 


REFUSE BILL OF LADING REHEARING 


The Trafic World Washington Bureau. 
The Commission on June 13 denied application of the 


Administration for reargument in the bill of lading case, 
thereby laying the foundation for court proceedings if its 
attorneys desire to test the matter there, as they have 
intimated. The Administration has not asked permission 
to allow use of old bills stamped to show shipments 


moved subject to new conditions. That request could not 
be made except on the basis that they expected to obey 
the new order without contest, 
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ELECTRIC RAILWAY MAIL PAY 


The Trafic World Washington Bvreay, 


That the electric railways of the United States desire 
compensation three times as great as they now receive 
from the Post Office Department for carrying the mails or 
be relieved from the obligation of performing such seivice 
was the statement made by James W. Welsh, special engi- 
neer for the American Electric Railway Association, before 
Examiner George N. Brown, of the Interstate Commerce 
Commission, at the opening hearing at Washington, June 
9, of the electric railway mail pay case. 

The hearing in Washington is the first of a series to be 
held this summer by Examiner Brown in all parts of the 
country. Hearings were scheduled at Philadelphia, June 
11; Boston, June 13; Syracuse, N. Y., June 18; Cleveland, 
O., June 20; Detroit, June 23; Indianapolis, June 25; Chi- 
cago, June 27; Minneapolis, June 30; Portland, Ore., July 
3; San Francisco, July 7. Mr. Brown recently concluded 
an exhaustive hearing on steam railway mail pay at Wash- 
ington. 

Compared to the amount of mail carried by the steam 
railways, the electric railways do not transport a large 
volume of mail. The last annual payment to the electric 
railways for the carriage of the mails was approximately 
$520,000, while the last annual payment to the steam roads 
was approximately $55,000,000. There are 380 electric 
roads carrying the mails. 

Mr. Welsh said the electric railways would like to get 
rid of carrying the mails altogether. He said there was a 
time when the railways sought mail service on the ground 
that they believed the carrying of the mails would help 
them out in labor trouble—that is, that in time of strikes 
their cars would be operated because they carried United 
States mail. This assumption, he said, was largely theo- 
retical, and that, as a matter of fact, the electric railways, 
notwithstanding the fact they carried the mails, had been 
tied up by strikes. 

The Post Office Department now pays the electric roads 
on a mileage basis and not on a space or weight basis. 
The electric roads are objecting to the amount of pay- 
ment and to the basis on which it is made, contending 
that the pay is inadequate in view of the increased cost 
of operation, and that under the mileage basis of pay the 
roads are not paid for all the service that is given by 
them to the government. 

Questioned by S. S. Ashbaugh, attorney for the electric 
roads, Mr. Welsh brought out that under an act passed 
by Congress, July 2, 1918, it is a penal offense for an elec- 
tric railway company to refuse to perform mail service 
at the rates or methods of compensation fixed by the 
Interstate Commerce Commission. It was under this act 
that the Commission was empowered to fix fair and rea- 
sonable rates for the carriage of the mails by electric 
roads. 


Two distinct classes of- service, it was brought out, are 
rendered by electric railways in the transportation of the 
United States mail, namely, class A and class B service. 
Class A comprises the transportation of pouch mail on 
passenger cars and class B, transportation of mail in in- 
dependent (electric railway mail cars) cars, either with 
or without mail clerks. 

In an exhibit presented by Mr. Welsh, the following 
form of rate for compensating carrier for transportation 
of mail on passenger cars (class A service) was given: 












(a) Each route shall be covered by a contract. 

(b) A route shall consist of one or more sections. 

(c) A section is defined as that portion of a route between 
two consecutive points at which carriers may be required to 
receive or discharge mail. For the purpose of applying rates 
the minimum length of section shall be miles. 

(d) Compensation shall be hased on the number or weight of 
containers or parcels and the distance transported in connection 
—- certain minima of number and weight as hereinafter set 
orth. 


(e) Rates of compensation of carriers. 

From one to containers or parcels, total weight not_to 
exceed pounds, a minimum of cents per mile. For 
each additional container or parcel or each additional — 
pounds weight, cents per mile. It to be optional with the 
company whether it shall accept over containers or — 
pounds of mail for transportation on any one passenger Cal. 
No carrier may be required to accept mail for transportation 
during the four hours of each day during which passengé 
travel is greatest. The above form of rate would avoid the 
difficulty of excessive weight and excessive number of parcels 
on any car, and would increase the compensation in proportion 
as the volume of mail increased above a fixed amount. 
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The suggested form of rate for class B service is as 
follows: 

A. $——— per year per car authorized, plus —— cents per car 
mile. 

B. —— cents per car mile. 
year per car authorized. 
“Note.—The rate per car mile in each of the above cases may 
pe affected by the size of the car. 


The electric railways are taking the same position in 
regard to transportation of the mails that the steam roads 
iook—that the government should pay for the cost of the 
service. It is their contention that the mails should not 
pe handled on any other than a business basis. 

Joseph Stewart, representing the Post Office Department, 
said the department was going into the investigation open- 
minded and that there may be room for adjustment of 
rates. 

A great amount of statistical evidence as to cost of 
operation and of handling the mails is to be presented by 
the railways at the various hearings. Although hearings 
will be held in various sections of the country, it is under- 
stood to be the purpose of the Commission to fix standard 
rates aS far as possible. 


FREIGHT CHARGES GIVEN PRIORITY 
IN BANKRUPTCY MATTERS 


Judge Carpenter, of the United States District Court, 
Northern District of Illinois, Eastern Division, on June 
12, held that in bankruptcy cases, claims filed for moneys 
due from the bankrupt, growing out of the operation of 
the carriers by the government, are entitled to priority 
and should be paid before general creditors. This is for 
the reason that the Federal Control Law, under which the 
United States is operating the railroads, provides “That 
moneys and other property derived from the operation of 
the carriers during Federal control are hereby declared to 
be the property of the United States.” The United States 
Statutes also provide that in cases of bankruptcy or in- 
solvency debts due the United States shall be first satis- 
fed. The bankruptcy law, classifying the debts entitled 
io priority, includes debts which by the laws of the States 
or United States are entitled to priority. 

The decision is of great importance to the Railroad 
Administration as the first on the point and also in view 
of the large amount of money involved. 

The case in connection with which this decision was 
rendered was “In the matter of E. J. Hibner Oil Co.,” 
bankrupt. The proof of debt filed by the New York Cen- 
tral Railroad alleged that the bankrupt was indebted to 
the United States of America, Walker D. Hines, Director- 
General of Railroads, operating the New York Central 
Railroad, and claimed priority. ‘The trustee filed objec- 
tions to the claim but was overruled by Referee S. C. 
Eastman. A petition for review was filed by the trustee, 
and following the argument on the petition before Judge 
Carpenter this decision was announced. 

The trustee was represented by E. R. Tiedebohl, of the 
frm of Rosenthal, Kurz & Houlihan, and the claimant was 
represented by F. W. Flott, of Glennon, Cary & Walker. 


WILL ALLEGE PREFERENTIAL SER- 
VICE 


The Trafic World Washington Bureau. 


The National Wholesale Grocers’ Association has de- 
cided to file formal complaint with the Interstate Commerce 
Commission alleging that the railroads of the country 
show undue preference for the big meat packers and un- 
duly discriminate against the grocers, in the matter of 
Service on food products in which the two classes of 
traders deal. The grocers have instructed Clifford Thorne 
to file the complaint, which, in a. broad sense, will be 
different from nearly every other complaint that has ever 
been filed, in that it will charge that the unjust dis- 
timination and undue preference consist in service and 
not in rates, charges or regulations. The complaint will 
be filed shortly. 

This apparently is a determination by the grocers to try 
anew tact in their fight with the packers. The Kendrick 
bill :s regarded as one phase of the fight. That measure, 
favorably reported at the last session of congress, makes it 
Unlaful for a common carrier to use refrigerator cars 


A minimum of — miles per 
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e 
in the transportation of meat and the products of live 
stock, except under conditions that would be unacceptable 
to the packers who claim they have been forced to obtain 
refrigerators at their own expense because the carriers 
would not do so. 

The Federal Trade Commission got back of a bill similiar 
to the one introduced by Senator Kendrick. The purpose 
of both bills was to put the packers out of business except 
as slaughterers of animals. They also seek to bring the 
packing business under the license system which was used 
during the war for the control of the food trades, the 
secretary of agriculture being made the custodian of the 
permits to do business, with power to revoke licenses and 
exercise what the packers believe would be despotic con- 
trol over their business at the behest of business rivals. 

The wholesale grocers believe the railroads give the 
packers undue preference in that they allow the packers 
to mix almost anything in cars containing fresh meats, 
and especially articles of food handled by wholesale gro- 
cers. The fresh meat cars are given expedited service, 
being handled in many instances on praetically passenger 
train schedules. The packers, they claim, are able, by 
means of the mixtures allowed to be-.carried in peddler 
cars, to guarantee delivery of canned goods and other 
goods in the grocery line which the grocers, not being 
shippers of fresh meat, must send in ordinary merchandise 
freight trains which may be on the road from two to ten 
days. 

It is the desire of the wholesale grocers to obtain an 
order that will confine the expedited service to fresh 
meats and other perishable meat products alone, or if 
they desire to continue the expedited service on articles 
in the mixture not highly perishable, to furnish expedited 
service on mixtures in which fresh meat is not necessary 
as a reason for furnishing such special service. 

There have been two or three cases in which the Com- 
mission has had to deal with the question of service, but 
usually a complaint before the Commission is leveled 
against a rate, charge, rule or regulation that results in 
the payment of what the complainant regards as an un- 
reasonable amount of money for the service rendered. 

The wholesale grocers believe that unless some way is 
found for checking the packers, they will soon absorb the 
food trades, both in the manufacturing and distributing 
ends. 

Senator Kendrick is revising his bill of last session 
and expects to re-introduce it shortly. 


UNIFORM LIVE STOCK TARIFF COM- 
ING SOON 


The Traffic World Washington Bureau. 


The Administration plans to issue its tniform tariff cover- 
ing movements of live stock, to apply all over the country, 
somewhere around June 20. It will be issued under Freight 
Rate Authority No. 7348, which has been held open for more 
than a month, the thought being early in May that the 
tariff would be ready in a few days after the number had 
been assigned. Higher officials of the traffic division, how- 
ever, held up the tariff to make changes in it, the object of 
the changes being to lessen known opposition. 

Live stock interests will fight the proposal with vigor, 
with the hope of preventing its becoming operative during 
the period of federal control. The tariff is a book of three 
hundred pages. Some of its provisions have been published, 
but many have not. Unofficially shippers probably will try 
to force it before the Commission, as they have the per- 
ishable tariff, upper lake coal adjustment and the con- 
solidated classification. 


NEW FREIGHT TRAFFIC COMMITTEE 
CREATED 


The Trafic World Washington Bureau. 


Director Chambers has created an additional freight 
traffic committee with headquarters at Salt Lake to have 
jurisdiction over Utah and Southern Idaho. J. A. Reeves, 
as chairman, and B. H. Robbins are to be the railroad mem- 
bers of the committee, and E. B. Graff, secretary of the 
San Francisco committee, and E. B. Graff, secretary of the 
Boise Commercial Club, are to be the shipper members. 
Fred J. Shair of Reno will fill the vacancy on the San Fran- 
cisco committee created by the transfer of Love. 
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CONTROL OF THE WIRES 
The Trafic World Washington Bureau. 


Postmaster General Burleson’s order relinquishing 
government operation of the telegraph and telephone wires 
was commented on in the senate interstate commerce 
committee, June 6 as “a piece of flim-flam” and an attempt 
to “pass the buck” on the pending strike. 

The committee, called together on the erroneous assump- 
tion that Mr. Burleson’s order was a genuine restoration 
of the wires to private ownership, voted to recommend 
prompt adoption of the Kellogg resolution turning the 
wires back to private control. The committee amended 
the resolution to continue present rates in effect for 
ninety’ days, instead of sixty days, after the wires are 
restored to,private ownership. 

Senator Cummins of Iowa, chairman of the committee, 
announced that the resolution would be pressed in the 
senate. 

While the committee was in session Senator Cummins 
received a letter from the postmaster general explaining 
the meaning of his order. 

Mr. Burleson in‘the letter declared that his order had 
been misinterpreted in some quarters and that actual con- 
trol of the wire systems had not passed from the depart- 
ment, but only operation had been relinquished. 

N. C. Kingsbury, vice-president of the American Tele- 
graph and Telephone company, was on the stand before 
the committee when Mr. Burleson’s letter came in. He 
had just told the committee that Mr. Burleson had not 
relinquished control of the wires. “Then his order was 
simply a piece of flim-flam,” said Senator Kellogg. “It 
does not amount to anything.” 

“Wasn’t its purpose to pass the buck on the strike?” 
asked Senator Watson of Indiana. 

Mr. Kingsbury protested the question was “hardly fair,” 
and explained that an error had crept into the official 
statement issued by the postoffice department. 

“The order merely means,’ he explained, “that the 
companies will now operate their own wires for the post- 
master general.” 

Mr. Burleson’s 
follows: 

“An order issued by me yesterday relative to the opera- 
tion of the telegraph and telephone systems has been 
construed by some as an actual return of the properties 
to the owners. No such action has been taken by me nor 
is any contemplated. 

“This order simply dissolves the operating board ap- 
pointed by me under date of Dec. 13, 1918, and directs 
that the systems again be operated by the regular operat- 
ing officials under government supervision. Responsibility 
of the government.to these systems in nowise ceases. It 
being evident that these properties are to be returned 
in the very near future, it was necessary for the post- 
master-general to take steps immediately to set up the 
regular operating organization of the companies, so that 
when the properties are turned back it can be done with- 
out confusion or interruption to the service, which was 
the purpose of the order. This order in nowise affects the 
legislation pending before your committee or before Con- 
gress. It will enable the companies to begin steps 
immediately to prepare the data and collect their in- 
formation to be submitted to the state commissions for 
the rate cases, which will probably be taken up immedi- 


ately after the period of government control ends.” 

J. C. Koons, first assistant Postmaster-General, testi- 
fying before the House committee, June 5, urged that the 
wire-return bill to be passed by Congress contain a pro- 
viso that the existing government-fixed telephone rates 
may remain in effect one year from the date of the return 
of the properties to their owners unless changed by regu- 
latory bodies such as state public utility commissions. 
He said he believed such legislation necessary to protect 
the companies. 


In regard to the telegraph companies, Mr. Koons urged 
some kind of legislation under which, he said, telegraph com- 
panies could be compelled to take their share of “unde- 
sirable business.” This recommendation followed condem- 
nation by the witness of the attitude of the Postal Tele- 
graph Cable Company as seen by the Postoffice Depart- 
ment. Mr. Koons was not explicit as to just how his 
recommendation could be written into the law. 

Mr. Koons said if the Postoffice Department could op- 


letter to Senator Cummins was as 
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erate the telephone lines six months longer and the tele. 
graph properties until August 1, the government could 
return these properties to their owners without a deficit, 
This situation, he said, would result because of increased 
business at the increased rates. He said, however, that 
prompt action should be taken on the wire-return bil] 
and that June 30 would be satisfactory to the government 
for the date of the return. 

Mr. Koons said it was only a matter of opinion as to 
whether the wire service was poorer under government 
than private operation. In his opinion the service did 
not reach any lower ebb under government operation than 
it would have under private operation. 

Mr. Koons told the committee that eventually there 
will have to be federal legislation with a view of making 
the wire properties wholly interstate instrumentalities, 
He said the wires are as much interstate in their nature 
as is the U. S. postal service. He said if this is not done, 
the wires will be in the same shape the railroads were 
before the government took them over. 

The Postal Company, the witness said, made every at- 
tempt to discredit the government operation of its prop. 
erty, but he said the government had built up the Postal’s 
business. 

The House interstate and foreign commerce committee 
began deliberations June 9 on a bill concerning the retum 
of the wire systems to their owners. It is expected the 
committee’s report will be made some time this week. 

Although representatives of the telephone companies— 
and also the first assistant Postmaster-General—urged the 
House committee to continue the Burleson rates for from 
six months to a year after termination of federal control, 
the indications are that this will not be done. 

The House committee went at length into the question 
of the power of Congress to continue the rates in effect 
after the end of federal control. Counsel for the telephone 
interests contend the war power of Congress continues as 
long as the results of war continue. 


HOUSE COMMITTEE AMENDS WIRE 
BILL 


The Trafic World Washington Bureau. 


The House interstate commerce committee adopted a 
report favoring six months’ time for existing telephone 
rates, instead of ninety days, as provided in the Kellogg 
bill, which passed the Senate, and that the wire prop 
erties should be returned at end of the calendar month 
the wire return bill is signed. 

Denunciation of government ownership and the declara- 
tion that government operation of the wire systems should 
teach the American people to steer clear of government 
operation and ownership of utilities in the future marked 
the debate preceding action by the Senate on the Kellogg 
bill. Another feature of the debate was a discussion as 
to why the wires had been taken over by the government 
which did not develop why that action had been taken. 

Senator King inquired whether during the hearings on 
the wire bill any reason had been disclosed for the gov- 
ernment taking over the wire properties. Senator Cun- 
mins said not a witness who appeared before the Senate 
committee was able to answer that question. Senator 
King said he never could see any necessity for the action 
and Senator Cummins said he thought it was a mistake 
at the time and still thought so. As to service rendered 
under government control, Senator Cummins said: 


“It is quite safe to say that all the representatives of the 
companies who were before the committee asserted thal 
the service rendered before the government took possessi0l 
was quite as good as the service rendered afterward. | 
do not think, however, that any witness put particular 
emphasis upon any deterioration in the service, althougl 
some of them spoke about the disorganization which neces 
sarily occurs in a transition of that character.” 


Regarding the ninety-day period of grace for existing 
telephone rates, Senator Pomerene said he had a lette! 
from the American Telegraph & Telephone Company and 
the United States Independent Telephone Association suf 
gesting a period of one year. 

“But my guess is,” he said, “that if these rates wel? 
continued for a year they would take a year to adjust 
them, and if we gave them two years, they would prob 
ably take two years. I feel the committee has been vél 
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reasonable in fixing a ninety-day period within which they 


can adjust the question of rates.” 


Senator Watson said he desired to call attention to the 
futility of government operation as evidenced by the ex- 


perience with the wire systems. 


“Those of us,” he said, “who prophesied evil, weakness, 
inefficiency and incompetency when these lines were taken 
over have had our prophecies fulfilled, not because of 
those who took them over or those who have operated them, 
but because of the inevitable weakness of any system of 


government operation or government ownership. 


“The President in his letter recently published made 


this statement: 


“‘The telegraph and telephone lines will, of course, be 
returned to their owners as soon as the retransfer can be 


effected without administrative confusion.’ 
“Why ‘of course?’ 


ever be returned to their owners. 


sulted by reason of government operation. 


throughout the country; 
wide strike; 
from one end of the land to the other; 


the management of the Post Office Department. 


be returned to private control. 


ernment operation has proved a failure. 


“Inasmuch as they are being returned,” said Senator 
Watson, “we are left to the conclusion inevitably that the 
Postmaster-General regards his administration as a failure, 
and in that, I think, the entire country is willing to con- 


cur.” 


“So it is exceedingly gratifying,’ concluded Senator Wat- 
son, “to those of us who have always opposed the policy 
of government ownership to know that it has been a fail- 
I do not mean that I am glad to have 
any part of our government activities fail, because as one 
who upholds the government, I am glad to see whatever 
the government undertakes or any policy on which it em- 
barks a success; but inasmuch as there was no justifica- 
tion for taking these lines over, save that they should be 
seized to carry out a prearranged policy and in order to 
give Mr. Burleson an opportunity to exploit his ideas of 
government ownership, I have no regret to express at the 
I trust that out of it all will 


ure in this regard. 


failure which has resulted. 
come a lesson to the American people that we should not 


undertake at any time the operation, much less the owner- 


ship, of these public utilities by the government. If we 
learn that lesson, so the next generation cannot be induced 
to touch this question, I think the great cost it has occa- 
sioned will not have been expended in vain.” 


BURLESON’S WIRE STRIKE STATE- 
MENT 


The Trafic World Washington Bureau. 

Postmaster-General Burleson gave out the following 
Statement, June 11, relative to the wire strike: 

_ “The present strike of wire employees is wholly without 

Justification. It started at Atlanta, Ga., because it was 

clained 300 employees of the Southern Bell Telephone 


Con pany had been dismissed solely because of affiliation 


Wit!, the labor organization. This claim was later re- 
duc-d to 100, and still later to 34. The complaint was 
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That was not the intention when 
they were taken over, because when the legislation was 
enacted by virtue of which they were taken over there was 
no intention, either implied or expressed, that they should 
The President uses the 
term ‘of course’ because of the conditions that have re- 
‘Of course’ be- 
cause of incompetency; ‘of course’ because of inefficiency; 
‘of course’ because of increased cost; ‘of course’ because 
of inadequate revenue; ‘of course’ because of general dis- 
content on the part of those who use these systems 
‘of course’ because of a nation- 
‘of course’ because of utter demoralization 
‘of course’ they 
are to be returned to their owners and their managers.” 

Senator Watson said the great trouble about the tele- 
phone and telegraph service is that the same kind of man- 
agement has been given to them that has characterized 
Senator 
Watson called attention to the testimony of Mr. Burleson 
before the House committee at the time the wires were 
taken over, during which the Postmaster-General said that 
if the same efficient management were given the telegraph 
and telephone systems as that which had been given the 
postal service, the probability was that they never would 
He said further, the sen- 
ator pointed out, that if government control proved a fail- 
ure they would undoubtedly be returned. Senator Watson 
drew the inference that the wire systems were being re- 
turned willingly by the Postmaster-General because gov- 
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promptly referred to postoffice inspectors for investigation. 
While the investigation was in progress and before the 
investigators had time to ascertain the facts a sympa- 
thetic strike against the Western Union was called in the 
southeastern states. An insignificant percentage of the 
operatives respected this order to strike. Messages were 
not delayed and business was handled as usual. In the 
meantime it was ascertained that only 7 employees of the 
Southern Bell Telephone Company had been dismissed 
during the month of May, as compared with an average 
of 5 for two months preceding, and the investigation of 
these cases so far completed shows that no discrimination 
whatever has been practiced against employees of that 
company because of union affiliations. 

“The Senate committee having reported a bill in favor 
of turing back forthwith the wire systems to their owners 
and the House committee having indicated a purpose to 
take action along similar lines, an order was issued con- 
tinuing the operations of the wire systems for the remain- 
ing period of government control under Order No. 1783, 
dated Aug. 1, 1918. This was necessary so that the com- 
panies again could take up their own operations when 
the period of government control ends and could resume 
full control of their properties with as little confusion 
and disturbance as possible, and, further, so that they 
could promptly take steps to protect their finances from 
the consequences to too sudden action on the part of 
state utilities commissions in the change of rates which 
had been fixed during the period of government control. 
After this order was issued the present strike was ordered. 
Our information is that the telegraphic traffic has not been 
delayed and the information received indicates that it will 
not be delayed. During the period of government control the 
rules and regulations of the War Labor Board have been 
strictly observed and will continue to be observed during 
the continuance of government control, but no amount of 
pressure will avail to make the Wire Control Board ex- 
tend or go beyond those regulations. When the period 
of government control ends the wire systems can be and 
will be returned to their various owners intact, with their 
operating organizations intact, without the values of those 
properties having been in the slightest impaired.” 


HEARING ON OIL RATES 


The Trafic World Washington Bureau. 


An adjourned hearing on No. 10511, Western Petroleum 
Refiners’ Association vs. Director-General of Railroads, was 
begun at Washington on June 9, to allow the refiners at 
Shreveport, La., and in north Texas to intervene and ask 
for the extension of the revised rate structure proposed 
by the complainants to be extended to Shreveport. The 
first hearing was held at Chicago, May 16. E. M. Hinkle, 
traffic manager of the Louisiana Oil Refining corporation, 
and J. D. Field, traffic manager for the Caddo Central 
Refining corporation, submitted exhibits to show that they 
are prevented from going north and west with the product 
of the Shreveport refineries by the rate adjustment. They 
have acres of Pine Island crude awaiting refinement, but 
they are not able to go anywhere with their product except 
to the south and east and some for export, not directly, 
but indirectly. Texas interests also intervened in behalf 
of the retention of two groups from north Texas. Their 
interests were represented by E. P. Byars as commerce 
counsel for the Texas Refiners’ Association, W. E. Campbell 
traffic manager for the Panhandle Refining Company at 
Wichita Falls, and Paul M. Pope, president of the Sterling 
Refining company at Oklahoma City. The Texans were 
not opposed to the scheme for making rates put forward by 
Clifford Thorne, counsel for the complainants, which is to - 
make the rate from north Texas to group 2 in Kansas 
and group 3 in Oklahoma, the two groups to be regarded 
as the mid-continent field, as the base rate. They merely 
asked that the two groups in Texas be retained and the 
new structure built on them instead of having the two 
groups merged and treated as one. 


The Railroad Administration suggested a readjustment 
of the rates by increasing the charge from north Texas 
two cents. It admitted that there are inconsistencies in the 
present structure but insisted that they can be eliminated 
and a justifiable adjustment created by adding two cents 
to the rates that bear a proper relationship to each other. 
They insist that a reduction of rates anywhere at this 
time is unthinkable, 
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PERISHABLE FREIGHT TARIFF 


The Traffic World Washington Bureau. 


In asking the Commission under Section 8 of the federal 
control act to conduct an investigation into the rates, rules 
and regulations proposed in Perishable Protective Tariff 
No. 1, Director General Hines acted on the recommendation 
of Max Thelen, Director of the Division of Public Service. 
Mr. Thelen insisted that the informal conferences held by 
the Railroad Administration with state commissions and 
with representatives of the shippers, were not sufficient to 
carry out the promise by the Director-General in General 
Order No. 58, in which Mr. Hines defined the new relation 
that should exist between the Railroad Administration and 
the state commissioners. 

A part of that perishable tariff is now in effect. It was 
put in as an emergency measure. The Fruit Growers’ Ex- 
press, which furnishes refrigerators for the movement of 
fruits and vegetables from Florida, Georgia, and other 
parts of the southeast, intimated that it would withdraw 
its refrigerator cars from that service, if it did not get 
an increase for furnishing stated refrigeration. The in- 
creased charges carried in the tariff, in part, were allowed 
to become effective from Florida, from Georgia, eastern 
Tennessee, northeastern Alabama, both sections of Vir- 
ginia, the Carolinas, and the eastern shore of Maryland. 
The Division of Public Service, however, did not allow 
the cancellation of the half-tank car privilege, which is 
on a basis of about 77 per cent of the full tank. That 
half-tank service is rendered for citrus fruit shippers. They 
do not need full bunkers of ice in the movement of their 
product. The rates that will apply on Georgia peaches 
were also cut down about $5 per car. The Division of 
Public Service was able to constrain that reduction be- 
cause it was able to show that a number of years ago the 
railroads, in defending the rates on Georgia peaches, said 
that they had to be made as high as then proposed, be- 
cause they were under the necessity of hauling about 
12,000 pounds of ice in the bunkers, without charge, and 
that for that reason the charge would have to be some- 
what higher than if no more ice were hauled than on 
citrus fruit shipments. Nor were the railroads allowed 
to cancel the loading and stripping absorption, where they 
had been loading and stripping the cars so as to allow 
the free circulation of cold air. The railroads will have 
to continue to bear the cost of loading and stripping, 
where they have been performing that service without 
extra cost, because a number of years ago they testified 
that if they were not required to load the fruit or to 
place strips of lumber between the baskets or crates, as 
the case might be, they would be able to perform the 
transportation at a lower rate. 

The railroads were permitted to retain, in the parts 
of the perishable freight tariff that were permitted to 
become operative, a charge of $5 for repairs to bunkers 
on condition that that factor would be reduced if it could 
be shown that the cost of such repairs would not be so 
great as that. The Division of Public Service could not 
require a charge of less than $5, because the Interstate 
Commerce Commission, in the Pre-Cooling Case, had al- 
lowed that sum for repairs to bunkers, after each trip 
across the Continent. 

The announcement of the Commission with regard to 
the investigation, Docket No. 10664, is as follows: 


“The United States Railroad Administration has com- 
piled and printed a consolidation tariff entitled Perish- 
able Protective Tariff No. 1,’ which it desires to make ef- 
fective upon the lines of all carriers under federal control, 
embodying charges, rules and regulations applicable to the 
handling of perishable products of all kinds, including 
fruits and vegetables, berries, melons, fresh meats, packing 
house products, dairy products, liquids, including bever- 
ages, etc. 


“The charges, rules and regulations contained in this tariff 
are intended to supersede, with a few exceptions, those now 
applicable on perishable freight in the agency and indi- 
vidual lines’ tariffs, classifications and rules circulars of 
of the various carriers. The tariff applies on perishable 
freight shipped to, from and between all points in the 
United States and from points in the United States to the 
Dominion of Canada. It includes many changes in rules 
and regulations and many increases in accessorial charges 
applicable to the handling and protection of perishable 
goods of all kinds, in carloads and less-than-carloads. 
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“Upon request of the Director-General of Railroads, pur. 
suant to the provisions of section 8 of the federal contro} 
act, the Commission has undertaken an investigation con. 
cerning the charges, rules and regulations of the proposed 
tariff, with a view to advising the Director-General whether 
it is desirable that such a tariff should be filed to become 
effective as proposed or with such modifications or 
changes as the Commission may recommend. 

“The United States Railroad Administration is desirous 
of having this investigation made and completed ai the 
earliest possible date, and with that end in view, the 
Commission has docketed the case as above numbered and 
entitled, and has assigned it for hearing at the times and 
places hereinafter designated. 

“The Commission is advised that a ‘proof copy’ of the 
proposed tariff has been the subject of extended con- 
ferences between officials of the Railroad Administration 
and representatives, from various parts of the country, of 
shippers and associations of shippers of the perishable 
freight in question. It is further advised that copies of 
the proposed tariff, which is understood to contain re. 
visions resulting from criticisms of the original ‘proof 
copy,’ have been sent to substantially all the parties who 
took part in the conferences referred to, and also to the 
railroad or public service commissions of the various 
states. 


“To the end that wide publicity may be given to the 
investigation and that all interested parties may have 
opportunity to be heard upon the propriety of the charges, 
rules and regulations contained in the proposed tariff, the 
Commission is sending to such representatives of shippers 
and shippers’ associations as attended the conferences, and 
also to the state railroad and public service commissions, 
copies of its order instituting this investigation together 
with this notice of the schedule of hearings. 


“These hearings will be held in different parts of the 
country and, for the convenience of those who may desire 
to be heard at some one hearing but may find it difficult 
to attend the first, or all, sessions, and to avoid unneces- 
sary repetition of testimony, the Commission will permit 
the state commissions, shippers, shippers’ associations and 
such other interested parties as may desire to do so, to 
file their appearances by mail. A letter addressed to 
‘Chief, Bureau of Dockets, Interstate Commerce Commis- 
sion, Washington, D. C.,’ of which three copies must be 
furnished, will suffice for this purpose and should contain the 
following information: (1) the number and title of the case; 
(2) the name and address of the party to whom it is desired 
all notices shall be sent; and (3) the party on whose 
behalf the appearance is entered. This will not, of course, 
preclude parties or their representatives from personally 
filing their appearances with the official reporter at the 
hearing in the usual manner. In so far as practicable, 
the Commission will endeavor to send without charge 
to parties of record,.copies of the exhibits introduced by 
the United States Railroad Administration, which has 
agreed to print and furnish copies for this purpose, and to 
do the like in respect of copies so supplied by other parties 
of the exhibits introduced by them. In doing so the Conm- 
mission will use its discretion to avoid supplying parties 
with copies of exhibits which relate only to classes of freight 
in which they are not interested, and may find it neces 
sary to confine the privilege to state commissions and as 
sociations of shippers. 


“The purpose of this special procedure is to relieve 
parties who are interested in the investigation and desire 
to be heard from any necessity of attending all the hear- 
ings and traveling to remote points, by keeping them aé- 
vised of the progress of the proceeding so that they may 
be prepared to present their views, when, subsequently, 
they are offered an opportunity at a more convenient 
place of hearing. It is expected that witnesses of the 
United States Railroad Administration who testify in re 
gard to matters of other than local interest will be present 
and subject to cross examination at all hearings. 


“As soon as possible after the hearings, but not less 
than 10 days thereafter, the case will be assigned for 
argument before the Commission at Washington. All 
briefs will be filed with the Commission at the time of 
argument. If practicable, the date for argument and the 
filing of briefs will be announced at the close of the final 
hearing. 

“Daily copies of the transcript of evidence will be issued 
by Hulse & Allen, official reporters of the Commissi0, 
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yith headquarters at 244 Madison Avenue, New York, N. Y. 
parties desiring to obtain copies of the transcript in whole 
or in part may do so by addressing an order for the same 
io the address stated, or may place their order with the 
oficial reporter at the time of hearing. A charge of 12.5 
ents per page, which is the charge authorized and ap- 
proved by the Commission, will be made by the Official 
reporters for furnishing copies of the transcript. 

“It is expected that all parties desiring to be heard in 
ihis proceeding will conform their participation therein 
io the necessities of the Commission, whose time is some- 
what limited and its engagements necessarily so fixed as 
not readily to permit of change therein. To this end, 
therefore, and in the interest of orderly procedure, it is 
suggested that the parties to be heard, be prepared and 
present themselves for hearing before Attorney-Examiner 
(, R. Marshall according to the grouping of geographical 
districts indicated in the following schedule of hearings: 


te A I Cis daa owe se hig Wlaa\olare nee bes ope hab eale eau 
For Arizona, Nevada, California. 
i Me . SSAN Gab aherelg 6 b's.4 vat waiciniho ea nueaneehle satis ees July 16 
For Oregon, Washington, Idaho, Montana. 
INDE, MERI 2:10 5 ord lek ay dl acpiatind te We ia) Hiatainod aida aim ae ean meee July 23 
For Colorado, Wyoming, Utah, New Mexico, Kansas. 
EG ey OEY errr Pee RT es Ee a July 30 
For North Dakota, South Dakota, Nebraska, Min- 
nesota, Iowa, Missouri, Wisconsin, Illinois, Indiana, 
Ohio, —. 
ee A ae le os a g.o a oak ewe ee waaeaee September 2 
For New England states, New York, Pennsylvania, 
West Virginia, Maryland, New Jersey, Delaware. 
A REL LE I ELLOS RE Ee SK September 11 
For Virginia, North Carolina, South Carolina, Ken- 
tucky, Tennessee, Georgia, Alabama, Florida. 
New Orleans, La. 
For Mississippi, 
Texas.’ 


shad hie Sil arse ioabi os, ea seared iain ain & ebeete aie September 18 
Arkansas, Louisiana, Oklahoma, 


INCREASE ON ICE 


The Trafic World Washington Bureau. 


The railroads have begun an agitation for a further in- 
crease on ice furnished by them at initial and re-icing 
stations, in Official Classification territory. Early in the 
year the charge was increased from $2.50 to $4 per ton. 
Some are now asking for as much as $6 per ton; others 
think that $5 would cover the cost of furnishing the ice 
and putting it into the bunkers. No definite figure has 
been agreed upon for submission to the Eastern Freight 
Trafic Committee, which is considering the matter. 


This increase will affect every shipper of perishable 
freight, either at the initial or re-icing station. The big 
packers do their own initial icing, but have the re-icing 
done at stations maintained by the carriers. Some of 
them, a number of years ago, had re-icing stations of 
their own, at which they did re-icing as agents of the 
railroad companies. The Interstate Commerce Commis- 
sion, however, frowned on that practice, and they sold 
their icing stations to the railroads. 


Inasmuch as the packers furnish, in nearly all instances, 
the initial icing, they have data which can be submitted 
to the Eastern Freight Traffic Committee if and when the 
railroads come to a conclusion as to what increase they 
will demand. The proposed increase will hit the packers 
aid the shippers of dairy products in carload quantities. 
Nearly all other shippers of perishable freight ship on what 
are known as stated refrigeration charges; that is to say, 
the railroads offer to carry a carload of perishable freight 
from one point to another at a charge of a specified num- 
ber of dollars for the whole service, regardless of how 
much ice they put in at the initial station or at stations 
in transit. 


HANDLING CALIFORNIA’S GRAPES 


The Railroad Administration is not indifferent to the 
Possibility that California’s wine grapes may be afforded 
4 market in the east and is taking steps to be prepared 
for such a contingency, according to G. W. Luce, freight 


trafic manager of the Southern Pacific. Referring to the 
Situation in the Lodi district, particularly, where growers 
have expressed fear that facilities may prove inadequate, 
Mr. Luce said: 

“There will be no difficulty in handling the estimated 
‘top of table grapes, which the growers put at 5,000 cars, 
on a basis of 75 cars a day for 60 days. 

‘Concerning the wine grape situation, the question of 
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a heavy movement east is entirely problematical, depend- 
ing on the amendment of the prohibition act. If grapes 
can be shipped east for the manufacture of wine by 
individual users or for home consumption, the present 
loading facilities will permit our handling two hundred 
thousand tons of wine grapes on a basis of 250 carloads 
a day. This is possible because wine grapes do not neces- 
sarily have to be loaded through a packing house, but 
can be loaded into cars placed on team tracks, of which 
there is a sufficient number available. 


“While loading facilities are adequate, it is true that 
the supply of refrigerator cars may prove a problem if 
wine grapes are offered at the last moment in an un- 
precedented tonnage, but unfortunately the growers are 
not in a position to advise us whether they will need cars 
or not, and hence we cannot anticipate their needs on 
that score. We are watching the situation closely and 
will do our best.” 


RATES ON COAL 


The Trafic World Washington Bureau. 


The Railroad Administration has asked the Commission 
(which will comply) to hold an investigation of the rela- 
tionship that should exist, if any, between rates on coal 
from Illinois mines, on the one hand, and rates on coal 
from mines in Ohio, Pennsylvania and West Virginia, to 
competitive markets in Wisconsin, Minnesota and northern 
Iowa. As to that relationship, the Administration held a 
conference with mine operators, coal dealers and state 
commissioners May 29. Robert C. Wright then announced 
that the Division of Traffic would not undertake to answer 
that question, which, it had been suggested, would be 
answered fully by adding thirty cents to rates from Illinois 
mines. The inference drawn from that was that Mr. Hines 
himself would have to make the decision. The request 
sent to the Commission indicates that Mr. Hines does not 
relish the responsibility. 











OPERATING FIGURES FOR APRIL 


The Trafic World Washington Bureau. 


A summary of the results of operations in April cover- 
ing 184 Class I roads and 17 switching and terminal prop- 
erties promulgated by the Commission on June 10 shows an 
increase in the operating revenue for the country as a 
whole from $371,640,412 to $399,167,731; expenses from 
$281,562,580 to $344,432,079. Railway operating income fell 
from $74,917,523 to $28,725,697 and the operating ratio went 
up from 75.76 to 88.5. 


In the Eastern District the revenue increased from $168,- 
137,576 to $173,479,817; expenses from $134,225,408 to $157,- 
696,710. Income fell from $27,875,854 to $9,283,943 and the 
operating ratio jumped from 79.83 to 90.9. 


In the Southern District the revenue rose from $59,988,- 
036 to $64,146,454; expenses from $41,664,296 to $56,468,745 
and income fell from $16,035,485 to $5,343,701. The operat- 
ing ratio climbed from 69.45 to 88.03. 


In the Western District the revenue increased from 
$143,514,800 to $151,541,460; expenses from $105,672,876 to 
$130,266,624. Income dropped from $31,006,184 to $14,098,- 
053 and the ratio vaulted from 73.63 to 85.96. 

For the four months ending with April the revenue 
for the country as a whole increased from $1,313,847,370 
to $1,515,738,361; expenses from $1,099,090,788 to $1,377,- 
628,563 and operating income slid down from $155,003,419 
to $76,654,714 and the ratio went up from 83.65 to 90.89. 


In the Eastern District the revenue decreased from $569,- 
596,688 to $671,496,036; expenses from $524,609,806 to $635,- 
648,574. Income fell from $21,171,426 to $11,098,150 and 
ratio increased from 92.1 to 94.66. — 

In the Southern District the revenue increased from 
$219,479,040 to $252,301,723; expenses from $163,318,563 to 
$223,437,056. Income fell from $47,251,894 to $19,496,322 
and the ratio increased from 74.51 to 88.56. 

In the Western District the revenue increased from $524,- 
771,642 to $591,940,602; expenses from $401,162,419 to $518,- 
542,933. Income fell from $86,580,099 to $46,060,242 and 
the ratio increased from 78.35 to 87.60. 


THE TRAFFIC WORLD 


OPPOSE POINDEXTER BILL 


The Trafic World Washington Bureau. 


That enactment of the proposed amendment of section 
4 of the act to regulate commerce, as provided in Senate 
Bill No. 360, introduced by Senator Poindexter, would be 
inimical to the successful development of the commerce of 
the country and to the welfare of the carriers was the 
position taken by Henry C. Barlow of Chicago, appearing 
before the Senate interstate commerce committee June 
10 in behalf of the National Industrial Traffic League, the 
Illinois Manufacturers’ Association, the Illinois Traffic 
League and the Chicago Association of Commerce. 


Mr. Barlow said those for whom he spoke are opposed 
to a rigid application of the long-and-short-haul principle 
which would obtain if the proposed amendment goes 
through. He said he believed that as the act now reads, 
it is conducive to the greatest good to the greatest num- 
ber. The Commission, he said, should continue to ex- 
ercise the broadest discretionary power in respect to the 
fourth section, as each case presents a different aspect, 
and that irreparable loss would result to both the shipper 
and carrier if they could not get relief in certain instances. 
He said that no fixed rule could be laid down. 

Every case, the witness said, speaking of applications 
for relief to meet water competition and to permit the 
longer to meet rates of shorter lines between given points, 
should be subject to the rule of reason instead of an un- 
yielding fiat. = cake 

Senator Pomerene asked Mr. Barlow if it was his judg- 
ment that it would be right for the Commission to make 
a rate for shipments from the far west through Ohio to 
New York, Philadelphia and Boston at a less rate than 
they would allow shipments from the west to great in- 
dustrial centers like Cleveland, Columbus, Cincinnati, 
Youngstown, Canton and Akron. 

Mr. Barlow said that depended entirely on the circum- 
stances and the necessity for such action. He said if 
the carriers could make a profit hauling goods from San 
Francisco to New York at a lower rate than to Chicago, 
the Commission should be empowered to say whether that 
should be done or not, and, if so, what effect it would 
‘have on rates to Chicago and to points in Ohio. 

“You think the industries of Ohio could continue to 
do business if there were lower rates to the coast through 
Ohio?” asked Senator Pomerene. 

Mr. Barlow replied that the rate from San Francisco 
to New York would be in effect anyhow by water. The 
results, he said, following the water rates, would be the 
same in Chicago and Ohio as they would if the rail lines 
were permitted to participate in some of the traffic, pro- 
vided they had authority to do so and took upon them- 
selves to discharge, subject to the Commission, justice to 
interior points. 

“You would destroy Ohio industries because they did not 
have the advantage of ocean transportation?” asked Sen- 
ator Pomerene. 

“No,” replied the witness. “I am trying to preserve 
them. I believe the present law does.” 

Asked by Chairman Cummins whether there are any 
such rates in effect as referred to in the discussion, Mr. 
Barlow said the rates on sugar from San Francisco to 
Chicago are less than those to Kansas City. He said the 
western sugar industry could not reach the Chicago mar- 
ket if the rates were higher—that the existing rates per- 
mitted domestic industries to meet foreign competition, 
from Cuba, via New York and New Orleans. 

If the rates were raised to Chicago, he said, Cuban 
sugar would dominate the Chicago market, which would 
be dependent in that case on one source of sugar supply. 

Mr. Barlow said the carriers must have sufficient reve- 
"nue to meet expenses and that if they are compelled to 
reduce all interior rates they will not have sufficient 
revenue, 

“And you prefer to do it by penalizing the intermountain 
region or the Ohio region?” asked Senator Pomerene. 

“Yes,” replied Mr. Barlow, “provided the penalty is not 
unjust.” 

Mr. Barlow said he believed the act to regulate com- 
merce should be strengthened to permit the Commission 
to fix minimum rates as well as maximum rates. 

Joseph C. Lincoln of New York, traffic manager of the 
Merchants’ Association of New York City, and appearing 
also for the National League of Commission Merchants, 
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was the second witness, but the committee adjourned ty 
meet again June 11, before Mr. Lincoln concluc d hig 
statement. Mr. Lincoln reviewed the history of tie pro. 
ceedings which had resulted in the act to regulat: com. 
merce as it stands now. 

Continuing his statement before the Senate int>rstate 
commerce committee when it resumed its hearing, Jiine 11, 
on the Poindexter bill providing for amendment of the 
fourth section of the Act to Regulate Commerce, Mr. James 
C. Lincoln of New .ork stated why he and those for whom 
he represents are opposed to the Poindexter amendnient, 

Mr. Lincoln said the question involved is that of the 
railroads competing with water carriers and that the pos. 
sibility of all water service from New York to the Pacific 
coast establishes keen competition which the railroads have 
to meet if they wish to participate in the traffic. Whether 
the roads should be permitted to participate, he said, is the 
question to be determined. 

“We believe,” he said, “that if a rigid application of the 
fourth section prevailed, that it would have the effect of 
confining Pacific coast business to the water lines. In view 
of the volume of business involved, this would mean a seri. 
ous loss to the carriers and result in impairment of their 
property. We must have additional rail facilities as against 
water and the railroads should be encouraged.” 

Chairman Cummins asked the witness why it is that a 
lower rate obtains from Detroit to Seattle than from De. 
troit to Spokane and why it is that Spokane should not 
have as low a rate as does Seattle in view of the fact that 
it is a shorter haul. He said he wanted to know the pro- 
priety of charging a higher rate to Spokane than to Seattle. 

Mr. Lincoln replied that if a higher rate were attached 
to Seattle that the revenue of the carriers would be af 
fected. 


“Your great concern seems to be for the railroads,” said 
Senator Poindexter. 


The witness said that if the railroads did not obtain suf: 
ficient revenue the shippers would suffer. 


Mr. Lincoln said industries in the states of New York 
and New Jersey and in New England believe that they 
should be permitted to enter the Pacific coast in competi- 
tion with all water shipments. 


Chairman Cummins said he could not see the justice of 
the position taken by the witness, referring to Spokane 
again. He said so long as Spokane is discriminated against 
by the fact that there is a lower rate to Seattle from the 
east than to Spokane the development of that part of the 
country is retarded and that by application of Mr. Lincoln's 
reasoning he could not see that the intermountain country 
is not injured. 

In reply to a question from Senator Poindexter, Mr. Lit- 
coln said that if the fourth section is applied or enforced 
rigidly that the bulk of the traffic from New York to Sal 
Francisco would move by water. Senator Poindexter said 
one object of the amendment was to build up ocean trans- 
portation from the east coast to the west. Mr. Lincoli 
said he believed in such development, but that the railroads 
should be permitted to compete with the water carriers. 

The next witness heard by the committee was W. H. 
Chandler, manager of the transportation bureau of the 
Boston Chamber of Commerce. He appeared for the Bostez 
Chamber of Commerce, New England Traffic League, New 
England Paper and Pulp Traffic Association, Manufactul 
ers’ Association of Connecticut, ‘Worcester Chamber of 
Commerce, Essex County (Mass.) Associated Board of 
Trade, Springfield (Mass.) Chamber of Commerce, ané 
Providence (R. I.) Chamber of Commerce. He presented (0 
the committee the reasons why the organizations he rel 
resented are opposed to the proposed amendment. 

“If it is the desire to deprive the seaports of their rail 
advantages,” he said, “and to place all territory contigr 
ous to said ports in the same relative position as points 
far inland, so far as all rail transportation is concerned, 
a rigid long-and-short-haul clause will accomplish that ené, 
for the rail carriers are as much regulators of water cal 
riers as are water carriers regulators of rail rates. | do nd 
refer to unbridled competition, but such as we now havé 

“If it is the desire of Congress to increase the general 
level of rates to and from non-competitive territory and ! 
encourage an increase in port to port rates by water lines 
a rigid long-and-short-haul amendment will bring about thal 
result. If the rail carriers are to forego participation 1 
traffic between ports they will have to increase their nol 
competitive rates to make up the deficit unless they 4 
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now actually getting more revenue than is necessary for 
their welfare.” 

Mr. Chandler said enforcement of a rigid fourth sec- 
tion would mean either a very material advance in rates in 
jerritory in tne southeastern part of the country or a reduc- 
tion of all rates to the level of Memphis and Mobile. 

The witness said that if such a change occurred it would 
put New England “out of the market.” 

“You are afraid the West will get the business, aren’t 
you?” asked Senator Poindexter. 

“yes,” replied Mr. Chandler. “We’re always afraid of the 
West.” 

He said New England was trying to hold its business and 
he did not blame the West for trying to get business. 
Years ago, he said, freight rates from New England were 
amatter of indifference to New England shippers, because 
ihey largely dealt in commodities which were not manufac- 
tured elsewhere. Now that situation has been changed, 
he said. He said he had never been accused of holding 
a brief for the railroads, but that if they did not get suffi- 
cient revenue the shippers would suffer in the end. 

In closing his testimony at the hearing on the Poindexter 


‘fourth section amendment, June 12, Mr. Chandler said the 


proposed bill disregards industrial competition and that the 
business of the country has been built up on the present 
basis. Increases in costs of commodities to the consumer 
would follow passage of the Poindexter amendment, he said, 
and the results would be harmful to the shipper, consignee 
and carrier. : 

Addressing himself to the proposition that the amend- 
ment would destroy competition, Mr. Chandler said that 
when competition in transportation facilities was elimi- 
nted as the result of government control the shippers 
experienced the poorest service they had ever had. Mr. 
Chandler said the effect of the amendment would be to 
put rates on a mileage basis. 

Senator Poindexter said he wished the record to show 
that the proposed bill does nothing of the kind. 

Mr. Chandler said he did not mean that the rates would 
be made purely on a mileage basis, but would have the 
efect of making rates greater for a longer than a shorter 
distance. 

J. A. Morgan, of Houston, Tex., appeared before the com- 
mittee as the representative of the Chamber of Commerce 
of Houston, Houston Harbor Board, Houston Municipal 
Belt Railroad, Texas Ports Traffic Association and Texas 
industrial Traffic League. 


Mr. Morgan protested against the application of a rigid 
fourth section clause. He said that the Texas gulf coast 
tities had been built up commercially as the result of low 
rail and low water rates and that enactment of the pro- 
posed amendment would disrupt this situation and cause 
business depression. He said a hard and fast fourth sec- 
tion order would result in a universal mileage scale. 

Mr. Morgan argued that the present rate structure should 
hot be disturbed at least until the railroads are returned 
to private ownership and control. 


“It is my opinion,” he said, “that should this bill become 
alaw and fourth section privileges now granted to Texas 
coast cities be eliminated, the coastwise boat lines operat- 
ing between Atlantic seaboard points and Texas gulf coast 
points will advance their rates in proportion to the advance 
caused by the cancellation of the lower all-rail rates; in 
other words, the coastwise boats would maintain the exist- 
ing parity between rail-and-water and all-rail rates.” 


Referring to the effect on passenger rates, Mr. Morgan 

said the proposed bill would prevent a lower rate to be 
charged for a greater distance than for a shorter and that 
if passed it would eliminate all mileage books, special 
fares, excursion fares and commuters’ tickets. He said 
this feature of the bill seemed to have been overlooked. 
It was pointed out, however, that this situation could be 
ol by an exemption clause relating to such passenger 
raffic. 

Mr. Morgan said the organizations he represented favor 
tail lines meeting water competition under proper regula- 
tions administered by the Commission and that they are in 
favor of reasonable departures from the fourth section to 
Permi* out-of-route or long lines to meet short line com- 
betition. He said he favored a law requiring physical rail 
Conne. tions between boat lines and rail lines. 

BE. |. Rich, attorney, of Boston, Mass., representing the 
Assoc ated Industries of Massachusetts; the Chamber of 
Comr =ree of Massachusetts; the Chamber of Commerce of 
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Rome, N. Y., Wilmington, Del., and the Manufacturers’ As- 
sociation of Wilmington, and the United Shoe Machinery 
Company. 

Mr. Rich said the inevitable result of enactment of the 
proposed bill will be that the long lines will be compelled 
to go out of competitive business. He said wasteful com- 
petition must be eliminated, but that competition should 


-not be killed. 


Mr. Rich suggested an amendment to the fourth section 
as it now stands as follows: 


“Provided, however, That upon application to the Inter- 
state Commerce Commission such common carriers may, 
after investigation, be authorized by the Commission to 
charge less for longer than for shorter distances for the 
transportation of passengers or property, and provided 
further that the rates for the longer distances authorized 
by the Commission shall not be less than is necessary to 
preserve such actual competition at these points as is in 
the public interest.” 


Chairman Cummins said the point that has always both- 
ered him is that the railroads contend they must raise their 
revenue by doing business at terminal points at cost and 
get the rest of their revenue from intermediate points. 


Mr. Rich said the competitive policy which has obtained 
is responsible for the situation as it exists. He said the 
theory may be wrong—that it may be the proper policy to 
do away with competition, but that up to this time it has 
been the policy to preserve reasonable competition. 


“If you destroy competition,” he said, “—and you will 
destroy it under this act—you are going to a situation 
where every community will have the advantages of its 
peculiar location so far as inland communities are con- 
cerned. This country was built up on the theory of com- 
petition. It may be a wrong policy. We have been getting 
away from it during the war. If you want to go back to 
the policy which built up this country you must go back 
to the policy of competition.” 


Mr. Rich said enactment of the Poindexter bill would 
uproot the industrial system of the country. 

Referring to New England paper manufacturers com- 
peting at Chicago with Michigan manufacturers because 


‘of a rate which enables the New England manufacturer to 


compete, Mr. Rich said that may be wrong, but that, it was 
under such a system that our industries have been built up. 

Benjamin Gilham, of Macon, Ga., entered a _ protest 
against the proposed amendment. 


Witnesses who are in favor of the Poindexter bill are to 
be heard at later hearings. 


SOUTHWEST PROTESTS ORDER 


Milwaukee, Wis., June 13.—A committee of the South- 
western Industrial Traffic League, consisting of U. S. Paw- 
kett, president; C. D. Mowen, vice-president; G. J. Vizard, 
director; and L. F. Daspit, director, yesterday sent to 
Chairman Aitchison of the Interstate Commerce Commis- 
sion the following telegram: 


“Supplemental Order ex parte 57, May 27, permits rad- 
ical increases in differentials, materially advancing through 
rates to southwest about equaling combinations on base 
point, destroying long existing relationships and parity of 
rates to Mississippi Valley and river points and, contrary 
to frequently expressed opinion that through rates be less 
than combinations. As no hearing on this order affecting 
the southwest has been given to public, Southwestern 
Industrial Traffic League protests and asks for suspension 
of order pending hearing.” 


HEARINGS POSTPONED 


The hearing on the proposal to make a charge for intra- 
plant, intra-terminal or inter-terminal movement of pri- 
vately owned equipment, not related to prior or subsequent 
loaded car haul, which was scheduled by the Western 
Freight Traffic Committee for June 17, has been postponed 
until June 24. 

The hearing on the proposed revision of proportional 
rates and rules governing transit privileges on lumber, 
etc., from St. Paul, Minnesota Transfer and Minneapolis, 
on shipments originating beyond, which was scheduled 
by the same committee for June 24, has been postponed 
to July 1. 
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Ocean Freight Rates and Tariffs 


Sixth of a Series of Articles on Ocean Shipping, Written by Grover G. Huebner for the 
Traffic World 


The differences between ccean line and tramp traffic 
referred to in article No. 3 are equally as significant in 
the making of ocean rates as in the performance of trans- 
portation services, and those who are familiar with the 
making of railroad freight rates will, in their dealing with 
ocean carriers, notice wide differences in the rate-making 
practices of both ocean lines and tramps as compared 
with the usual practice of the railroads. 

In the ocean tramp service no freight classifications 
are used, and even in the steamship line service the pub- 
lication of classifications is the exception rather than the 
general rule. In a number of the ocean trades, however, 
some of the lines issue classifications. The Gulf Foreign 
Freight Committee, which includes a number of steamship 
lines operating from Key West, Mobile, New Orleans and 
Galveston to Cuban ports, classifies ocean traffic according 
to the classes provided for in the Official Classification 
of the eastern trunk line railroads. Other ocean freight 
classifications subdivide freight in less detail. Thus the 
Ward, Kerr and Wolvin steamship lines publish classifi- 
cations containing three numbered classes, and, in addi- 
tion, various articles are rated at multiples of the first 
class. The United Fruit Company, in its west coast 
South American trade, groups freight into four numbered 
classes with various additional multiple ratings. The clas- 
sification of the Panama Railroad Steamship Line recog- 
nizes five numbered classes and additional multiple ratings 
in its shipments to Colon and Cristobal, and four num- 
bered classes with additional multiple ratings in its west 
coast South American trade. 

On many of the principal ocean routes no freight clas- 
sifications whatever are issued. In the north Atlantic 
trade between the United States and European countries 
classifications have not been issued, except the westbound 
classification applicable from Germany 
States, which the German lines published before the war. 


Ocean Rate Tariffs 


Although the practice of publishing ocean rate tariffs 
is somewhat more common than the classification of ocean 
freight, published ocean tariffs are by no means the gen- 
eral rule in the line services. The constant fluctuations 
of charter rates in ocean traffic have made published tariffs 
in the tramp services impracticable, and the regular lines 
operating in the foreign trade have not been required by 
law to publish tariffs. 

Some of the ocean lines have, however, voluntarily pub- 
lished tariffs; for example, the lines operating from the 
United States to the west coast of South America, to the 
ports of Mexico and the West Indies, and in some in- 
stances from the Pacific ports of the United States to 
Oriental ports. Before the war the German lines pub- 
lished tariffs for their westbound trans-Atlantic traffic, and 
at various Atlantic ports of the United States steamship 
agents have issued “rate cards” showing eastbound trans- 
Atlantic rates. Published tariffs are exceptional, however, 
in the north Atlantic trade, and also in the trade between 
the eastern ports of the United States and the Orient, 
Africa, Australasia and the east coast ports of South 
America. In these trades the freight agents and brokers 
are provided with tariffs or instructions as to what rates 
are in effect, but published tariffs are not provided for the 
consultation of ocean shippers. 

Ocean lines which classify freight quote both class and 
commodity rates, but some of the tariffs contain only com- 
modity rates, the various articles being listed alphabetic- 
ally. They may also contain general cargo rates per ton 
“weight or measurement, ship’s option,” for shipments 
which are not assigned specific class or commodity rates. 
The basic ton in this case is either a ton of weight, usually 
2.240 pounds, or a measurement ton, usually 40 cubic feet 
of space, and the carrier has the option of computing the 
freight on whichever basis yields the higher charge. Many 
class and specific rates are also quoted on the weight or 
measurement basis, ship’s option, although the rate unit 
frequently is not a ton. Ocean line rates are in many 
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instances quoted at stated amounts per 100 pounds, per 
cubic foot, per bushel, quarter, bag, barrel, case, Carboy, 
drum, M feet, bale, head or other customary commercia| 
unit defined in the tariffs. Some rates are quoted jp 
terms of a percentage of a commodity’s value, and if the 
value of a shipment exceeds a stated maximum amount 
there may be an “extra” rate over and above its specific 
commodity rate, the extra rate being in most cases q 
percentage of the commodity’s value. 


Charter rates, in case of a trip or voyage charter party, 
are usually based on the tonnage of cargo shipped. Those 
paid under time charter parties are usually based on the 
vessel’s dead-weight tonnage in case of a cargo vessel, 
and on gross register tonnage in case of passenger ves. 
sels, although lump sums are sometimes paid and other 
variations from customary practices occur. 


Ocean line tariffs contain shipping rules which vary 
both as to number and contents. They variously provide 
that commodity rates contained in a given tariff shall 
take precedence over class rates; that all rates are sub. 
ject to change without notice; that the rates are based 
upon a specified value limit; that if various articles are 
mixed in the same package, the charge is to be computed 
on the basis of the highest rate of any article included: 
that the minimum charge shall be that specified in the 
ocean bill of lading; that marine insurance is not included 
in the quoted freight rates; that various articles need to 
be packed as required in the tariff; that certain named fra- 
gile and perishable commodities are accepted at the owner's 
risk; and in many instances that the rates shall be prepaid. 
Ocean tariffs may also specify a maximum weight for single 
packages; they may, in addition to the freight rates, re 
quire the payment of “primage,” which is a _ percentage 
(5 or 10 per cent) of the freight rates; they may fix the 
number of copies of the ocean bill of lading to be pre 
pared by the shipper for carrier’s use; also the contents 
of the bills of the lading. Ocean tariffs sometimes state 
foreign consular requirements for the convenience of 
freight agents, brokers and shippers. 


Published ocean line tariffs differ from railroad tariffs 
in that they do not contain all the rates charged by the 
issuing carriers. In practice the regular cargo rates ol 
ocean lines have frequently varied from their tariffs even 
when the latter were published. Their published tariffs 
moreover, do not include berth cargo rates, which fluctu- 
ate as the lines and tramps bid for these cargoes. Some 
regular line cargo is also carried under time contracts 
which contain rates that are more constant and may be 
lower than those contained in published tariffs. 


Line Freight Rate Factors 


The regular cargo rates of ocean steamship lines have 
usually been either made or limited by agreement. The 
ocean conferences referred to in article No. 3 have beet 
of the greatest importance, because it is only the excep 
tional line that is not a member. Sometimes the actual 
rates are fixed by agreement, sometimes minimum rates 
are agreed upon, the actual rates if higher being made 
by the individual members of the conference with the 
common knowledge of all. Some rate agreements estab- 
lish differential rates for the indirect lines and those whose 
services are inferior. The rate agreements are in many 
cases supported by money or traffic pools, by a division of 
tonnage, of sailings or of ports, or by other devices de 
signed to make the rate agreements effective. Measures 
have also been taken to control whatever competition from 
non-conference lines may arise. 

The aim of ocean lines is to fix their regular cargo rates 
at what the traffic will bear. The monopoly power a 
quired through their conferences is not, however, Col 
plete, as the rates of the conference lines, even though 
subject to agreement, are not free from competition. Col 
petition between the conference lines is restricted al 
controlled, but not entifely eliminated. Neither the stroms 
nor the weak lines are always in a position to obtain thel! 
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wishes in full, and the rates on some of the principal com- 
modities are in many instances not included in their rate 
agreements. Besides the competition of non-conference 
lines, @ measure of tramp competition, moreover, is en- 
countered in connection with their regular cargo rates on 
jron and steel and other bulky cargoes for which either 
line or tramp services are available, and when regular 
line rates on miscellaneous cargo reach an exorbitant 
level, ship brokers or speculators at times put a tramp 
yessel on the berth for less than shipload lots of general 
cargo. 

A distinction needs,to be drawn between the regular 
cargo and berth cargo rates of ocean lines. The latter 
are made in direct competition with tramp vessels and 
frequently under open competition between the lines them- 
selves. Berth cargoes of grain, case oil and similar com- 
modities are often bid for by lines, and, being carried 
practically in lieu of ballast, are at times carried at rates 
considerably below the level of their regular cargo rates. 

Ccean line rates as fixed by the conferences are subject 
to commercial competition which is international in scope. 
As the exporters of the United States and the western 
European. countries are competitors for the competitive 
markets of South. America, the Orient and other non-Euro: 
pean markets, the steamship lines serving the United 
States, have, in order to obtain traffic, found it necessary 
to maintain a degree of parity as compared with the rates 
from Europe to these markets. This parity is by no means 
absolute and has not always been maintained, but it was 
a powerful rate force even when the bulk of American 
exports were carried by foreign steamship lines. 


The force of this international commercial competition 
is likely to become an even greater rate force in the fu- 
ture, because the number of American merchant vessels 
has been largely increased and because the shipping act 
specifically authorizes the Shipping Board to regulate 
ocean rates in case American exporters are subjected to 
unfair discrimination as compared with their foreign com- 
petitors. This act, moreover, subjects ocean conference 
agreements to supervision by the Shipping Board, and 
prohibits the use of deferred rebates, fighting ships and 
unfair discrimination between ports and shippers. 

While the effort to fix rates at what the traffic will bear 
as influenced by the forces of competition mentioned above 
is of dominating importance in the making of ocean line 
rates, the cost of service is also a rate factor. Private 
steamship lines have necessarily regarded it as the mini- 
mum below which the general level of their charges could 
not be maintained except temporarily. They have also 
considered it, although to a less extent, in determining 
the rates on particular commodities. It becomes notice- 
able in connection with commodities requiring special han- 
dling or care; also when transshipment costs are specific- 
ally added to regular freights. The portion of the line’s costs 
which are reflected in the length of the voyage or by 
distance likewise are not a controlling rate factor. Dis- 
tance plays a smaller rate in making ccean line rates 
than in making railroad rates, both because of the wider 
application of competitive forces in the ocean line service 
and its relatively greater freedom in normal times of peace 
from government control. 





































Ocean Charter Rate Making 


The forces of competition attain their highest point in 
the ocean tramp service. Barring the war emergency, 
during which many ‘vessels were under direct government 
control, and the ocean tramp service has been character- 
ized by constantly fluctuating rates, which are largely the 
In the foreign trade, tramp vessels 


Tesult of bargaining. 
have been in full competition with each other, and also 
with the lines for the berth cargoes and some of the 
commodities carried by the lines as regular cargo; and 
i addition their rates are subject to the forces of com- 
mercial competition. 


Charter rates usually fluctuate freely with every change 


i the supply of and demand for tramp vessels. They rise 
and fall almost as freely as the prices of the great agricul- 
tural staples. Should the future merchant marine policy 
Mclude government operation or stringent government con- 
trol, charter rates may possibly be made on a different 
basis, but the shipping act as it now stands specifically 
excludes tramp rates in the foreign trade from regulation 
by the Shipping Board. 
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LATE DECISION 


The Traffic World Washington Bureau. 


In Case 10187, Michigan Paper Mills Traffic Association 
against the New York Central et al., the Commission holds 
the record to be too general to permit findings as to many 
individual rates involved, but discloses that rates on print- 
ing, book and wrapping paper from Covington and other 
Virginia producing points to destinations in Eastern Trunk 
Line territory are unduly preferential of the Virginia mills. 
Another definite holding is that rates in New England 
should be made to conform to sixth class rates prescribed 
by the Commission. 

The Commission said that there must be a revision 
thrqughout Eastern Trunk Line territory, because in no 
other way can that rate structure be purged of preference 
and inconsistencies. Throughout the report it is indicated 
that sixth class must be observed. Carriers are given 
45 days in which to revise their tariffs. Specifically the 
holding, with regard to rates from Virginia points to 
eastern markets, is that they are unduly preferential of 
Covington and other Virginia producing points and unduly 
prejudicial to mills in Michigan to the extent that said 
rates are lower for like distances than rates from Michi- 
gan producing points to New York and other markets in 
Eastern Trunk Line territory. 


MAY LOADING REPORTS—NORTHWESTERN REGION 
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CANCELS ALLOWANCES FOR RACKS 
AND LINING 


In Circulars CS-64 the Railroad Administration, on June 
13, cancelled CS-43, dated January 30 last. The effect is 
that earriers will not hereafter make allowance to ship- 
pers who feel constrained to provide floor racks or lining 
for refrigerators or box cars tendered by carriers. The 
cancelled order has not worked satisfactofily. It is be- 
lieved that the demand for cars now being less acute than 
when the order was issued, carriers will be able to furnish 
properly equipped cars, so there will be no necessity for 
such provision. 

This cancellation, however, does not nullify the reim- 
bursement provision covering cars racked or lined prior 
to this time, the racks and lining of which are not re- 
turned to shippers within three months. 


ORDERS MAINTENANCE WORK RE- 
DUCED 


The Trafic World Washington Bureau. 
Instructions have been sent to regional directors to re- 
strain maintenance of way officials, who have been spend- 
ing all the money they could obtain on projects approved 
heretofore but not now absolutely necessary. Maintenance 
work during the spring and winter was much greater than 
usual on account of the fairness of the weather. Congress 
having cut the appropriation for the revolving fund to 
seven hundred and fifty millions, it is necessary to leave 
undone all except absolutely essential work and that is the 
purpose of the instructions to regional directors. 
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The Open Forum 


A Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of 
Transportation Questions of Interest to Traffic Men Who Keep in Touch 
With the Times—Contributions Are Welcomed 


THE ABSOLUTE LONG AND SHORT 
HAUL BILL 


Editor The Traffic World: 

The fourth section of the act to regulate commerce 
leaves the question whether and to what extent a carrier 
shall be permitted to charge less for a long haul than 
for a short haul to the discretion of the Interstate Com- 
merce Commission. It prohibits higher rates at inter- 
mediate points than at farther distant points unless ex- 
pressly authorized by the Commission. 

Because the Commission has not exercised this discre- 
tion in a manner satisfactory to Spokane, Salt Lake, 
Phoenix and other intermountain cities in connection with 
the transcontinental rates, they are making a determined 
fight to have the law amended by Congress so as to deprive 
the Commission of all discretion in the matter and to 
prohibit a railroad from charging less for a long haul 
than for a short haul under any circumstances. 

Senator Poindexter has been their most active advocate 
in Congress. During the last session he introduced a bill 
providing an absolute long-and-short-haul clause and in the 
closing hours tried to have it enacted as a part of the 
railroad appropriation bill which failed of passage. As 
soon as Congress convened in special session in May he 
reintroduced the bill, which is now S. 360, and every 
effort will be made to pass it. Hearings on the bill com- 
menced before the Senate committee on interstate com- 
merce on the tenth of this month. 

Inasmuch as there are numerous instances throughout 
the country where, either because of the competition of 
water routes or more direct rail routes affording cheaper 
transportation, rail carriers have been authorized to and 
do charge lower rates to terminal than to intermediate 
points, it goes without saying that the effects of such a 
law would be very radical and revolutionary. 

It is time, therefore, that serious consideration be given 
to this question and proper representations made to the 
members of Congress by those who desire to avoid the 
consequences of such a law before action is taken. 

The principle involved is the same whether the lower 
rates are made by a railroad to meet the competition of 
more direct rail lines or of steamship lines. In order to 
compete the railroad which is at a disadvantage must 
make lower rates than might otherwise be regarded as 
reasonable or normal. If it is not permitted to do this 
and to maintain higher rates at intermediate points where 
competition does not exist, it has the choice of two al- 
ternatives, either one of which might result in financial 
ruin. It may either establish the rates necessary to com- 
pete and correspondingly reduce the rates at intermediate 
points, or, in order to avoid reductions at intermediate 
points, maintain higher rates at the competitive points, 
and consequently lose the traffic. 

In the one case the carrier which is at a disadvantage 
would be forced to accept Tess than reasonable rates at 
intermediate points, not because there are any conditions 
there which make that necessary, but because the law 
prohibits higher rates there than at the competitive point. 
In the other case, the carrier is compelled to give up 
the traffic at the competitive point and thus lose whatever 
profit it might make on a competitive rate. 

To permit carriers to make lower rates to the com- 
petitive point under such circumstances does no injury 
to the intermediate points at which the higher rates apply 
so long as the lower rates net the carriers something 
over and above their out-of-pocket cost. Not only this, 
but it is to the interest of the intermediate points that 
the carriers should be permitted to make rates which 
enable them to participate in the traffic, because whatever 
profit they can make on this traffic goes, to that extent, to 
keep up the lines of transportation upon which the inter- 


mediate points are dependent. If the carriers are not 
permitted to make this profit, the intermediate points 
would have to pay even higher rates in order to net 
the carriers a reasonable return. 

All those who have ever given very careful considera- 
tion to this question are convirced that the principle of 
permitting carriers to make lower rates to meet compe. 
tition without reducing them below a reasonable basis 
at intermediate points is not only fair and just, but that 
it is the only natural and logical one. 

Judge Walter C. Noyes, in his book on “American Rail- 
road Rates” says: 


“A statute absolutely denying to a railroad the right to 
charge less for the longer haul, while seeming just at first glance, 
would contravene those elementary principles which we have 
considered. Charges could no longer be based upon the value 
of the service. A railroad must take business from competitive 
points at competitive rates; and if it cannot charge inter- 
mediate points proportionately more, it must often go into 
bankruptcy. And if it must subsist upon the local traffic alone 
the same result is likely to follow. Instead of the railroads 
losing money on long hauls, and making it up on the short, 
whatever is received on the through traffic above the additional 
expense of earning it, goes that far toward maintaining the 
railroad.”’ 

As already stated, the present law authorizes the Inter- 
state Commerce Commission to permit carriers to main- 
tain lower rates at terminals than at intermediate points, 
and the Commission has upon numerous occasions ex- 
pressed -its views upon this question. In one of its de- 
cisions in the transcontinental cases the Commission said: 


“If the railroads are able to make such rates from the At- 
lantic seaboard to the Pacific coast as will hold to their lines 
some portion of this traffic with profit to themselves, they 
should be permitted to do ‘so. The acceptance of this traffic 
will add something to their net revenues and to that extent 
decrease and not increase the burden that must be borne by 
other traffic.” 


In view of these considerations, why should Congress 
enact a law which would take away from the railroads 
the right to meet the natural conditions which exist, par- 
ticularly when it is left to the Interstate Commerce Com- 
mission to decide in each case whether and to what ex- 
tent the railroads may depart from the provisions of the 
fourth section? 

A situation of this kind should not be governed by a 
rigid law which would absolutely prohibit such adjust- 
ments of rates as may be necessary. It is undoubtedly 
much better that the determination of what the rates 
shall be under the varying conditions of competition should 
be left to the judgment and discretion of an administra 
tive or judicial tribunal, thereby insuring that justice will 
be done, not only to the railroads, but to the interested 
communities. 

S. J. Wettrick, Commerce Counsel. 

Seattle, Wash., June 10, 1919. 


HOW IT DOES NOT WORK 


Editor The Traffic World: 

There comes to this desk E. B. Boyd’s No. 139-A, effect: 
ive May 27, 1919, cancels No. 139, being “storage rates 
and charges applicable to freight in less than carload 
quantity stored in or on railroad premises.” 


This represents the results of much deliberation on the 
part of the carriers, the National Industrial Traffic League 
and others, the purpose being to reach a just and reason 
able set of rules which should protect both the carrier! 
and the shipping public. It is admirable in policy am 
purpose, but it does not work, because the average agett 
and his employees do not follow it and, when brought 
book, dodge the responsibility. Some of them stand $0 
erect they are in imminent danger of falling over back 
ward. 
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Let us see how it worked in one instance: A shipment 
js made from Brooklyn to Ward at Pittsburgh, being one 
parrel, worth $46, marked “to” and “from” as required. 
Shipment being out two months, claim is made on the 
Long Island Railroad, supported by original bill of lading. 
Long Island Railroad fails to acknowledge receipt of claim. 
Shortly thereafter notice comes from carriers that barrel 
jis at Phillipsburgh, N. J. They ask disposition—for what 
reason no one knows—the barrel is properly marked. 
We reply, “Send it where it belongs and as marked.” To 
this no reply nor notice. We appeal to the Regional Di- 
rector for action, and then something happens. In the 
meantime, the consignee getting short of material, we 
ship another barrel. When the Phillipsburgh barrel ar- 
rives, he declines to accept it. Does the agent notify the 
shipper? Nay, nay, he does not. 
salesmen goes to Pittsburgh and tries to dispose of the 
parrel. He finds a buyer and confers with the B. R. & P. 
agent, who has the barrel in his warehouse. The salesman 
offers a written order, which the agent refuses; he de- 
mands proof of ownership or the original bill of lading. 

The fact that the goods were marked to Ward was prima 
facie proof of ownership. Moreover, the bill of lading is 
not a token of title like a pawn ticket or a baggage check. 
The bill of lading does not say that. the carrier obligates 
himself to deliver to Ward, and there is nothing in Boyd’s 
tariff requiring a bill of lading. 

But, bless you, all this counts for nothing with the 
agent. He refuses to recognize either the written order 
of the consignee or the representations of the shippers’ 
duly authorized agent. The goods go to storage and are 
sold for $15. 

In what respect has the shipper been negligent? He 
may collect the value of the shipment, but I doubt it, un- 
less his patience is longer than that of the average busy 
business man. The value of the shipment has nothing to 
do with the case—the principle involved is vital, and what 
it teaches is vital. 

The next time these gentlemen frame a tariff such as 
this they should have on their committees, or other bodies, 
representatives of the agents, the men who actually handle 
the goods, and of their clerks, who frequently know more, 
or think they know more, than the man who made the 
tariff. 

Anyway, what good is a set of rules if the rules are not 
observed, or if they can be ignored, set aside or nullified 
by caprice, whim, mood or ignorance? 

You may lead the horse to the brewery, but you can’t 
make him drink beer. 

Boston, Mass., June 5, 1919. 


PREPAYMENT OF FREIGHT 


Editor The Traffic World: 

In your issue of May 31, page 1147, I have taken notice 
of Mr. Flickinger’s letter regarding the prepayment of 
freight charges on shipment sold with freight allowance 
or on delivered bases. 

Mr. Flickinger seems to be considering this proposition 
only from one point of view—his own. I wonder if he 
considers the enormous amount of money belonging to 
the shipper that would be tied up with the railroad com- 
pany for weeks and months if all such shipments were pre- 
paid. I dare say an amount sufficient for their working 
capital. 

In the case of this company, if we were to prepay freight 
charges on all shipments on which we allow freight, we 
would have from ten thousand to twenty-five thousand dol- 
lars tied up in freight charges at all times, and is there any 
g00d reason why the shipper should financ2 the railroads, 
particularly when he is not reimbursed for the use of his 
money? 

Under Mr. Flickinger’s logic, why should not the buyer 
make payment for the goods before shipping? This is just 
as reasonable as to pay the railroad company before it 
performs any service. A good paymaster pays when the 
work is done. 

Another point is this: 






























J. D. Hashagen. 


Very frequently the carriers re- 
fuse to refund freight charges prepaid on lost or damaged 
shipments, even though the terms of the bill of lading 
80 provide, and in a great number of cases the amount is 


too small for litigation. With us our terms are f. o. b. 
Shipping point, with freight allowance when the order is of 
acertain amount, and we make shipment collect, with the 
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understanding that the customer will deduct the freight 
paid, if he is entitled to same, when remitting for our in- 
voice. We would be very much opposed to prepaying 
freight charges for the reason mentioned above, and, while 
we have had requests from some of our customers that we 
prepay the charges on their shipments, we have found 
them very reasonable after we have explained to them 
the reason why we do not. 

The trouble with most of us is that we see only our 
own side of such questions and do not consider the other 
fellow. 

Buffalo Specialty Company, 
F. E. Judson, Traffic Manager. 
Buffalo, N. Y., June 5, 1919. 


OHIO PROTESTS POINDEXTER BILL 


Editor The Traffic World: - 

For your information I am inclosing herewith copy of 
a letter which I have mailed, on behalf of the Ohio State 
Industrial Traffic League, to all the members of the com- 
mittee on interstate commerce (both Senate and House) 
protesting against the long-and-short-haul clause. 

L. G. Macomber. 

Gentlemen: At a meeting of the Ohio State Industrial 
Traffic League, held in Cleveland, O., Thursday, June 5, 
the question of a rigid long-and-short-haul clause to section 
four of the commerce act was given consideration and 
the writer delegated to convey to your committee our 
sentiments to the effect that our organization is opposed 
to such a clause. We feel that the present fourth section 
is amply sufficient for the protection of the best interests 
of the public, and that it would be unwise to either change 
the act so as to provide an absolute long-and-short-haul 
clause, or to curtail in any manner the discretionary 
powers respecting the administration of that section now 
imposed upon the Interstate Commerce Commission. 

In considering this legislation we made a special effort 
to view its results as affecting the*general public, as well 
as its effect upon the railroads and the specific shipping 
public. 

I feel that it would only be waste of time to attempt 
to review the history of the fourth section of the act to 
regulate commerce, as you are undoubtedly more familiar 
with that matter than I am; and that you are also familiar 
with the fact that that legislation was unsatisfactory until 
so amended as to place the administration of the long- 
and-short-haul clause under the jurisdiction of the Inter- 
state Commerce Commission. 


One of the important matters to the public, connected 
with rates, is uniformity of rates via all lines. As a mat- 
ter of fact, the policy of the government ever since it 
assumed control of the sailroads has been to stabilize and 
unify not only rates but rules, regulations and classifica- 
tions, the object being to maintain all available routes 
between any two points or two general sections of the 
country at the same rates and under the same rules, regu- 
lations and classifications. This policy, which I believe to 
be highly beneficial to the country as a whole, can only 
be maintained under conditions offering equality to all. 

If because of some arbitrary legislation the railroads, in 
order to protect their revenues at intermediate points, are 
denied the right to meet actual competition at termini, the 
result will be to disturb the existing relationship between 
parallel towns adjacent to each other in the same general 
territory, but located on different lines of railroad. For 
instance, take the rates from New York City to Toledo, O. 
They apply via all lines, but the distance via the. New 
York Central is 736 miles. The distance via the B. & O. 
is 861 miles. The rates naturally are made via the New 
York Central. Toledo is in what is called “78 per cent 
territory” and the New York Central does not go west 
of 78 per cent territory in coming to Toledo. The B. & 
O., however, does go through 80 per cent territory. In 
other words, Deshler, O., is in 80 per cent territory, which 
means that the rates from New York to Deshler are higher 
than the rates from New York to Toledo. Deshler is ad- 
jacent to Holgate, O. (a junction on the B. & O. and the 
Clover Leaf roads), whieh happens to be in 83 per cent 
territory. The rates to Deshler and Holgate are co-related 
to their territorial location, and the two towns are in 
active competition with each other. Now, if by reason of 
an absolute rigid long-and-short-haul clause the Baltimore 
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& Ohio was denied the right to meet at Toledo the rate 
made from New York via the New York Central, it would 
mean that either the B. & O. would rave to retire from 
the New York-Toledo business (by which I mean they 
would have to carry a higher rate than the New York 
Central carries), or, if they undertook to meet the New 
York Central rate, they would have to hold the rate at 
Deshler so as not to exceed the Toledo rate. This would 
reduce the rate at Deshler and disturb the existing rela- 
tionship between Deshler and Holgate, and while this 
might be desirable for: the selfish interests of Deshler, it 
would not be for the best interest of the public. 

On.the other hand, if the Baltimore & Ohio, by reason 
of a rigid long-and-short-haul clause and the protection of 
their intermediate territory, were not permitted to meet 
at Toledo the rate of the New York Central, then the 
communities of New York and Toledo would be deprived 
of one route of transportation between the two points at 
reasonable rates. In other words, the rate from New York 
to Toledo established by the short line is presumably a 
fair and reasonable rate from every viewpoint, and it does 
not become unreasonably low even when applied via a 
longer line when such longer line merely established such 
rate to meet the competition of the shorter line. 

It might be well at this point to call attention to the 
congested conditions existing less than one year ago in 
the territory to which I refer, and to the fact that even 
with the advantage of all available routes with equal rates 
there were embargoes issued, and shippers were unable 
to move their freight. It does not require any great 
stretch of imagination to picture the situation which would 
have existed in the event of a rigid long-and-short-haul 
clause, for all this great volume of business which all of 
the carriers—both long and short haul lines—were unable 
to handle at that time, would naturally have been held 
for movement via the short line or the line offering the 
lowest rates, the result being that the congestion would 
have been still more acute and the conditions more unsat- 
isfactory. 

Commerce naturally seeks the line of least resistance. 
This is true not only as to physical service, but also as 
to transportation charge, and it is legally and funda- 
mentally correct, because commerce must seek the most 
economical means of transportation in order to be suc- 
cessful and to develop. A restriction of routes does not 
tend to the development of commerce. A restriction of 
routes by reason of rate application under normal condi- 
tions is tantamount to saying that there is no use for 
more than one line of railroad between any two points, 
and that, of course, is not true. 

There are in this Central Freight Association territory 
over 700 junction points, besides innumerable local points, 
which require over four hundred thousand separate calcu- 
lations to check mileages in order to get at the present 
adjustmeints, and this indicates, to the traffic man at least, 
the number of points which might be affected by a rigid 
long-and-short-haul clause. 

As a further illustration: The short line from Forest, 
O., to Chicago, Ill., is the Pennsylvania Company. The 
long line is the Big Four Railroad from Forest through 
Tiffin, thence west via B. & O. The same rates are car- 
ried from Forest via both these routes to Chicago, the 
rates from the points on the Big Four and that part of 
the B. & O. between Tiffin and Fostoria, O., being higher 
than the rates from Forest. This gives Forest two routes 
to Chicago at the same rates, but if-there was a rigid 
long-and-short-haul section it would mean a restriction of 
that traffic to one route. 


The short line from Indianapolis, Ind., to Cincinnati, O., 
is the Big Four Railroad. The same rates are carried via 
the L. E. & W. via Tipton and Muncie, Ind., thence C. & O. 
Indianapolis to Cincinnati. There are some points inter- 
mediate on the long line from which the rates to Cin- 
cinnati are higher than are the rates from Indianapolis, 
whereas if there was a long-and-short-haul clause the L. 
E. & W. and the C. & O. route would either have 
to get out of business or reduce all of the rates from 
points on the L. E. & W. between Indianapolis and Muncie 
to the Indianapolis basis. There is still another effect 
which would follow if, with a rigid long-and-short-haul 
clause, the L. E. & W. and the C. & O. route should not 
meet the rate of the direct Big Four line, and should 
apply the Indianapolis rate from each of the points on 
the L. E. & W. It would affect the through rates to 
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Cincinnati from a large part of the adjacent territory 
such as Logansport, LaFayette, Frankfort, etc., because 
the through rates cannot exceed the combinations. 

The through rate and short line from Waukegan, I], 
to Buffalo, N. Y., is made via the C. M. & St. P. Ry, 
Chicago, and the Wabash. It is met by the E. J. && 
connecting with the Wabash at Crocker, Ind. At points 
on the E. J. & E. between Leithton and Joliet the Wauke. 
gan rates are exceeded. An absolute long-and-short-hay] 
clause would requige the E. J. & E. road to either retire from 
this traffic or to reduce its rates between the points mep. 
tioned to the Waukegan basis. If the E. J. & E. retains 
its intermediate territory by holding the present or higher 
basis of rates, the traffic from Waukegan would be forced 
through the already highly congested Chicago switching 
district, instead of being able to take advantage of this 
outer belt, which was built especially for the purpose of 
relieving that congested condition. Further, if the Wan 
kegan rate had to be carried at the intermediate points 
on the E, J. & E., it would affect the rate adjustment to 
all the territory west thereof in northern Illinois, because 
those through rates would be affected by that combination. 

There are numerous cases of this kind, and it would 
only be a waste of your valuable time to attempt further 
illustrations, as the above examples are ample to show 
the outcome of the workings under a rigid long-and-short- 
haul clause. I feel that in considering this matter we 
could profit by the experience acquired as result of the 
earriers of this country being confronted with an ab- 
normal movement of traffic, and the fact that even with 
the advantage of unrestricted routes they were unable to 
cope with the situation—and it is not necessary for one 
to have a traffic training to comprehend the chaotic con- 
dition which would arise under a similar condition with 
a rigid long-and-short-haul clause. While I have under. 
taken to illustrate only conditions existing in Central 
Freight Association territory, it must be understood that 
the same conditions apply in a greater or less degree to 
absolutely every section of the United States, and while 
there is no doubt in my mind that an effective rigid long 
and-short-haul clause would benefit a few people and a 
few communities, the greater majority of people and con- 
munities would be adversely affected—because, when all 
is said and done, we must admit that the best interests 
of the country require the preservation of, rather than the 
tearing down of, the earning power of the railroads, espe 
cially at this particular time. 

The present act leaves open to the public practically all 
routes. A rigid long-and-short-haul clause would either 
close up substantially all but the short routes which make 
the*rate, or would force a reduction at intermediate points, 
with a consequent readjustment and realignment of the 
community relationship. 


I have endeavored to put this matter before you in such 
a manner as to convince you of the sincerity of our belief 
that the proposed legislation would be detrimental to the 
public’s interests as a whole, and in behalf of those whom 
I represent I sincerely hope that you may see your way 
clear to actively and vigorously oppose the proposed leg: 
islation. 

Thanking you in advance for your consideration of this 
matter, I beg to remain, 

The Ohio State Industrial Traffic League, 
L. G. Macomber, Treasurer. 


OFF-LINE AGENTS 


Editor The Traffic World: 


There seems to be no question about the railroads be 
ing returned to their respective owners in the near future. 
Apparently this is the feeling among all the shippers 
throughout the country and it will undoubtedly be a happy 
day with them when the railroads are returned, and, whel 
they are, the off-line offices which were closed at the 
time the government assumed operation should be Ile 
stored at once. 

At the time these very valuable offices were closed the 
information that they furnished was distributed amoné 
the different lines and the shipper was assured that he 
would be supplied all the information desired. 

I don’t believe that there is any shipper who has bel 
furnished the desired information since these offices wel? 
closed. I find that it is practically an impossibility 
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secure any rate information or record of cars from the 
present sources, covering the southern and western roads. 

The correct freight rate is a very vital factor in closing 
a contract, and when we call up the railroads here in 
New York they always inform us that in order to furnish 
such a rate they will have to telegraph. In such a case 
it takes from three to four days to secure a reply. 


There has been a considerable amount of business lost 
due to not being able to secure correct freight rates at 
the time they were requested. Business has also been 
lost on account of the very poor service and not being 
able to secure any information regarding cars moving 
from or to the west and south. A car may be in transit 
that contains a commodity that is badly needed, and a 
customer may have sold a large quantity of orders that 
would be made from this commodity. It is obvious to see 
the importance of knowing just where this car is and 
when it will be received. All of this information can only 
be furnished by the off-line offices. 

If recent reports from the Railroad Administration are 
correct, it would appear that another increase in freight 
rates will have to be made or a very large increase in 
shipping. 
increased by restoring these offices and replacing the old 
solicitors. When this is done the shipper would feel that 
the good old days of prosperity had returned and they 
would not be so lax in buying. 

The work of the railroads in developing the country 
and promoting industries has always been a great factor 
and the shipper has come to realize that in his prosper- 
ing the railroad must also prosper, because his business 
depends entirely upon transportation. 

In restoring the off-line offices a great service would be 
rendered the shipping public, in that they can depend 
upon a prompt and efficient service. This will be a great 
encouragement in promoting shipping, which tends to in- 
crease revenue and would not make necessary further 
rate advances. 

United Paperboard Co., Inc., 
R. L. Stover, Traffic Manager. 
New York, June 10, 1919. 


ADEQUATE RAILROAD REVENUE 


Editor The Traffic World: 

May I say a word or two touching the solution of the 
railroad problem—or, rather, that part of it which has to 
do with providing an adequate revenue for the railroads? 

The proposal that the government shall guarantee earn- 
ings has apparently been rejected by all practical minds, 


and justly so. You have yourself demonstrated, in your 
several editorials on the subject, the unwisdom of such a 
scheme, and Mr. Samuel W. Moore of the Kansas City 
Southern Railroad, in his very interesting article appear- 
ing in your issue of May 31, sets the scheme aside for 
reasons that will appeal to the best business intelligence 
of the country. As he says, it “would open the door to 
inefficiency, to carelessness and to slothful work. For 
what is the incentive to strenuous effort if the result is 
an assured fact?” Who wants that? Surely not the rail- 
road people who take any interest in their work or in 
the properties that they help to manage, and, as for the 
shipping public, the scheme would work so obviously to 
its disadvantage that it can be dismissed in its case with- 
out a word. 

Let me now come to the point that I had in mind in 
addressing you. 

The plan proposed by President Warfield, of the National 
Association of Owners of Railroad Securities, undoubtedly 
has in it the germ of the solution that all are looking for. 
The prime difficulty, as Mr. Elihu Root pointed out in his 
letter read before the annual convention of the Missouri 
Bankers’ Association, is how to deal with the so-called 
weak roads and strong roads in distributing the revenue 
that would accrue under the Warfield method of adjusting 
rates. 

I have an idea that the difficulty might be met in a 
thoroughly practical way. Let me preface my suggestion 
by saying that, broadly speaking, the strong roads are 
those roads which form the main arteries of traffic between 
the larger market and industrial centers. The weak roads, 
on the other hand, are as a rule those which might be 
termed feeders to the larger roads. It is from the through 
trafil.c interchanged between these trunk lines and feeders 
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and moving in both directions that a very considerable 
proportion of the revenue of each is derived. 

As everybody knows, this through traffic moves on 
through rates which are divided between the lines on a 
mileage basis or such other basis as may be mutually 


' agreed upon. 


Here, it seems to me, is where a way might be found 
to overcome the difficulty which has been spoken of and 
enable the Interstate Commerce Commission, or whoever 
the constituted authority may be, so to control the dis- 
tribution of revenue that the strong roads will not receive 
more or the weak roads receive less than the prescribed 
return. Let the authorities in control prescribe the basis 
upon which the revenue accruing on this, that, or the other 
mcre or less important lines of through traffic shall be 
apportioned as between the strong roads and weak roads 
so that the revenue falling to each, together with the reve- 
nue derived from its local traffic, will equal the prescribed 
return, 

It is quite conceivable that this might entail much work 
and that divisions would have to be fixed at first experi- 
mentally and later changed or modified so as to yield 
the result desired. But it could be done. The plan has 
the merit, as I see it, from the standpoint of the practical 
traffic man, that it would preclude the necessity of drawing 
any invidious distinction between strong and weak roads 
and it would fairly meet the objections that have been 
urged against the Warfield plan of distributing revenue 
where one road would earn more than its allotted ten per 
cent and another less. Each road, strong or weak, would 
stand on its own bottom and on its own merits. It would 
be a fair field and no favors. With the handicaps adjusted 
fairly, the rest might safely be left to individual effort 
and enterprise, and the shipping public would get the serv- 
ice which active and open competition between the roads 
or systems of roads would bring them. 

Chicago, Ill., June 9, 1919. Samuel J. Cooke. 


PREPAYMENT OF. FREIGHT 


Editor The Traffic World: 

We have noted with a great deal of interest the articles 
by Mr. Flickinger and Mr. Collins relative to the prepay- 
ment of freight. Their stand is certainly well taken, and 
we believe a little propaganda along this line is well worth 
while. 

We receive a great deal of lumber sold f. o. b. La Porte, 
2 per cent off 10 days. The car very seldom arrives in 10 
days, and if we want the cash discount we either have 
to guess at the freight charges or leave it out of our set- 
tlement altogether. Most lumber companies invoice their 
lumber from their main office, while they have mills in 
several different parts of the country, and even if we knew 
what mill it was coming from and the car rate to apply 
we would not know the weight that the railroad was bill- 
ing under. This makes a great deal of unnecessary work 
in bookkeeping in charging these differences back and 
forth. 

Several of the large concerns are now prepaying their 
freight, and we would like to see this practice become 
more general. 

The Hobart M. Cable Company, 
L. E. Paulin, Traffic Manager. 
La Porte, Ind., June 9, 1919. 


BLANTON RESOLUTION ADOPTED 
The House has adopted resolutions offered by Repre- 


.sentative Blanton of Texas, requiring data from various 


government departments, including the Interstate Com- 
merce Commission and the Railroad Administration, as 
to government employees having work outside government 
departments and their income from such work, and also 
the names of any employee whose wife, husband, father, 
mother, brother or sister is in the employ of the govern- 
ment. 


GRAIN, COAL AND LIVE STOCK LOADING 


In May, 1919, the roads comprising the Central Western 
Region loaded 33,433 cars of grain, as compared to 25,593 
cars in the corresponding month last year—an increase 
of 30.6 per cent; they loaded 67,581 cars of coal, as com- 
pared to 113,349 cars in the corresponding month last 
year—a decrease of 40.3 per cent; they loaded 49,075 cars 
of live stock, as compared to 45,577 cars in the correspond- 
ing month last year—an increase of 7.7 per cent. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


Authority to Employ Broker: 

(Supreme Court, Appellate Division, First Department.) 
Cablegram, “Rate now eleven dollars should get eight or 
more can dispose ten to twenty thousand barrels,” sent 
to defendant, did not expressly authorize the employment 
of brokers, and particularly not the employment of brokers 
to sell shipping space on board steamships in brokers’ dis- 
cretion, provided price should net $8 a _ barrel.—Gilbert 
et al. vs. American Oil Export Co., Inc., 175 N. Y. Supp. 842. 

In action based on theory that defendant falsely repre- 
sented to plaintiffs that he had authority from his principal 
to employ plaintiffs as brokers to procure contract for sale 
of shipping space at a profit, plaintiffs having procured 
such contract, but defendant’s principal having refused to 
execute it, whether defendant, at the time of alleged repre- 
sentation exhibited to plaintiffs, as constituting defendants’ 
authority, a cablegram, which gave no right to employ 
brokers on such terms, held for the jury.—Ibid. 

If defendant represented that he had authority from his 
principal to employ brokers to sell excess shipping space 
for the principal at a certain rate per barrel, defendants 
to have any excess, and plaintiffs procured a contract 
which would net them a profit, but the principal refused 
to enter into the contract, held, defendant was liable.—Ibid. 
Authority of Agent: 

If defendant, at the time of alleged representation, ex- 
hibited to plaintiffs, cablegram, “rate now eleven dollars 
should get eight or more can dispose ten to twenty thou- 
sand barrels,” as the extent of his authority, plaintiffs could 
not, though the principal refused to enter into contract 
which they had procured, recover on the theory that de- 
fendant falsely represented that he had authority to em- 
ploy brokers for the principal.—Ibid. 


Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


LOSS OF OR INJURY TO GOODS 


Warehouseman 

(Court of Civil Appeals of Texas.) Where a railroad, 
in the absence of a warehouse building to protect cotton 
at its station, as required by Vernon’s Sayles’ Ann. Civ. 
St. 1914, art. 6589, unloaded cotton shipped over its road 
on the platform of a compress company, the compress 
company was the agent of the railroad, and not an inde- 
pendent warehouseman.—Wichita Valley Ry. Co. vs. Golden 
et al., 211 S. W. Rep, 464. 

Where consignee of cotton shipped by rail did not intend 
to take it away, but to sell it to other dealers at destina- 
tion, he cannot hold railroad to strict liability as carrier 
for cotton after due notice served on him that it had been 
unloaded at compress company’s warehouse, when he fails 
to show any effort on his part to relieve the railroad of 
its responsibility, the railroad being liable for the cotton, 
under Vernon’s Sayles’ Ann. Civ. St. 1914, art. 712, only as 
a warehouseman.—lIbid. 

Where a railroad, because it had no suitable warehouse 
of its own, unloaded cotton carried by it at a compress 
company’s warehouse, and placed it in charge of the man- 
ager, the compress company was. the agent of the railroad, 
and the negligence of its employees, causing destruction 
of the cotton by fire, is attributable to the railroad.—lIbid. 
Time for Removal: 

The rule that, where there is no dispute about the ma- 
terial facts, the question of reasonable time in which the 
goods should have been removed from the carrier’s ware- 
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house by the consignee is one of law for the cour’, has 
no application, whert the consignees of the goods were 
bound by the custom of the railroad to make delivery at 
the warehouse of a compress company.—Ibid. 

Notice of Arrival: 

Written notice to the consignee of goods from the car. 
rier of their arrival is not necessary, where the consignee 
has actual notice of the fact.—Ibid. 

Custom as to Delivery: 

Consignees of cotton by rail were bound by the custom 
and usage of the railroad in making delivery of cotton at 
a compress company’s warehouse.—Ibid. 

Negligence: 

In an action against a railroad for destruction of cotton 
carried by the road and stored on arrival with a compress 
company, which was its agent, evidence held sufficient to 
sustain jury’s finding that ordinary care was not used in 
protecting the cotton from fire. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


REGULATION OF COMMON CARRIERS 


Carmack Amendment: 

(Court of Civil Appeals of Texas.) On the adoption of 
the Carmack amendment to the interstate commerce act 
(U. S. Comp. St. 8604a, 8604aa), all laws and regulations 
of the various states affecting interstate transportation 
of freight were superseded, and the federal control, under- 
the amendment, became exclusive.—M., K. & T. Ry. Co. 
vs. Miller, 211 S. W. Rep. 542. 

An action by a shipper for damages to a jack delivered 
to a connecting carrier in Missouri, to be transported over 
its lines and defendant’s lines to a point in this state 
(Texas), the injury occurring in 1913, involving interstate 
commerce, arose under the laws of the United States, in 
view of the Carmack amendment and was removable to 
the federal courts, which had jurisdiction under Judicial 
Code, 24 (U. S. Comp. St. 991), notwithstanding that the 
jack was worth less than $3,000.—Ibid. 


PETROLEUM DOCKET WITHDRAWN 


J. B. Paine, chairman of the Dallas District Freight Traf- 
fic Committee, has issued a notice withdrawing docket No. 
188, rates on crude and fuel petroleum oil from Texas 
to Oklahoma and Arkansas refining points, including Kan- 
sas City, which was assigned for hearing on June 18. 
The reason given is that the Western Freight Traffic 
Committee has forwarded to Washington an application 
proposing a readjustment of these rates. 


SHIPPERS ON COMMITTEES 


The Trafic World Washington Bureau. 


Additional appointments to memberships on freight traf- 
fic committees have been announced by Director Thelen, as 
follows: 

R. W. Poteet, traffic manager for the Stanley Works, 
New Britain, Conn., to be a member of the eastern traffic 
committee at New York; J. B. McGinnis, freight commis 
sioner of the Memphis Merchants’ Exchange, to be a mem 
ber of the Louisville district committee; W. A. Cox, traffic 
manager of the Norfolk (Va.) Chamber of Commerce, t0 
be a member of the Richmond district committee, and 


_W. D. Hurlbut, traffic manager for the Wisconsin Traffic 


Association, Chicago, to be a member of the western dis- 
trict freight traffic committee at Chicago. 


SHIPS FOR FOREIGN ACCOUNT 


The Senate commerce committee has adopted a favor 
able report on the bill introduced by Senator Jones of 
Washington, providing that American shipyards may build 
ships for foreign account without permits from the Shil 
ping Board. 
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Questions and Answers 


Jn this department will be answered questions of both end 
practical nature that confront dealing wi 

on ee commerce law, who is a ten of our = 

simple quotes 

t. traffic 


department, will give his opinion in answer to an 

rela’ to the law of interstate transportation 
sone experience and wide knowledge will 
cal traffic ee ae on aenee Se Seer Se 
aes bedllan cam Ba Ges tates te cee Persons desir- 
ing immediate aaguur her siaih ar tie oF a sneny chabovene Speneenant 
of any question—by the citation of authorities in a legal opinion, for 
instance—may obtain this kind of private service by the payment 
of o'aumenaiie te, The right is reserved to refuse to answer in 
this department any question, legal or traffic, that it may appear 
to us unwise to answer or that involves a situation too complex for 
the kind of — herein ey 

dress Questions Answers Department, 
Traffic Service Bureau, Colorado Building, Washington, D. C. 

s 


Application of Rates Under G. O. No. 28 


Massachusetts.—Question: The writer has noticed sev- 
eral questions and answers in various publications of The 
Traffic World relative proper combination rates to apply 
under General Order No. 28, but has not noticed any ques- 
tions or decisions as to application of proper rate on a 
shipment under the following conditions: 

Shipment moving between points A and C with no 
through rates in effect, but are assessed a combination 
of local rates basing on point B. Shipments taking first 
class rate, and this rate previous to June 25, 1918, was 
15 cents per 100 pounds from A to B, and the first class 
rate from B to C, 18 cents per 100 pounds, making a 
through combination rate of 33 cents. As per Director- 
General McAdoo’s order, the rates from A to B and B to C 
were corrected to a minimum of 25 cents between each 
point; this would make a through first class rate of 50 
cents, but the rate previous to June 25 plus 25 per cent 
would make a through rate of 411% cents. What we would 
like to know is, would it be proper to use the local class 
rates previous to June 25, 1918, plus 25 cents, or must 
we pay the two local rates of 25 per cent each? It is 
our contention that these minimum rates do not apply 
when same are used as proportionals or when same are 
used in connection with a through shipment. 

Answer: On continuous through movements subject to 
combinations of local class rates, the minimum scales in 
General Order 28 are not applicable to the separate local 
factors, but only to the totals. The proper rate to apply 
in the case mentioned by you is 41% cents, arrived at by 
increasing each factor 25 per cent. As the total is greater 
than the 25-cent minimum for first class, it is not subject 
to further increase under the minimum rule. If, however, 
the sum of the separate factors, each increased by 25 
per cent, does not amount to 25 cents, the minimum for 
first class, then the 25-cent minimum is applied as a 
through charge. 

Illinois.—Question: A number of cases have recently 
come to our attention where short lines not under federal 
control and who do not join in rates with other roads 
are demanding for their portion of a through haul the 
minimum rates specified in G. O. 28 and have published 
new tariffs on that basis, although the rates in effect prior 
to June 25 increased by 25 per cent do not equal such 
minimum rates. 

It is our understanding that the Railroad Administration 
has laid down the rule that where two or more factors 
are used to make a through rate for one movement the 
Minimum rate shall apply to the entire movement and 
not to each separate factor. Will you kindly advise if 
the short line not under federal control has any right to 
demand the minimum for its portion of the haul which is 
intrastate, although the through movement is an inter- 
State one? If they have published these minimums in- 
stead of the 25 per cent granted by G. O. 28, can we file 
claim for overcharge? 

Answer: While, under instructions from Director of 
Traffic Chambers’ office, lines under federal control are 
applying the minimum rates to the sum of local rates 
used in basing rates on a continuous through movement, 
hon-federal lines are not subject thereto and therefore 
through rates based on combination of locals in connec- 
tion with such lines are subject to the minimum rates 
for each factor used in the combination. 


Handling L. C. L. Shipments 


Tennessee.—Question: Can carriers legally, according 
to the rules of Southern Classification, accept and bill part- 
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lot shipments of less-carload freight when bill of lading 
covering original shipment and the one covering the part 
lot refer to each other? 

The point which we are striking at is this: It occasion- 
ally occurs that we have orders to be filled and it hap- 
pens that a part of the shipment is not carried to the 
depot until the original shipment has been billed out and 
the remainder is not enough to make a shipment without 
assessing minimum charges of 50 cents. In accordance 
with the minimum provided for in special supplement of 
increased rates effective June 25, 1918, or sometimes 
it occurs that a bill of lading will not contain the full 
shipment and it is necessary that a small amount be put 
on a separate bill of lading, or there may be several occa- 
sions arise which make it necessary to forward part lot 
of an order, and it has been customary with carriers to 
bill the shipment as part lot, without observing the mini- 
mum, in accordance with the supplement, but have been 
billing the shipment at actual weight to the rate applica- 
ble to same. Carriers have recently objected to this, giv- 
ing as their authority section 3 of rule 12, Southern Clas- 
sification, No. 43. We contend that where one bill of lading 
specifically refers to the other, as part lot, that they can 
legally be construed to be one shipping order, and in such 
case it is our opinion that the minimum should not be 
observed, unless both shipments combined figure less than 
the minimum. Please let me have your opinion in regard 
to the above. 

Answer: While in actual practice it may have been 
customary for the carriers to handle L. C. L. shipments 
in the manner outlined in your letter, there is no authority 
under the Southern Classification for such handling. The 
provisions of section 3 are that a single shipment of 
L. C. L. freight is a lot received from one shipper, on one 
shipping order or bill of lading, as one station (one load- 
ing point), at one time, for one consignee and one des- 
tination, and these provisions should be complied with. 


Claim for Reparation 


Wisconsin.—Question: On March 29 the undersigned 
had one carload of pig iron set in on their sidetrack by 
the C. & N. W. Railway, shipment originating at Duluth, 
Minn., moving in interstate commerce, and on April 3 and 
4, four other cars of pig iron from same point of origin were 
put in on our sidetracks by the C. & N. W. Railway. On 
April 1 a strike occurred at our plant and we were unable 
to have cars unloaded, they remaining under load until 
April 23. Demurrage charges accrued on the various cars 
amounting to from $110 to $160 per car, and these charges 
were paid by us to the Chicago & N. W. Railway. 

The writer is familiar with Conference Rulings No. 8, 
242, 358 and 404 of the Interstate Commerce Commission, 
also the conditions of the uniform bill of lading as set 
forth in section 1, which render the carrier immune from 
liability on account of strikes on their part, but, like many 
other rules of the carriers, this is not a mutual agreement. 

Will you please advise if there is any new development 
in regard to collection of demurrage under such circum- 
stances, whereby we would be enabled to make claim on 
the carrier for amount paid, caused by the holding of these 
cars through no fault of ours? 

Answer: We are not aware of any change in the prac- 
tice of the Commission in refusing to award reparation 
on shipments handled under the circumstances outlined 
in your inquiry, and are of the opinion that your claim for 
reparation would be denied by the Commission. 


Routing of Shipment 


New Jersey.—Question: On Oct. 9, 1917, we had six 
castings, three on skids, weighing 5,500 pounds, shipped 
from Mechanic Falls, Me., routed Grand Trunk, Boston 
& Maine, New York, New Haven & Hartford and Dela- 
ware, Lackawanna & Western, consigned to ourselves to 
Jersey City. This was delivered by the Pennsylvania Rail- 
road Company instead of the D., L. & W., as per bill of 
lading. 

There is a through rate from Mechanic Falls to Jersey 
City on the Maine Central of 28 cents per hundred. The 
Pennsylvania Railroad claims that because this was 
shipped by the Grand Trunk, which had no through rates 
in effect, that we would have to pay the local rate from 
Mechanic Falls to Portland of 19% cents and from Port- 
land to Jersey City of 28 cents. We have claimed that 
we should not pay the local rates from Mechanic Falls 
to Portland, but that we should pay the through rate from 
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Mechanic Falls to Jersey City. Will you kindly advise us 
if we are right in our contention? 

Answer: In view of the fact that you _ specifically 
routed this shipment via the Grand Trunk, Boston & 
Maine Railroad, New York, New Haven & Hartford Rail- 
road and Delaware, Lackawanna & Western Railroad, via 
which route there is no through rate from Mechanic Falls, 
Me., to Jersey City, N. J., instead of via the Maine Cen- 
tral Railroad, via which line a through rate of 28 cents 
is applicable, the carriers are properly assessing the com- 
bination rate of 19% cents to Portland and 28 cents be- 
yond. The Commission has ruled in numerous cases that 
where higher charges result by reason of the carriers ob- 
serving routing instructions of shippers the carriers are 
not liable for misrouting in handling shipment via such 
route and charges applicable via the route specified by 
shipper are properly applicable. In the case of Baker- 
Wakefield Cypress Company vs. T. & P. Ry., 37 I. C. C. 
546, the Commission stated, “shippers are chargeable with 
knowledge of the legal tariff rates, and the definite specifi- 
cation by shippers of the more expensive of two or more 
available routes relieves carriers of the duty of forwarding 
the shipments over the cheapest route.” 


Damage by Delivering Carrier 

Arizona.—Question: I would like your advice as to pro- 
cedure in the collection of a small claim for damage. The 
company I am representing had two machines shipped by 
express from an eastern factory in Ohio to a point in 
Arizona. They were both delivered by the express com- 
pany’s wagon at our office. The next day we loaded one 
of these machines onto a small truck and it was hauled 
out to a small town, a distance of 23 miles, the writer 
going in charge, and having full knowledge of the manner 
of handling and assisting in the unpacking. It was dis- 
covered, in setting up this machine, that the cabinet was 
split on one corner, but nothing was discovered at the 
time that interfered with the operation. In about ten 
days, however, a broken casting came loose in the me- 
chanical arrangements, which disabled it. 

The express company hauled this machine back to the 
factory and returned it. The bill of repairs and trans- 
portation to and from the factory was over one hundred 
dollars. The express company paid this claim on a mile- 
age basis, taking into consideration our haul of 23 miles 
as a factor in the settlement. 

The other machine we had a transfer company haul to 
the local freight office and shipped a distance of 29 miles 
by freight. Also had affidavits from all parties handling 
that the shipment received careful handling. This machine 
was unpacked by the writer also, disclosing a damage 
to the cabinet in the exact location and manner as that 
of the other machine. This machine operated perhaps 
three weeks, when it ceased to perform its necessary 
functions. This machine was repaired at home at a cost 
of around $30. 

This claim has been declined by the railroad company 
on the grounds that all indications were the damage had 
been done while in the hands of the express company. 
The express company claimed shipment delivered in ap- 
parent good order and they hold a clear receipt. Damage 
evidently occurred after leaving their hands. We would be 
pleased to have your advice relative to disposition of this 
claim. 

Answer: If you can prove that the machine was in bad 
order when received from the delivering carrier and un- 
packed at final destination point, and can present original 
express receipt or bill of lading showing that the machine 
was received in apparent good order by the initial carrier, 
you have made out a prima facie case of negligence and 
liability on the part of the delivering carrier, and should 
therefore look to that carrier to pay the damages incurred. 
If it refused, you might resort to litigation, and then the 
burden of proving itself free from fault would be upon the 
delivering carrier 

Carrier’s Liability in Delayed Shipment 

Minnesota.—Question: A matter I would like to have 
you clear for me is with regard to what a consignor’s bear- 
ing is in instances where they deliver to the express 
company for transportation a shipment; this shipment is 
delayed en route an unusual length of time and the con- 
signee declines to accept the shipment upon arrival at 
destination. 

We have been experiencing some little difficulty in get: 
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ting claims through in such instances, the express con. 
pany taking the stand that, in view of.the fact that there 
was no deterioration in the goods, they are not liabie, | 
Is possible that a shipment could be delayed en rou'e ang 
not deteriorate in value, but where a shipment is forw ardeq 
to consignee it is quite natural that he wants the goods 
immediately, and where there is an unusual delay oftep. 
times the consignee is obliged to buy elsewhere or has 
disposed of his stock in the meantime and would have no 
need of the goods upon arrival. 

Answer: The carrier is, of course, liable for such dam. 
age as the owner has suffered by reason of any unreasop. 
able delay in the transportation or delivery of a shipment, 
The law does not make the carrier an insurer of the par. 
ticular time in which it must deliver the shipment, but 
it does impose upon the carrier the duty of making a 
delivery within a reasonable time. Although the carrier 
may have delayed the carriage for an unreasonable length 
of time, the consignee is still bound to receive the goods, 
when tendered, no matter how long delayed, and cannot 
hold the carrier liable for their value, unless the goods 
have so depreciated as to become wholly worthless. If 
by the unreasonable delay the goods have depreciated or 
their market value has fallen, or they have arrived too 
late for the market, the consignee may hold the carrier 
liable for the damages, measured by the difference be. 
tween their value at destination when they should have 
arrived and their value when they actually arrived. 

Where there is no difference in the value when they 
should have arrived and when they did in fact arrive, the 
owner will be entitled to recover nominal damages only, 

While we understand that from the viewpoint of busi- 
ness policy it is expedient for the consignor in many cir. 
cumstances to assume the risk and responsibility of a 
safe and timely delivery to the consignee in “straight” 
consignments, and to forward a duplicate shipment in lieu 
of, and accept ownership, of the delayed and refused ship- 
ment, yet the consignor is under no legal duty to do so, 
and he has fully performed his contract, and entitled to 
the benefits thereunder, from the time that he has deliy- 
ered in good order a “straight” consignment to the initial 
carrier for transportation. The title to the shipment from 
that moment passes to the consignee, and if any loss, dam- 
age or delay occurred in transit, the consignee as the 
owner of the shipment must seek his legal remedy from 
the carrier, and not from the consignor. 

Carrier Must Follow Shipper’s Terminal Routing 

Pennsylvania.—Question: Carlcad shipment tendered to 
Pennsylvania Railroad Company at Cleveland, O., and bill 
of lading signed for showing the destination of this par- 
ticular car as Philadelphia, Pa., 9th & Master streets, de- 
livery, but no routing shown thereon. For your informa- 
tion, 9th & Master streets station is a Philadelphia & 
Reading Railway delivery, and when it came to forwarding 
this car it was impossible to find 9th and Master streets 
station in any Pennsylvania Railroad tariff, which resulted 
in forwarding the car to Washington avenue wharf, Phila- 
delphia, Pa., railroad delivery, which, we presume, Cleve- 
land decided, was the most central station in Philadel 
phia. As the facts really are, Washington avenue is just 
the extreme to 9th and Master streets and, of course, re 
sulted in a hauling expense here in Philadelphia. 

When this bill of lading was executed in Cleveland show- 
ing a particular station destination which was not on the 
Pennsylvania system, should not this condition have been 
referred to the shipper before taking it on their own hands 
and forwarding as they choose? 

Answer: Assuming that the Pennsylvania Railroad Com- 
pany has physical connections with the Philadelphia’ & 
Reading Railway, by which a delivery by the latter 12 
Philadelphia at 9th and Master streets was an available 
route to the former, then it is our opinion that the carrier 
misrouted the shipment above described as established by 
rule 321, Conference Rulings Bulletin 7, reading as follows: 
“In order to secure desired delivery to industries, plants 
or warehouses and avoid unnecessary terminal or switch 
ing charges, the shipper may direct as to terminal route 
or delivery of shipments which are to go beyond the lines 
of the initial carrier, and his instructions as to such ter 
minal delivery must be observed in routing and billiné 
such shipments.” 

Time Within Which to Sue 


Illinois.—Question: Will you please advise, through your 
magazine, whether paragraph three, conditions of the wt 
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form bill of lading, are to be interpreted as reading 
whether or not claim has been filed; in other words, does 
the fact that claim has not been filed prohibit the shipper 
fom entering suit? 

Answer: If claim is not filed within the stipulated time 
daimant is barred from instituting a suit, even though 
prought within the two years and one day period. 

See our answer to “Pennsylvania,” published on page 
1051 of the May 17, 1919, issue of The Traffic World. 


Adjusting Claims Under Section No. 3, Clause 2, of the 
Bill of Lading 


Illinois —Question: We have read with interest in your 
two recent publications regarding the decision rendered 
by the Interstate Commerce Commission regarding bills 
of lading. 

We note that the Interstate Commerce Commission con- 
siders that paragraph No. 2, section 3, is null and void and, 
in other words, illegal. From this, we will thank you to 
express your opinion in your column the adjustment of 
daims we have not filed with the carriers regarding the 
proper settlement, whether or not we are right in expect- 
ing the carriers to pay us on the market value at destina- 
tion or should the bill of lading as is now in effect govern? 
It has always been our contention that the value used on 
the adjustment for any loss and damage claims should 
be on the basis of the market value at destination. 

In view of the Commission considering that the bill of 
lading is null and void, in our opinion there never existed 
any proper method of adjusting these claims other than 
the destination value. 

Answer: The first Cummins amendment invalidated all 
limitations of the carrier’s liability for loss, damage or 
injury to property transported, caused by initial carrier 
or by another carrier to which it may be delivered or 
which may participate in transporting it, and makes un- 
lawful any limitation of that liability, or of the amount 
of recovery thereunder, in any receipt, bill of lading, con- 
tract, rule, regulation or tariff filed with the Commission, 
without respect to the owner or form in which such limi- 
tation is sought to be made except when the Commission 
has expressly authorized or directed the carrier to estab- 
lsh rates based upon declared values. The I. C. C., “In 
the Matter of Bills of Lading, 52 I. C. C., 671, in interpret- 
ing section 2, clause 3, relative to measure of the carrier’s 
liability for loss or damage, wherein the amount is com- 
puted on the basis of the value of the property at the 
place and time of shipment, expressly held that this pro- 
vision is, under the Cummins amendment unlawful and 
void in respect to all property other than the transporta- 
tion of property shipped under rates dependent upon de- 
dared or agreed values, and that “compensation on the 
common law basis will generally make the owner whole 
in respect to his loss.” The general rule of the common 
law being “that the measure of damages for which the 
carrier is liable, in the absence of specific stipulations in 
relation thereto, is the market value of the goods at des- 
ination, plus interest on such value from the date when, 
in general course, the goods should have been delivered, 
less the unpaid transportation charges, if any.’ 

Consequently, if the Cummins amendment makes null 
and void all limitations of carrier’s liability, and the I. C. C. 
hlds that the present section 2, clause 3, of the uniform 
bill of lading is a limitation of the carrier’s liability in 
the meaning of the Cummins amendment, all claims or 
suits adjusted since the adoption of the Cummins amend- 
ment, on the basis provided for in section 2, clause 3, of 
the uniform bill of lading, were adjusted contrary to law, 
and the carriers are now liable to be called upon to make 
feparation in the difference between the amounts paid 
on the basis of the value of the property at place and time 
of shipment and the amounts actually due on the basis of 
the value of the property at destination, even though the 
order of the Commission in said case expressly is that the 
carriers are not required to adopt and put into use the par- 
ticular form of bill of lading prescribed until Aug. 8, 1919. 
No doubt this matter will be further considered by the 
Commission in supplementary proceedings and the matter 
Utimately reach the Supreme Court of the United States. 


A Correction 
In your weekly issue of The Traffic 


Chicago.—Question: 
World for May 17, 1919, on page 1052, under the column 
headed “Loss and Damage Decisions,” you quoted from 
the Supreme Court of Michigan in the case of J. F. French 
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& Co. vs. P. M. R. R., 171 N. W. Rep. 491, as follows: 
“An order bill of lading, though negotiable, represents 
money, not property.” It will be noted, by referring to 
page 495 of the volume above quoted that the court said: 
“An order bill of lading, though negotiable, represents 
property, not money * * *,” 

Evidently the author of the column above referred to 
was misled by only looking at the syllabus of the decision 
instead of looking at the opinion. Thinking you would like 
to have your attention called to this error is my reason 
for writing it. 

Answer: We desire to acknowledge our indebtedness to 
our correspondent for calling our attention to the error 
made in the publication of the decision in question and 
to accept the correction as suggested to us. 


Measure of Damages to Shipment Invoiced Through 
Middleman 


Question: During 1918 we purchased from “B” through 
“A” for delivery to “C” 1,000 gallons of acid. “A” paid 
“B” $1.50 per gallon and in turn billed us at $1.50 per gal- 
lon, or $1,500 plus $.01 per gallon, or $10 commission, or 
a total of $1,510. 

While in transit to “C”’ tthe material was totally de- 
stroyed, and we presented claim to the carrier for $1,510, 
the amount paid “A.” The claim was returned by the 
carrier, requesting that the $.01 per gallon, or $10 com- 
mission be deducted, stating that the claim must be based 
on invoice price at the time and place of shipment. 

Under the circumstances the $10 in question cannot be 
charged to “C,” as delivery was not accomplished; it can- 
not be charged to “A” or “B,”’ as they have accomplished 
their part of the deal and are no longer interested. Hence 
it appears that we are obliged to stand or lose the $10 
which we have paid and from which we have not derived 
any benefit; therefore will you kindly advise whether or 
not the $10 commission is the proper charge against the 
carrier? 

Answer: Prior to the recent decision of the Interstate 
Commerce Commission in the matter of bills of lading, 
52 I. C. C., 671, the carriers were strictly holding the claim- 
ants to the amount of loss or damage as computed on the 
basis of the value of the property at place and time of 
shipment, and the uniform bill of lading so expressly. pro- 
vided, but in the decision aforesaid the Commission now 
rules that the clause in the bill of lading fixing the car- 
rier’s liability on the basis of the value of the property 
at place and time of shipment is a limitation of liability 
and null and void under the Cummins amendment, and 
under this rule it is our opinion that you can hold the 
carrier liable for the sum of $1,510 in the shipment above 
described. 

Time Within Which to File Claim 


Question: On June 29, 1918, we made a shipment by 
express, which shipment was never received at destina- 
tion. Through oversight claim was not filed until Dec. 
19, 1918. The express company has declined payment of 
this claim, as it was not presented in writing within the 
four (4) months’ period, as prescribed by the company’s 
receipt. This clause provides that claims should be filed 
within a reasonable time after delivery should have been 
made. Would, in your opinion, the time within which we 
filed this claim be considered a reasonable time after de- 
livery should have been made? 

Answer: In the Matter of Express Receipts, etc., 43 
I. C. C. 510, the I. C. C. authorized the express companies 
to use a form of express receipt which provides that 
claims must be made in writing to the originating or 
delivering carrier within four months after a reasonable 
time for delivery has elapsed. A reasonable time for de- 
livery has been generally defined by the courts to mean 
that time usually required in transporting goods of a simi- 
lar kind from and to the same points, depending upon the 
circumstances of the particular case. In the absence of 
any information regarding the routing of the shipment in 
question, it is our opinion that the claim filed on Dec. 
19, 1918, for a lost shiipment moving by express from 
shipping point on June 29, 1918, was too late in the con- 
templation of the rule above stated. 


Excessive Ocean Charges 


New York.—Question: We made during the war, and 
until the recent market break of ocean freights from the 
Pacific Coast, shipments of merchandise, in carload lots, 
from interior points for movement out of Pacific coast 
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ports. The ocean freight on these shipments was booked 
through forwarding brokers who in turn secured for us 
through railroad bills of lading. It now develops that 
these brokers charged from $15 to $25 per ton higher on 
ocean freight. This fact became known to us through our 
foreign clients who submitted the ship’s manifest which 
shows the actual freight rate on any particular vessel. 
For example, the ship quoted us $25 per ton and the broker 
charges us $40 per ton. 

At the time the rates were quoted to us they appeared to 
be in line with rates quoted by other brokers. Conse- 
quently there was not suspicion as to excessive freight 
rate. In view of the fact that we have shipped the mer- 
chandise at the rate quoted, have we any reparation 
against the brokers in securing refund between the actual 
rate and the rate charged? 

Opinion seems to differ in the above connection and 
would appreciate your advising in this connection. 

Answer: The matter covered by your communication is 
one over which the Interstate Commerce Commission has 
no jurisdiction. Suit for the excessive charges collected 
by the brokers should be filed in a court of law and re- 
covery will depend upon whether or not the charges col- 
lected in excess of the rates quoted by ocean carriers were 
reasonable brokerage fees or other lawful charges of 
brokers for the services rendered by such. brokers. 

Governmental Exemption From War Tax 

Tennessee.—Question: We would like to ask that you 
answer the following question through your department 
in the Traffic World: 

We have quite a number of shipments to cities and 
counties and to contractors doing work for them. In most 
instances the war tax is added to the freight charges, but 
at quite a number of points it is omitted. We have seen 
no ruling to the effect that cities and counties are exempt 
from war tax on their shipments, and it appears to us 
the ‘only way this could be done would be by an act of 
Congress. Please advise correct status of the matter. 

Answer: The first paragraph of Part 6 of the Regula- 
tions Promulgated by the Commissioner of Internal Rev- 
enue Relating to the Collection of Tax on Transportation 
reads: “Section 500, subdivision (h), of the act provides: 
No tax shall be imposed under this section upon any pay- 
ment received for services rendered to the United States 
or to any State or Territory or the District of Columbia. 
The right to exemption under this subdivision shall be 
evidenced in such manner as the commissioner, with the 
approval of the secretary, May by regulation prescribe.” 
Then follows Article 68, which states that the words 
“State” and “Territory” include political subdivisions there- 
of, such as counties, cities, towns and other municipal- 
ities, this exemption, however, to be secured only upon 
the production of such evidence of right to exemption as 
is called for by these regulations, a standard form of ex- 
emption certificate being provided for in Article 71. 

In Article 74 it is provided that amounts paid for the 
transportation of freight or persons which are finally paid 
by the government under cost-plus contracts are exempt 
from the taxes imposed by section 500 of the act. That 
where a contractor does work for the government, the 
contract price of which is the cost plus a certain per- 
centage, the amount received by a carrier for the trans- 
portation of property used or to be used by the contractor 
in the government work falls within the exemption from 
the transportation tax as provided by Section 500. 

In any such case, as in other cases of exemption, the 
prescribed certificate of exemption must be used and must 
be signed by a government officer or employee. A cer- 
tifigdate signed by the contractor does not furnish the re- 
quired evidence of exemption. 

However, as to lump-sum government contracts, Article 
77 provides that where a contractor does work for the gov- 
ernment the contract price of which is a lump sum, the ex- 
emption does not apply to amounts paid for transportation 
of property used or to be used by the contractor in con- 
nection with the work. 

Claims Based on Invoice Price 


Assistant Freight Claim Agent: 
District Freight Claim Agents: 

In The Traffic World, issue of May 31, 1919, I find the 
following: 

“New York.—Question: Recently claim was presented 
against the New York Central for the value of four pack- 
ages shortlanded, and this claim was based upon the 
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invoice cost at point of shipment, plus freight to Ne 
York, which had been paid by us. The railroad claim, 
settlement should only be made upon the invoice cost, ang 
that they are entitled to the freight irrespective of th 
fact that they are unable to make delivery. Will yo 
kindly advise as to the authority on this subject? 

“Answer: There is no authority in law for the conte), 
tion of the railroad company as above stated. The yp; 
form bill of lading expressly provides that the amouy 
of any loss for which a carrier is liable shall be compute 
on the basis of the value of the property at the place anj 
time of shipment, plus the prepaid freight charges, ete” 

I do not know which of our offices has taken the pogj. 
tion in the case of loss of prepaid shipments that we are 
only liable for the invoice value. Please ascertain who 
is responsible for the decision and make certain that jt 
is not repeated. Answer. 

R. L. Calkins, Freight Claim Agent, 
New York Central Railroad, 
New York, N. Y., June 4, 1919. 


HAS THE I. C. C. SEEN A LIGHT? 


(Bulletin of the Bureau of Railway News and Statistics) 


In view of the introduction by Senator Pomerene ani 
Representative Esch in their respective branches of Con 
gress of a bill drafted by the Interstate Commerce Con. 
mision providing for an extension of the Commission’s 
powers over the railways, it behooves the public to inquire 
whether the record justifies expectation of relief from 
that quarter for the ills that afflict the carriers. 

Briefly, as summarized by the Associated Press, the 
bill would give the Commission authority over rates, serv- 
ice, consolidations, -extensions, security issues and virtv 
ally all physical operations, including traffic priorities, 
pooling and joint use of physical property. 

That there is need of vesting some such authority in 
some body does not admit of question. But the very 
fact that such a need exists and clamors for remedial 
legislation would seem to preclude the thought that the 
carrier-patients be turned back to the doctor who fora 
decade has failed to diagnose their case correctly. 

The struggle of the railways for adequate rates dates 
back to 1900 and became acute in 1903. In 1900 the ratio 
of operating expenses and taxes to operating revenues was 
67.90 per cent. By 1904 it had risen to 69.20 per cent, a 
point below which it has not since fallen. In 1910 the 
telltale ratio was 70.06 per cent, in 1914 it was 73.52 per 
cent, in 1917 it was 76.16 per cent and in 1918 it was 


‘85.36 per cent. 


In 1905 (no data for 1904) the average daily compen: 
sation of railway employes was $2.04; in 1910 it was $2.29; 
in 1914 it was $2.54, and in 1917 it was $3.20. 

The cost of fuel, materials and supplies followed the 
advances to labor, as they always do. 

Now mark what happened on the revenue side. In 1904 
the average receipts per ton mile was 7.80 mills; in 1910 
it was 7.53 mills; in 1914 it was 7.33 mills, and in 1917 
it was 7.15 mills. : 

Of these facts and the rising cost of capital for im 
provements and extensions the Interstate Commerce Com: 
mission should have taken official notice, with quick ap 
proval of remedial rates. 

In 1910 it was appealed to in what are known as the 
Eastern and Western Rate cases. After extended hear 
ings the advances asked for were denied in February, 1911, 
in exhaustive opinions by Commissioners Prouty and 
Lane, respectively. ; 

In deciding the Western case, Commissioner Lane said 
that “the actual amount paid in dividends had increased 
to $405,000,000.” Whereas the official figures issued later 
gave the “net dividends declared” in 1910 as $293,836,863, 
and over $64,000,000 of the available income came from 
investments and not from operation at all. 

Commissioner Lane also said: “It now appears that at 
the end of the fiscal year 1911 the carriers here involved 
will in the main enjoy earnings as high as those they 
had in 1910—the highest in their history.” The gross 
earnings justified Commissioner Lane’s optimism. But 
when expenses and taxes were paid, the increase of $4! 
000,000 was converted into a decrease of $57,000,000 1 
net income. Moreover between 1910 and 1911 railway 
mileage had increased 5,470 miles, represented by a It 
creased investment of $670,000,000, 
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Dazzled by Mr., now Justice, Brandeis’ unsupported as- 
sumption that a “million a day” could be saved by econ- 
omic management, Commissioner Lane ventured the dicta 
that “cost figures would indicate that under skillful man- 
agement an additional tonnage may be handled under a 
higher wage schedule without increasing the cost of the 
service given.” 

Between 1910 and 1917 skillful management managed 
to keep the principal railways of the country out of re- 
ceivers’ hands by an increase of over 63 per cent in the 
average trainload. But federal control has proved that 
the limit has been reached in this direction. 

Commissioner Lane concluded his exhaustive opinion 
with these memorable words: 

“We do not say that the carriers may not increase their 
income. We trust they may, and confidently believe they 
will. If the time does come when through changed con- 
ditions it may be shown that their fears are realized, or 
approaching realization, and from a survey of the whole 
field of operations there is evidence of a movement which 
makes against the security and lasting value of legitimate 
investment and an adequate return upon the value of 
these properties, this Commission will not hesitate to give 
its sanction to increases which will be reasonable.” 

Since this was written to 1917 the average wages in- 
creased approximately 40 per cent and the average freight 
receipts decreased 5 per cent, proving that the Commis- 
sion had not fulfilled Commissioner Lane’s promise to 
protect the railway properties from the inevitable effects 
of inadequate rates. 

The’-question arises, has the Commission, like Saul of 
Tarsus, seen a great light? From the utterances of Com- 
missioner McChord, one of its ablest and most forceful 
members, it does not appear so. 

He is quoted in a Washington dispatch of June 1 as 
saying: “There is insured to the railroads during the 
period of federal control the largest net return as a three- 
year average ever received by them.” 

When the railways were taken over on Dec. 31, 1917, 
they were entitled to a just return on their capital cost 
or a fair valuation at that date and not a “standard re- 
turn” based on a value as of Dec. 31, 1915. Between those 
dates the railway investment had increased $502,000,000, 
as shown in the Commission’s own books. 

Commissioner McChord also says that the railways do 
not appear to be “suffering from lack of gross income 
(revenues),” and he instances the increased receipts for 
January and February, 1919, ignoring the advance in rates 
and difference in climatic conditions, which swelled re- 
ceipts, and the startling drop in net income caused by 
the advance in wages and other costs. 

There is no evidence that the Commission has seen a 
great light nor heard the voice of the American people 
asking that persecution of their railways cease, that they 
may have more transportation facilities and the improved 
service that adequate rates alone can assure. 

Rather the evidence is that the Commission still heeds 
the voice of the shippers’ associations, which in thirty 
years have divided approximately $14,000,000,000 of re- 
duced freight rates among themselves, not one cent of 
which has been remitted to the consuming public. 

If the Commission has seen the great light that has 
shone on the railway situation since Dec. 31, 1917, and 
can shake off the traditions that have partially paralyzed 
railway progress for a decade, the railways could be 
handed back to their owners to-morrow with no more than 
a go-pool-in-peace blessing from Congress, for 

“Whate’er is best administer’d is best.” 


ILLINOIS CLASSIFICATION CASE 


The Commission has announced that the Illinois Classi- 
fication case will be heard at Chicago, July 21, before 
Commissioner Meyer, at 10 a. m., Room 606, Federal build- 
ing (see The Traffc World, May 31, p. 1156). 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of Louisville at its luncheon 
June 9 had for its speaker W. H. Gatchell, staff officer, 
Sou'hern Railroad Lines, Washington, D. C. Subject: 
“Better Shipping Conditions.” 





The Transportation Club of Detroit will have an outing 
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at Put-in-Bay on June 23. The trip is to be made on the 
steamer, Put-in-Bay, and the usual good time and a wide 
variety of athletic events are promised. 





The York Traffic Club, at its monthly meeting, June 9 
discussed the following subjects: “Basis for Freight 
Rates,” “All-Rail Rates Eastbound,” “Iron and Steel Rates,” 
and the new bill of lading containing changes as ordered 
by the Interstate Commerce Commission. 





| Personal Notes | 





Edward L. Hamilton, recently appointed general agent, 
American perenne Express Company, Chicago, succeeding 
William Gourlay, was 
| born in Toledo, O., in 
% 1868. In 1879 he came to 
Chicago and was em- 
ployed in a grocery store 
until 1887, when he en- 
tered the service of the 
American Express Com- 
pany, Chicago, as a 
wagon boy, from which 
position he rose to be 
conductor of a double 
wagon. He continued in 
the wagon service of the 
money department, 
- -. American Express Com- 
-., pany, until 1898, when 
he was made night agent, 
Northwestern Depot, be- 
ing promoted later to 
assistant agent, then 
agent, Northwestern 
; Depot, and, in 1908, 
= agent of the Federal 
street billing station. In 
1910 the American Express Company, acquiring the Union 
Pacific Lines and the responsibilities of agent, Northwest- 
ern Depot, increasing, he was again appointed agent, North- 
western Depot. In 1915 he was appointed special agent, 
Western Department, and in 1916 was transferred to the 
president’s office in New York City, working in the eastern 
department instructing agents as to the new coupon way- 
billing system. In January, 1917, Mr. Hamilton was made 
city superintendent for the American Express Company, 
which position he held until the consolidation of the ex- 
press companies July 1, 1918, when he was made super- 
intendent, vehicle department. This position he held un- 
til his appointment as general agent. 





re eae pre emerge er te 





The Atlantic Coast Line, Seaboard Air Line and South- 
ern railroads announce that B. E. Lennard has been ap- 
pointed general agent at Camp Jackson, near Columbia, 
S. C., vice J. P. Taylor, transferred. 

F. W. Burton, assistant manager of the Minneapolis 
Traffic Asscciation, has been made manager of the traffic 
bureau of the Rochester Chamber of Commerce, to succeed 
D. P. Chindblom. 

H. D. Driscoll, for the past three years secretary-man- 
ager of the Waco (Tex.) Chamber of Commerce, has re- 
signed, effective July 1, to become manager of the Okla- 
homa Traffic Association at Oklahoma City. 

The Detroit & Mackinac Railroad announces the appoint- 
ment of G. L. Wakeman, general freight and passenger 
agent at Bay City, Mich. 

Effective June 1, 1919, A. M. Burt was appointed assist- 
ant director, Division of Operation, in charge of engineer- 
ing and maintenance, United States Railroad Administra- 
tion, vice Charles A. Morse, resigned, to resume his former 
position with the Chicago, Rock Island & Pacific Railroad. 

L: D. Knowles, division freight agent of the Missouri 
Pacific at Kansas City, will, June 15, become traffic man- 
ager of the H. & H. Refining Company at Kansas City. 

The Texas Industrial Traffic League has elected the fol- 
lowing officers: J. A. Morgan of Houston, president; E. P. 
Byars of Fort Worth, first vice-president; Charles A. Bland 
of Beaumont, second vice-president; A. U. Tadlock of El 
Paso, third vice-president; H. L’Hommedieu of Orange, 
secretary; F. L. Clemments of Houston, treasurer, The 
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following nine members of the league were elected to act 
as a board of directors: H. D. Driscoll of Waco, F. A. 
Lallier of Galveston, Joe McConnell of Houston, C. C. Mur- 
ray of Lufkin, W. H. Richardson of Port Arthur, E. H. 
Thornton of Galveston, U. S. Pawkett of San Antonio, E. 
F. Morgan of Dallas and H. Palmer of Amarillo. 


parison with a rate of $1.78 over the Grand Trunk Western, 
which complainant alleges agent of the Pennsylvania repre. 
sented to it would apply also over the route suggested by 
the Pennsylvania when its agent solicited the business. Asks 
for a cease and désist order and reparation. 
a Pg The Chas. Boldt Co., Huntington, W. Va., vs. B, g 
. et al. 


> ——_— 
Gooc 
AND 
Against a rate of $2.82 on sand from Ottawa, IIll., to Hun. “aged 
cents P 





George H. Ingalls, formerly traffic assistant of the Rail- tington, applied to shipments moving between Nov. 1, 1917, 
road Administration, eastern region, in Chicago, has been ng ‘ami Zia gaplient a cele or Se dee Te of, $2.40 gertion 
: , * i : ; 20, eff 22 an 
appointed senior traffic assistant, with offices at the La June 24, 1918, as unreasonable; also against a rate of sau payable 
Salle street station, Chicago. after June 24 as unreasonable. Asks for reasonable rate and THE - 
William A. Holley, assistant general freight agent in ee oe Sa Rail and Steel Co., St. Louis, Mo, J 
charge of coal traffic for the Burlington Railroad, has re- Alleges excessive charges on rails and angle bars from fg COM! 
signed to accept the position of traffic manager for the Steele, Mo., to Madison and East St. Louis, Ill. Asks for mm desires 
Central Illinois coal traffic bureau, with headquarters in reparation. orl 
Chicago No. 10666. Acme Cement Plaster Co., St. Louis, Mo., vs. Q. 4, @ World. 
. ‘4 5 P & P. et al. _ 
Walter S. Williams, traveling freight agent of the Chi- Complains of charges on plaster from Acme, Tex., to West | HAV! 
cago, Rock Island & Pacific, with headquarters at Des Palm Beach, Fla. Asks reparation. ; Clerk, 
Moines, Ia., has been promoted to division freight agent No. 10667. Cohen-Schwartz Rail and Steel Co., St. Louis, Mo,, & organiz 
A P ts ! tig vs. L. & T. R. R. and S. S. Co. et al. sition, | 
with the same headquarters, succeeding George W. Wil- Complains of unjust and unreasonable rate on old rails §_—— 
liams, who has resigned to engage in other business. ~~ pamee, Sa. to East St. Louis and Madison, Il, WAN 
C. J. Koepsell is appointed traveling freight agent of ee. mee , man, W 
the Kansas City Southern Railroad and Texarkana & Fort “0; (99% City of Warrentown, Ore., vs. Walla Walla Valley — 
Smith Railroad, with headquarters at Fort Smith, Ark., in Asks for readjustment of rates between the City of Astoria World 
charge of territory, Watts, Okla. to Pullman, Ark., in- one, eee o, a ee oe ee se tee — 
clusive. E. G. Spencer is appointed traveling freight agent, poo ee ee a a SITU 
with headquarters at Texarkana, Tex., in charge of ter- No. 10668. Kent & Jennings, San Antonio, Tex., vs. I. & G.N, et 
j j i i et al. 
ey De ag ey Ark., to Leesville, La., inclusive, except Complains of rate of $1.515 per 100 Ibs. on bat guano from fm *. F: 2 
reveport, La. Laredo, Tex., to Paulsboro, N. J. Asks rate not exceeding | —.,, 
76%c and reparation. ABLE 
a mw No. 10670. Atwood Refining Co., Oklahoma City, Okla., vs. M, im ‘arse 
; l 1 x ** +, or 32% 100 Ibs. f Burkb dst 
Yomplains of rate o c per s. from Burkburnett, @ ! 
| Digest of New Comp aints | Tex., to Oklahoma City, Okla., on crude petroleum in that it @ future. 
e a exceeded rate of ?2%c. Asks for reparation. 
: No. 10671. Taylor & Smith, El Paso, Tex., vs. Director General WAN 
No. 10618, Sub. No. 4. The Akin Gasoline Co. vs. St. Louis- Hines et al. extensl 
San Francisco et al. ; Unjust and unreasonable rates on peanuts from Suffolk, @ et an 
Complains of rate of 90c per 100 Ibs on liquefied petroleum Va., to El Paso, Tex. Asks cease and desist order, just and § ee Tr 
gas from Covington, Okla., to North Baton Rouge, La. Asks reasonable rate and reparation. — 
rate not exceeding 33c, cease and desist order and reparation. No. 10672. Security Mills and Feed Co., Knoxville, Tenn., vs. A-1 7 
No. 10618, Sub. No. 5. The Akin Gasoline Co. vs. M. O. & G. Sou. Ry. et al. now en 
et al. Unjust and unreasonable rate on blackstrap molasses from jm mounta 
Complains of rate of 85¢c per 100 Ibs on liquefied petroleum New Orleans, La., Mobile, Ala., and Savannah, Ga., to Knox- yd 


gas from Bartlett, Okla., to North Baton Rouge, La. Asks Asks for just and reasonable rate and repara- 
rate not exceeding 33c, cease and desist order and reparation. 

— —— Sub. No. 6. The Akin Gasoline Co. vs. Midland Val. 
et al. 

Complains of rate of 77c per 100 Ibs on liquefied petroleum 
gas from Bixby, Okla., to North Baton Rouge, La. Asks for 
rate not exceeding 33c, cease and desist order and repara- 
tion. 

No. 10657. R. E. Duvall & Co., Inc., Washington, D. C., vs. 
Pennsylvania et al 

Unjust, unreasonable, preferential and discriminatory de- 
murrage charges on pulpwood from Chesapeake Beach, Md., 
oo Teapnangvem Del. Asks cease and desist order and repa- 
ration. 

No. 10658. J. S. Young & Co., Hanover, Pa., vs. C. & O. et al. 

Unjust and unreasonable rate on black oak stick bark from 
Charlottesville, Va., to Shrewsbury, Pa. Asks for reparation. 

No. 10659. United Iron Works Co., Kansas City, vs. A. T. & petroleum products from Devol, Frederick and Altus, Okla., 
S. F. et al. to interstate destinations named in Western Trunk Line 

Unjust, unreasonable and unduly discriminatory rates on tariffs 90B, 108B and Southwestern Trunk Lines tariff 79B. 
iron pipe fittings from Okmulgee, Okla., to Carrollton, Mo., Asks cease and desist order and just, reasonable and non- 
and East Fort Madison, Ill., because in excess of 38c, the discriminatory rates. 
westbound rate. Ask for reasonable rates and reparation. No. 10676. Mitsui & Co., Ltd., Seattle, Wash., 

No. 10660. Independent Home Oil Co., Fairmont, N. D., vs. Washington R. R. & N. Co. et al. 
A. T.°& S. F. et al. Unjust and unreasonable rate of $1.75 per 100 Ibs on 112 


ville, Tenn. 
tion. - 

os ' —— sia J. Lewis Mfg. Co., Chicago, et al. vs. A. T. & 
5. F. et al. 

Unjust and unreasonable rates on roofing and paving ma- 
terials from Chicago, Moline, Ill., Carthage, O., points in 
New York, Missouri and Minnesota to points in Western 
Classification. Asks just and reasonable rates and reparation. 

No. 10674. E. I. Du Pont de Nemours & Co. vs. Charleston & 
Western Carolina et al. 

Unjust and unreasonable rate of 28%c on cottonseed hull 
shavings from Augusta, Ga., to Hopewell, Va. Asks cease 
and desist order, just and reasonable rate and reparation. 


No. 10675. Constantin Refining Co., Tulsa, Okla., et al., vs. 
Ahnapee & Western et al. 
Unjust, unreasonable and unjustly discriminatory rates on 


vs. Oregon- 


No. 10661. 


No. 10661, Sub. No. 5. 


No. 


Unjust, unreasonable and excessive rates on gasoline and 
other refined petroleum oils from points of origin in Kansas, 
Missouri and Oklahoma to destinations in North and South 
Dakota and Minnesota. Asks for reasonable rates and 
reparation. ° 
Acme Cement Plaster Co., St. Louis, Mo., vs. Quanah, 
Acme & Pacific et al. 

Alleges the collection of an illegal rate on wall plaster 
from Acme, Tex., to destinations in Illinois and Indiana. 
Asks for cease and desist order and reparation. 

No. 10661, Sub No. 1. Acme Cement Plaster Co., St. Louis, Mo., 
vs. Q. A. & P. et al. 

Complains of rate on plaster from Acme, Tex., to Carter- 
ville, Ill., and other shipments from Acme, Tex., to points 
in Illinois and Indiana. Asks for reparation. 

No. 10661, Sub. No. 2. Acme Cement Plaster Co., St. Louis, 
Mo., vs. Q. A. & P. et al. 

Complains of rate on plaster from Acme, Tex., to points in 
Illinois and Indiana. Asks reparation. 

No. 10661, Sub. No. 3. Acme Cement Plaster Co., St. Louis, 
Mo., vs. Q. A. & P. et al. 

Complains of rate on plaster from Acme, Tex., to Gillespie, 
Ill. Asks reparation. 

No. 10661, Sub. No. 4. Acme Cement Plaster Co., St. Louis, 
Mo., vs. Q. A. & P. et al. 

Complains of rate on plaster from Acme, Tex., to Carlyle, 
Tll. Asks reparation. 

Acme Cement Plaster Co., St. Louis, 
Mo., vs. Q. A. & P. et al. 

Complains of rate on plaster from Acme, Tex., to Fairbury, 
Ill. Asks reparation. 

10662. Interstate Iron and Steel Co., 
Pa. R. R. Co. et al. 

Against a rate of $2.80 per gross ton on mill cinders from 

East Chicago to Detroit as unjust and unreasonable in com- 


Chicago, IIl., vs. 


carloads peanuts from Seattle and Tacoma to Houston, Tex. 
Asks reparation. ' 

No. 10677. E. I. Du Pont de Nemours & Co. vs. Philadelphia 
& Reading et al. 

Unjust and unreasonable rate on zinc-lined boxes from 
Wilmington, Del., to Carney’s Point, N. J. Asks cease and 
desist order, just and reasonable rate and reparation. 

_ + The Cairo Board of Trade, Cairo, Ill., vs. Mo. Pac. 
et al. 

Asks readjustment to just and reasonable basis rates on 
hay from Cairo, Ill., to points on Mo. Pac. in Arkansas. | 
No. 10679. State of Idaho ex rel. Public Utilities Commission, 

vs. Oregon Short Line et al. ’ 

Complains of rates on green fruit and apples from points of 
origin in Idaho to interstate points named in tariffs on file 
with I. C. C. Asks cease and desist order, reasonable, just, 
non-discriminatory and non-excessive rates. 

No. 10680. La Salle County Carbon Coal Co., La Salle, IIl., vs. 
M. & St. P. et al. 

Excessive charges for transportation of miners from Ogles- 
by to Cedar Point, Ill., under agreement between M. & St. P. 
and complainant whereby defendant bought coal from com- 
plainant. Asks reparation. 

— — Lowry Lumber Co., Kansas City, Mo., vs. Southern 
et al. 

Unjust and unreasonable charges on lumber from Haslam, 
Tex., to Neponsett, Mass., via Washington, D. C., reconsigned 
from Potomac Yard. Asks for cease and desist order an 
reparation. 

Ne. sees. D. M. Bare Paper Co., Roaring Spring, Pa., vs. ©: 
. et al. 

Against rates on pulpwood from stations on the Chesapeake 
& Ohio to Roaring Spring, Pa., as unjust and unreasonable_n 
comparison with rates to Williamsburg and Tyrone, P& 
Asks for just and reasonable rates and reparation. 
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ester, TARIFF FILE WANTED 
oe POSITIONS WANTED OR OPEN Covering territory from the Mississippi River to 
Ads sop TRAFFIC MEN ARE MORE THAN EVER IN De. the Atlantic ‘seaboard; must have the individual 


 B.& MyAND and THE TRAFFIC WORLD is the logical medium for lines and committee issues covering both state and 
tting the men and the positions in touch with one another. 


the rates for classified advertisements are as follows: Five interstate traffic. Describe fully what you have and 


1, 1917, nts per word first insertion, three cents per word second in- , < j 
rf $2.40 sertion and two cents per word for each additional insertion, amount wanted. A. T. 29, Traffic World, Chicago. 


22 and able in advance. Answers to keyed advertisements for- * : : “ 
f $3.40 wyded free and all correspondence held in strict confidence. FOR SALE—La Salle University Course in Interstate 
te and (HE TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. Commerce; 30 pamphlets, 4,000 pages, complete with les- 
S, Mo. son corrections, atlas, maps, numerous R. R. Tariffs and 
. SOMPETENT RATS St = Division Png soe Office 52 issues of The Traffic World. Price $15; cost $90. 
: sires g0Oo position wl industrial concern. en years ex- ‘ 

sks for Eatence. ‘Age 31. Married. Address Rate Clerk. Traffic Albert Hann, 114 Eighth St., West New York, New Jersey. 
. O% World, Chicago. 


> West HAVE HAD unusual experience, with clear record, as Chief FOR SALE eo 
clerk, General Freight Department, leading western line. Several thousand No. 1 and 2 6x8—8 Oak Ties at 


Ss, Mo., Organizer, competent executive, married. Want responsible po- . : ° ° 
sition, industrial or railroad. B. S. 16, Traffic World, Chicago. a No. 2 price. Ready for immediate shipment. 


d rails L. E. Pearson, Edwardsburg, Mich. 
yn, Ill, WANTED, in long established commercial traffic office, young 
man, With a good general knowledge of freight rates, who de- 


Valley @ xires to continue in traffic work. State experience, age and TRAFFIC ORGANIZATIONS 
. alary wanted. Submit recommendations. W. A. 28, Traffic 

Astoria # World, Chicago. 

= de- Tie chase at tae pp gag Recs hs. ee See: 

tes as ? e object o s league is to interchange ideas concerning 
SITUATION WANTED by competent, experienced Traffic tame matters, to co-operate with the Interstate Commerce 

, " Manager. Good organizer and executive. Knows import and 

> G.N, Seal Starti 1 th th ad haere Commission, state railroad commissions and _ transportation 

ye w a "Chi seaty saree UGueeeo- companies in promoting and securing better understanding by 

: fF. 211, Traffic World, Icago. the, public and the state and national governments of the needs 

eeding : — «€ e traffic world; to secure proper legislation where deeme 
ABLE, ENERGETIC MAN, aged thirty-one, recently dis necessary, and the modification of present laws where consid- 

vs. M charged from army, nine years railroad station experience, now ered harmful to the free interchange of commerce; with the 
employed as agent, desires to connect with traffic department view to advance fair dealing and to promote, conserve and pro- 

urnett, industrial or commercial firm. Initial salary secondary to tect the commercial and transportation interests. 


























that it ™ future. C. A. 167, Traffic World, Chicago. Headquarters—Tacoma Bldg., 5 North La Salle St., Chicago. 

‘ WANTED—Position as Traffic Manager by gentleman with GB. Ts BOO. 000050 cacecvasbeesweiansenosas edlsséeacnais President 
eneral @ tensive railroad and commercial traffic experience. Manager Traffic Department, Cincinnati Chamber of Com- 
Suffolk et and for past five years in active charge rate work with merce and Merchants’ Exchange. . 


st and . C. T. M. 173, Traffic World, Chicago. DR. Fi, NE iva bis 5c odvanwmelnswactamaintaaaaied . Vice-Presiaent 


Transportation Commissioner, Kansas City Chamber of 
A-1 TRAFFIC AND CLAIM EXPERT and general office man, Commerce. 


nw employed by one of largest general wholesale houses in Qgcar F, Bell ...c..ccccccccccccuccccececce Secretary-Treasurer 


mountain states, desires move to lower altitude, Oklahoma or 
—— Texas preferred. Offers from- reliable firms considered. B. J. i = Company, 836 South Michigan Avenue, Chi- 


' ’ ffic World, Chicago. 
epara-  & Teas ~ 1D is kis scwdadsunScacsenseesaun ...Assistan 


in., VS. 


T. & 5 North La Salle Street, Chicago, Ill. .. .. .. ..... pe 
g ma- N MANUFACTURERS’ ASSOCIATION, In Charge of Traffic of 
nts in Industries Located at Sterling and Rock Falls, Ill. 


Testern ae oneweenede® President 


ration Bl] w¥y 4 TART ITKFIITAT ASABE 4 BIR 6|)hCP. WW. CODillon ........ 0, Sao ean anue Vice-President 
ston & R Ut, Gt SE p cadabesccobemecaus anne wa aoe Secretary-Treasurer 
Ws. Te Sa hn ois ere 60 on ceed co ceskes oeene abo --..Traffic Manager 


‘d hull 

All correspondence relative to movement of traffic to or from 
f a HAMMOND, IND. Sterling and Rock Falls, Ill., should be addressed to the Traffic 
. On Indiana Harbor Belt R. R. Co. Manager. General Offices, Lawrence Building. Sterling, Il. 
Okla., 


‘ou: | Storage - Pool Cars - Forwarding WE LEASE TANK CARS 


: _ Distribution by Parcel Post and Express ANY SERVICE ANY TIME 


tes on 


os ialty. 
a Use our service ae pot Siete congestion. L | Q U | D S D ES P ATC H L I N E 
vex. Chicago rates apply. 2500 S. Robey St. Chicago, II. 
elphia 

from 
se and 
e PORTLAND, OREGON 


"8! Ship Us Your Pool Cars for Distribution in the Northwest 


ission, Customs House Brokers FORWARDERS OF IMPORT, EXPORT Marine Insurance 

nts of Pool Cars L. C. L. Freight AND DOMESTIC FREIGHT Traffic Managers 

fl OREGON-PACIFIC COMPANY _. 
whew WILCOX BUILDING Japan, eptnee fe 
EP. 

com- 

<_< TANK CARS 

“a FOR SALE OR LEASE—Approximately 100 SULPHURIC ACID TANK CARS 
ys. C. 15 of which are equipped with 2% Domes. All are of recent construction and 

peake part of them are practically new. They are now located in Southeast. 

-* Address, TANK CARS, care of Traffic World, Chicago, IIL 


THE TRAFFIC WORLD 


Vol, XXIII, No, 2 


Docket: of the Commission 


Note.—Items In the Docket marked with an asterisk (*) are 
new, having been added since the last issue of The Traffic 
World. Cancellations and postponements announced too late to 
show the change in this Docket will be noted elsewhere. 


June 16—Argument at Washington, D. C.: 
10287—Globe Elevator Co. vs. Delaware, 
Western et al. 
June 16—Baltimore, Md.—Examiner Brown: 
10536—The Fisher & Garozza Bros. Co. vs. Philadelphia, Bal- 
timore & Washington R. R. et al. 
June 16—Chicago, Ill.—Examiner McGehee: 
10483—Old Dominion Copper Co. et al. vs. Hincs. 
10492—-Phelps-Dodge Corporation et al. vs. Hines et al. 
a ee & Arizona Mining Co. et al. vs. Director Gen- 
eral. 
June 16—Pittsburgh, Pa.—Examiner Money: 
10578—The Germain Co. vs. A. C. L. et al. 


June 17—Philadelphia, Pa.—Examiner Brown: 
10548—U. S. Cast Iron Pipe and Foundry Co., Inc., vs. Pa. 
_ & RK. Co. o al. 
10561—Cumberland Glass Mfg. Co. vs. Central R. R. of New 
Jersey et al. 
June 18—Chicago, Ill.—Examiner Money: 
* 10595—Inland Steel Co. et al. vs. Director General. 
June 18—Syracuse, N. Y.—Examiner Brown: 
10227—Electric Railway Mail Pay. 
June 18—Philadelphia, Pa.—Examiner Brown: 
10611—American International Shipbuilding Corporation, ac- 
count U. S. Shipping Board, Emergency Fleet Corporation, 
vs. Pa. R. R. Co. et al. 
June 19—F lint, Mich.—Examiner Money: 
10566—Buick Motor Co. vs. Cent. of N. J. et al. 
10529—Dort Motor Car Co. vs. Pa. R. R. et al. 
June 19—Philadelphia, Pa.—Examiner Brown: 
10562—E. I. Du Pont de Nemours & Co. vs. Houston & Brazos 
Valley et al. 
10554—E. I. Du Pont de Nemours & Co. vs. Canton -R. R. Co. 


et al. 
10580—E. I. Du Pont de Nemours & Co. vs. The East Broad 
Top R. R. and Coal Co. et al. 


June 20—Cleveland, Ohio—Examiner Brown: 
10227—Electric Railway Mail Pay. 

June 21—Allentown, Pa.—Examiner Brown: 
10587—Lehigh Portland Cement Co. vs. Director General. 


June 21—Holland, Mich.—Examiner Money: 
10604—Holland Aniline Com. vs. Pere Marquette et al. 

June 23—Detroit, Mich.—Examiner Brown: 
10227—Electric Railway Mail Pay. 


June 23—New York, N. Y.—Examiner Thurtell: 
10634—The Thomas Iron Co. vs. Central R. R. Co. of New 
Jersey et al. 
10387—Empire Steel and Iron Co. vs. Central R. R. Co. of 
New Jersey et al. 
June 23—New York, N. Y.—Examiner Brown: 
10549—Ayres, Bridges & Co. vs. Erie R. R. et al. 
br $y epee & Hasslacher Chemical Co. vs. B. & O. R. R. 
et al. 
June 23—Chicago, Ill.—Examiner Money: 
10544—Chapin & Co. vs. Central of New Jersey et al. 
10516—Kansas Oil Refining Co. vs. Kansas City, Clinton & 
Springfield. Ry. et al. 
June 23—Washington, D. C.—Examiner Graham: 
10612—The Champion Fiber Co. vs. Sou. Ry. et al. 


June 23—Pittsburgh, Pa.—Examiner Mattingly: 
10547—United States Cast Iron Pipe and Foundry Co., Inc., vs. 
Pa. R. R. et al. 


June 23—Portsmouth, O.—Examiner Trezise: 
10533—Whitaker-Glessner Co. vs. B. & O. et al. 


June 23—San Antonio, Tex.—Examiner Waters: 
10560—San Antonio Freight Bureau vs. International & Great 
Northern et al. 
June 23—Washington, D. C.—Examiner. Woodward: 
10482—E. I. Du Pont de Nemours & Co. vs. Hines et al. 


June 24—Chicago, Ill—Examiner Money: 
10591—W. H. Barber Agency Co. vs. A. C. L. et al. 
10613—Joyce-Watkins Co. et al. vs. C. C. C. & St. L. et al. 


June 24—New York, N. Y.—Examiner Brown’ 
10567—The New Jersey Zinc Co. of Pennsylvania et al. vs. 
A. T. & S. F. et al. 
10574—George C. Holt and Benj. B. Odell as receivers for 
tna Explosives Co., Inc., vs. Pa. R. R. et al. 
10575—Wall Rope Works, Inc., vs. Pa. R. R. et al. 


June 24—Pittsburgh, Pa.—Examiner Mattingly: 
10570—William Schuette & Co. vs. Northern Pacific Ry. et al. 
wee fom. ae 1)—William Schuette & Co. vs. Great North- 
ern Ry. et al. 


June 25—Pittsburgh, Pa.—Examiner Mattingly: 
10552—Pittsburgh & West Virginia Ry. Co. et al. vs. Pitts- 
burgh & Lake Erie R. R. Co. et al. : 
10552 (Sub. No. 1)—Pittsburgh & West Virginia Ry. Co. et al. 
vs. Bessemer & Lake Erie R. R. et al. 
10552 (Sub. No. 2)—Pittsburgh & West Virginia Ry. Co. et al. 
va. P. C. Cc. & St. L. R. KR. Co, et al. 


Lackawanna & 











10552 (Sub. No. 3)—Pittsburgh & West Virginia Ry. Co. et; 
vs. Baltimore & Ohio R. R. et al. 
June 25—Indianapolis, Ind.—Examiner Brown: 
10227—Electric Railway Mail Pay. 
June 25—Richmond, Va.—Examiner Graham: 
10588—Southern Cotton Oil Co. vs. Sou. Ry. et al. 
10588, Sub. No. 1—Southern Cotton Oil Co. vs. Sou. Ry. 
10589—Southern Cotton Oil Co. vs. Sou. Ry. Co. et al. 
June 25—Cincinnati, O.—Examiner Trezise: 
ler Gig Procter & Gamble Co. vs. Alabama Great 
ern et al. 
10599—The Procter & Gamble Co. vs. Cincinnati, New Orlean; 
& Texas Pacific et al. 
10600—The Procter & Gamble Co. vs. Cincinnati, New Orleans R 
& Texas Pacific et al. 
10602—The Procter & Gamble Co. vs. A. T. & S. F. et al. 
June 25—New York, N. Y.—Examiner Brown: 
10605—Naylor & Co., Inc., vs. C. N. O. & T. P. Ry. et al. 
10603—Chrevolet Motor Co. of California vs. C. & N. W. et al 
June 26—Milwaukee, Wis.—Examiner Money: E 
10586—Jos. Schlitz Brewing Co. vs. C. M. & St. P. et al. 


June 26—Cincinnati, O.—Examiner Trezise: 
10546—U. S. Cast Iron Pipe and Foundry Co., Inc., vs. B. g 
O. R. R. et al. Gi 
10616—American Fluorspar Mining, Leasing and Transporta 
tion Co. vs. D. & R. G. R. R. Co. et al. 


June 26—New York, N. Y.—Examiner Brow: 
10594—-The Wholesale Trade Assn. of New oYrk, Inc., ys 
B. & O. R. R. et al. 7 
a + Creosoting Co. vs. Central of New Jerse 
et al. 


June 27—Milwaukee, Wis.—Examiner Money: 
10446—Palm Olive Co. vs. Hines et al. 

June 27—Chicago, Ill—Examiner Brown: 
10227—Electric Railway Mail Pay. 


June 27—Los Angeles, Cal.—Examiner Waters: 
10538—Moreland Motor Truck Co. vs. Director General. 
10610—Assets Realizing Mines Corp. vs. A. T. & S. F. et al; 


June 27—Indianapolis, Ind.—Examiner Mattingly: ing 

9308—Indianapolis Chamber of Commerce et al. vs. C. ¢. ¢ 
& St. L. Ry. et al. i? 
9326—Indianapolis Chamber of Commerce et al. vs. C. 4. ¢ Thi 
& St. L. Ry. et al. hi, 
whi 


June 27—New York, N. Y.—Examiner Brown: 
10103—Steinhardt & Kelley vs. Erie R. R. Co. In 


June 27—Los Angeles, Calif.—Examiner Waters: trol 
bo > ghana Portland Cement Co. vs. R. R. & P. RR 
et al. 


June 28—Birmingham, Ala.—Examiner Graham: 
10579—Birmingham Packing Co. vs. L. & N. et al. 


June 28—Birmingham, Ala.—Examiner Graham: 
10579—Birmingham Packing Co. vs. Louisville & Nashville 
et al. Such fourth section departures as herein involved. 
June 28—Minneapolis, Minn.—Examiner Money: 
10568—Charles Hechtman vs. C. B. & Q. et al. 
10571—J. F. Anderson Lumber Co. vs. C. & N. W. et al. 


June 28—Terre Haute, Ind.—Examiner Trezise: the 
ee eg yee Chamber of Commerce vs. P. C. C. § F 
. L. et al. | 


June 30—Minneapolis, Minn.—Examiner Brown: 
10227—Electric Railway Mail Pay. 
June 30—Minneapolis, Minn.—Examiner Money: WV 


10577—Bennett Grain Co. and the Hays-Lucas Lumber Co, Vs. 
Illinois Central et al. 


June 30—Birmingham, Ala.—Examiner Graham: 
10545—United States Cast Iron Pipe and Foundry Co. vs. Ala. 
Great Sou. et al. 


June 30—San Francisco, Cal.—Examiner Waters: 
10550—Crown Willamette Paper Co. vs. Sou. Pac. et al. 
10040—W. M. Slater et al. vs. Sou. Pac. Co. et al. 


June 30—Huntington, W. Va.—Examiner McFarland: : 
—— Bros. & Co., merchant millers. vs. C. & O. Ry. 
et al. 


June 30—St. Louis, Mo.—Examiner Trezise: 
—— Ozark Cooperage and Lumber Co. vs. St. L.-S. F, 
et al. 


June 30—Milwaukee, Wis.—Examiner Mattingly: 
10556—Graham Paper Co. vs. Portland Ry. Light and Power 
' . Also reopening for hearing fourth section appli- 
cation No. 9886 of R. H. Countiss, agent, which asks one 
thority to establish a rate of 81.5¢c per 100 Ibs for the 
transportation of paper fruit wraps and fruit wrapping 
paper unprinted, minimum carload weight 40,000 Ibs., ae 
Camas, Wash., to Jacksonville, Fla. Also such other fou 
section departures that may exist in the adjustment 0 
rates concerned in the above entitled case. 


June 30—Elmira, N. Y.—Examiner Brown: 
10445—Thatcher Mfg. Co. vs. Hines et al. 
or S-Seneee City, Mo.—Examiner Trezise: t al 
10555—Lake Park Refining Co. vs. C. M. & St. P. Ry. = al 
10563 (Sub. 4)—Lowry Lumber Co. vs. M. & O. R. Rh. Co. & W. 
10563 (Subs. 1 and 2)—Lowry Lumber Co, vs. Si. . & 
Ry. Co. et al. 


and 
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Lost Canteens . 
‘y. et al 
The non-delivery, damage to or shortage of a 
+ South4| shipment can give rise to a loss for which no insur- 
ance policy can indemnify you. Such losses impair 
Orleang#| your service to customers and invite dissatisfaction. 
Orleans Remember that the mere reimbursement of the 
a insurance value of goods lost or damaged does not 
cover future profits which may be lost through dis- 
t al. satisfied customers. 
W. et al 


Every shipper is vitally interested in retaining the 
al. good-will of his customers, which is based as much 
on the safe arrival of the goods as on their quality. 


is. B. & " F . 
Guard against errors, carelessness or dishonesty. 
nsporta Instruct your employes how to carefully wrap, pack, 
address and check the contents of all packages. 
sia Te Avoid descriptive labels—they invite theft. 
‘ae These precautionary measures at the point of ship- 
ment are of the utmost importance to you 
—they greatly reduce the likelihood of loss, 
—contribute to the safe arrival of the goods, 
—increase the value of your service to your 
customer, 
Li. 
*. et al and thereby insure his continued patronage and last- 
Re ing good-will. 
De : 
= ee _ Let us show you how losses can_be reduced. 
aie This is a feature of NORTH AMERICA service of 
which you should avail yourself. 
In spite of all this, however, losses beyond your con- 
Tt trol are bound to occur. A NORTH AMERICA 
— will indemnify you for these losses. This policy is 
ro ge extremely simple in form and use. It can be used 


by any clerk in your establishment. The policy is 
in the form of a book of coupons. Simply detach 
ul, 2 coupon and place it in the package or attach it to 
the invoice—you wrap and insure in one operation. 


. oa 
For large shippers we have a special Open Policy 
orm, 
‘ Mail the coupon below. 
Co, vs. 
Insurance Compan 
““1| NORTH AMER RICA 
1. 
" PHILADELPHIA | 
o. Ry. | Capital $4,000,000 Founded 1792 — Assets Over $30,000,000 
The Oldest American Stock Insurance Company 


Writers of FIRE, MARINE, AUTOMOBILE, MERCHANDISE 
FLOATERS, BAGGAGE, ETC. 


Stability 


sea em e eee eee ee eee ele 
eeu ee 


Experience Service 


INSURANCE CO. OF NORTH AMERICA 
Dept. P, Third and Walnut Sts., Philadelphia 

Enclosed is $5.00, for which send book of 
100 coupons, which insures 100 packages 
valued up to $25 each, or 50 packages at $50 
each, and so on. 





I am also interested im .....cscccsceeeee 
form of insurance, 
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The Indastrial Truck 
Will Cut Your Handling Costs 


For the moving of material in package or bulk in- 
doors or out, the Industrial Truck is a proved worker. 
It permits of the handling of more material, with less 
help, at less cost and speeds up efficiency generally. 


The “ fronclad=Exide”’ Battery 


with its special positive plate, its non-flooding filling 
plug, its ‘‘Giant’’ jar assembly, and its ability to 
“stand up to its job” day-in and day-out, is the 
standard battery for Industrial Truck service. 


Write our nearest Sales Office and have them 
tell you what the Industrial Truck, equipped with 
the **fronclad=Exide’’ Battery, has accomplished for 
others and what it will accomplish for you. 


THE ELECTRIC STORAGE BATTERY C0. 


The largest manufacturer of Storage Batteries in the World 


1888 PHILADELPHIA, PA. 1919 


New York, Boston, Washington, Minneapolis, Denver, Detroit, 
San Francisco, Kansas City, Chicago, Cleveland, Atlanta, 
Pittsburgh, St.Louis, Rochester, Toronto. 


<p THE ELECTRIC STORAGE BATTERY CO. ny 


CUNARD 
ANCHOR 
ANCHOR-DONALDSON 


a urTanATS =e 


QUADRUPLE SCREW TURBINE 
Length 901 Feet + Breadth 97 Feet + 47000 Tons. 


UNEXCELLED SERVICE 
NEW YORK-AVONMOUTH 
IVERPOOL 
TTERRAMEAN 


zwzzzz 
oommmm 
24<e<e<E 


ow 
N ASGOW 
PORTLAND-LONDON PHILADELPHIA- BRISTOL 


RATES to Irish, English and Scotch points via Liverpool, London, Glasgow 
or Avonmouth, ~~ to Mediterranean points hd Genoa, Naples or 
Piraeus, quoted on applicatio 

_ REFRIGERATOR SPACE FOR EV ERY. PURPOSE 
For information as to rates, —-, > ., and for booking arrangements, 
apply 
MPANY’ s OFFICES. 
21-24 State Street, Battery Park Building. 
126 State Street, Cunard Building. 
140 No. Dearborn Street, Cunard Building 
Cor. 3d St. and 2nd Ave. So., Metropolitan Life Bldg. 
270 Main Street, Scott Bui uilding. 
1300 Walnut Street 
107 East Baltimore Street. 
712 —_ - «omen of Commerce Bldg. 


NEW YORK 
BOSTON 


CHICAGO 
mito 


PHILADELPHIA 
BALTIMORE 
PITTSBURGH 


W. Cor. Market one First Streets, Cunard Building. 
622 Hastings Street, 
The Robert Reford ‘co. Ltd., 23 St. enemas 8t. 
The Robert Reford Co., Ltd., 1 India 8 
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10563 (Sub. 3)—Lowry Lumber Co. vs. Ouachita & North- 
western R. R. Co. et al. ss . 
10584—Lowry Lumber Co. vs. Gulf & Ship Island R. R. Co. 
et al. 
10623—Lowry Lumber Co. vs. C. C. C. & St. L. Ry. Co. et_al. 
10624—Lowry Lumber Co. vs. Houston East & West Tex. Ry. 
Co. et al. 
10625—Lowry Lumber Co. vs. Sou. Pac. Co. et al. 
July 2—Montgomery, Ala.—Examiner Graham: 
10542—Chamber of Commerce of Montgomery, Ala., et al. vs. 
Louisville & Nashville R. R. et al. 


10559—Chamber of Commerce of Montgomery, Ala., et al. vs. 
L. & N. R. R. Co. et al. Such portions of fourth section 
application 1952 of L. & N. R. R. which seeks authority to 
continue to charge for the transportation of bar iron, rod 
iron, bolts and other iron and steel articles, C. L. and 
L. Cc. L., from Ohio and Mississippi River crossings to 
Montgomery, Ala., rates higher than those contempo- 
raneously maintained on like traffic to Catoma, Ala., and 
other more distant points. f 

10622—Mobile Chamber of Commerce and Business League vs. 
L. & N. R. R. et al. 


Ju'y 2—Grand Rapids, Mich.—Examiner McFarland: 
10614—Grand Rapids Plaster Co. vs. Ann Arbor et al. 


July 2—Minneapolis, Minn.—Examiner Mattingly: 
be er a Robinson Lewistown Co. et al. 


July 3—Cleveland, O.—Examiner Money: 
9327—The National Petroleum Assn. et al. vs. M. K. & T. 
et al.; such portions of fourth section applications 465 of 
Agent Leland; 799 of St. L.-S. F. R. R.; 2659 of A. T. & 
S. F. R. R.; 4218 of Mo. Pac. Ry.; 4219 of Mo. Pac. Ry.; 
and 4220 of Mo. Pac. Ry. as relate thereto. 
6817—Kanotex Refining Co. vs. A. T. & S. F. et al. 


July 3—Portland, Ore.—Examiner Brown: 
10227—Electric Railway Mail Pay. 


July 3—Sacramento, Calif.—Examiner Waters: 
10606—W ood Curtis Co. vs. Southern Pacific et al. 


July 3—Washington, D. C.—Examiner W. N. Brown: 
* 9802—Waccamaw Lumber Co. vs. Atlantic Coast Line et al. 


sae 5—South Bend, Ind.—Examiner McFarland: 
10553—The Chicago, Lake Shore & South Bend Ry. vs. Lake 
Erie & Western et al. 
10534—-The Chicago, Lake Shore & South Bend Ry. vs. Lake 
Erie & Western et al. 


July 7—San Francisco, Calif.—Examiner Brown: 
10227—Electric Railway Mail Pay. 


oe 7 Tartans. Ore.—Examiner Waters: 
10535—Northern Grain and Warehouse Co. vs. Northern Pa- 
cific Ry. et al. 
9270—Astoria Box Co. et al. vs. Portland & Seattle Ry. et al. 


July 7—Tulsa, Okla.—Examiner Trezise: 
* 10647—Cosden & Co. et al. vs. The Akron, Canton & Youngs- 
town Ry. Co. et al. 


ae avian Refineries, Inc., vs. Gulf, Colorado & Santa Fe 

et al. 

10590—Oklahoma Petroleum and Gasoline Co. vs. Gulf, Colo- 
rado & Santa Fe et al. 

Pe eee Iron Works et al. vs. Gulf, Colorado & Santa 
re et al. 


July 7—Mason City, Ia.—Examiner Mattingly: 

10596—North Iowa Traffic Assn. vs. Ann Arbor R. R. Co. et al. 
July 7—Meridian, Miss.—Examiner Graham: 

9560—Meridian Traffic Bureau vs. Southern Ry. Co. 


July 8—Chicago, Ill.—Examiner McFarland: 

8632—Sulzberger & Sons Co. vs. C. R. I. & P. et al. 

$632 (Sub. No. 1)—Sulzberger & Sons Co. vs. M. K. & T. et al. 

8632 (Sub. No. 2)—Sulzberger & Sons Co. vs. St. L.-S. F. et al. 
Such portions of fourth section application No. 630 filed 
by Agent F. A. Leland, seeking authority to continue to 
charge for the transportation of dressed beef or fresh meats 
in straight or mixed C. L. from Omaha, Neb., to Oklahoma 
City, Okla., rates which are lower than the rates contem- 
poraneously maintained on like traffic from Kansas City, 
Kan., and from or to other intermediate points. 

7519—Cudahy Packing Co. vs. A. T. & S. F. et al. 


aa Fla Okla.—Examiner Trezise: 

10617—Akin Gasoline Co. vs. Ft. Worth & Denver City et al. 
10618—Akin Gasoline Co. vs. M. K. & T. Ry. et al. 
10598—Sunland Oil Co. vs. Texas & Pacific et al. 


July 9—Seattle, Wash.—Examiner Waters: 
—— Coast Shippers’ Assn. vs. Canadian Pac. Ry. 
et al. 


July 9—Los Angeles, Calif.—Examiner Brown: 
10227—Electric Railway Mail Pay. 


= 10—Chicago, Ill.—Examiner McFarland: 
9236—Oriental Textile Mills vs. Alabama & Vicksburg Ry. Co. 
et al. Fifteenth section application 7086 of F. A. Leland, on 
behalf of the Trinity & Brazos Valley Ry. and certain other 
non-federal controlled carriers, asking for authority to 
cancel L. C. L. commodity rates on camel’s hair press cloth 
from Houston to specific destinations in Illinois, Indiana, 
Michigan, Minnesota, Ohio, Tennessee and Wisconsin, and 
on press cloth, C. L., from Houston to Vicksburg, New Or- 
leans and groups. 
9806—E.. T. Stokes et al. vs. D. L. & W. R. R. Co. et al. 
9806 (Sub. 1)—E. T. Stokes et al. vs. P. R. R. Co. et al. 
July 10—Sioux Falls, S. D.—Examiner Mattingly: 
9496—Haley & Lang Co. vs. American Express Co. et al. 
July 11—Omaha, Neb.—Examiner Mattingly: 
10539—Nebraska Bridge Supply and Lumber Co. vs. 
. Pacific R. R. et al. 
10251—Nebraska-Iowa Fruit Jobbers’ Assn. vs. C. B. & Q. 
R. R. Co. et al. 


va, &. Rhiée 
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July 11—Natchez, Miss.—Examiner Graham: 

10585—Natchez Chamber of Commerce et al. vs. Y. & My 
R. R. Co. et al. 

July 12—Chicago, Ill—Examiner McFarland: 
10019—Montana Oil Co. et al. vs. A. T. & S. F. Ry. Co. et g 

July 12—Spokane, Wash.—Examiner Waters: 

10609—F. R. Woodbury Lumber Co. et al. vs. Great Northen 
Ry. Co. et al. 

10530—Inland Empire Paper Co., = 3B. & 83. 
Co. et al. 

10565—American Fire Brick Co. vs. Oregon-Washington R, Rp 
& Navigation Co. et al. 

— 12—Shreveport, La.—-Examiner Graham: 
10675—Weaver Bros. & Looney vs. L. & A. Ry. Co. et al. 
10573—Weaver Bros. & Looney vs. Hines et al. 

July 12—Spokane, Wash.—Examiner Waters: 
10621—Bunker Hill and Sullivan Mines Co. vs. 

Ry. Co. 

July 14—Chicago, Ill.—Examiner McFarland: 

10581—American Smelting and Refining Co. et al. 
Arbor et al. 

July 14—Salt Lake City, Utah—Examiner Brown: 
10227—Electric Railway Mail Pay. 

July 14—Little Rock, Ark.—Examiner Graham: 
10615—Ouachita Valley Ry. Co. vs. C. R. Il. & P. et al. 
10592—Arkansas Jobbers’ and Manufacturers’ Assn. vs. C. R 

A & Fr. Ot Si. 

July 14—Des Moines, Ia.—Examiner Mattingly: 
9931—P. H. Barrett vs. C. B. & Q. R. R. Co. et al. 

July 14—Chicago, Ill—Examiner McFarland: 
10526—Anaconda Copper Mining Co. vs. Ann Arbor R. R. (Co 

et al. 


July 14—Pittsburgh, Pa.—Examiner McGehee: 
ee Coal Co. vs. Pittsburgh & West Virginia Ry. 


et al. 

10197, Sub. No. 1—Meadowlands Coal Co. vs. Pittsburgh & 
West Virginia Ry. et al. 

10197, Sub. No. 2—Waverly Coal and Coke Co. vs. Pittsburgh 
& West Virginia Ry. et al. 

10197, Sub. No. 3—Pryor Coal Co. vs. Pittsburgh & West Vir- 
ginia Ry. et al. 

10197, Sub. No. 4—Duquesne Coal and Coke Co. vs. Pittsburgh 
& West Virginia Ry. et al. 

10197, Sub. No. 5—Pittsburgh Southwestern Coal Co. vs. Pitts. 
burgh & West Viriginia Ry. et al. 

10197, Sub. No. 6—Ferguson Coal and Coke Co. vs. Pittsburgh 
& West Virginia Ry. et al. 


July 17—Memphis, Tenn.—Examiner Graham: 
9168—Memphis Freight Bureau et al. vs. St. L.-S. F. R. R. 


Co. et al. 
en Cellulose Co. et al. vs. Can. Pac. Ry. Co. 
et al. 
July 18—Kansas City, Mo.—Examiner Brown: 
10227—Electric Railway Mail Pay. 
July 18—Grand Forks, N. D.—Examiner Waters: 
o> Teas Bros. & Crum Co. vs. American Ry. Express Co. 
et al. 


July 19—Jackson, Tenn.—Examiner Graham: 


Inc., 


Can. Pae 


vs. An 


Ohio R. R. seeking authority to continue to charge for the 
transportation of wheat, C. L., from Cayce, Jordan & Mos- 
cow, Ky., to Trenton, Tenn., rates that are higher than 
those contemporaneously maintained on like traffic to 
Kenton, Tenn., and other intermediate points. 


July 21—Portland, Ore.—Commissioners Hall, Daniels and East- 
man: 
10448—Inland Empire Shippers’ League vs. Hines et al. 
a of Public Docks of Portland et al. vs 
ines et al. 


July 21—Portland, Ore.—Commissioners Hall, Daniels and East: 


man: 
10668—City of Warrenton vs. Walla Walla Valley Ry. et al. 


July 21—Chicago, Ill—Commissioner Myer: 
* Ex-parte 67—Illinois Classification. 
July 22—Dallas, Tex.—Examiner Brown: 
10227—Electric Railway Mail Pay. 
July 24—St. Louis, Mo.—Examiner Brown: 
10227—Electric Railway Mail Pay. 
July 26—Cincinnati, Ohio—Examiner Brown: 
10227—Electric Railway Mail Pay. ; 
July 28—Pittsburgh, Pa.—Examiner Brown: 
10227—Electric Railway Mail Pay. 
July 30—Chicago, Ill.—Examiner Marshall: 
10020—Wisconsin & Michigan Fruit and Vegetable Jobbers 
Assn. vs. Ahnapee & Western Ry. et al., in order that 
defendants may show substantially the cost of the service 
_— which they rely in justification of certain increase 
charges. 


W. F. T. COM. DOCKET 


The Western Freight Traffic Committee advises that 
docket 815 has been set down for hearing before it 


Room 1909, Transportation Building, Chicago, June 18, 
10:30 a. m. It is the question of establishing the follow 
ing minimum carload weights on the commodities spec 
fied, handled between points in western territory: Cement, 
60,000 pounds; lime, 30,000 pounds; plaster, 40,000 pounds: 
stucco, 40,000 pounds. Mixed carloads of any of the above 
commodities, where mixing is permitted under the tariffs, 
to be subject to the highest minimum weight prescribe 
for any of the commodities contained in the shipmett 
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Concrete Examples 
The Traffic World and The Traffic 


Bulletin are helping so many people 


in sO many ways that practically 

all every one of the hundreds of letters of com- 
ay | mendation which come to us within the course 
a | of the year are something like: “Your papers 
eel | are indispensable,” or, “We could not do with- 
ae out them.” What we desire, for the benefit 
| particularly of our newer subscribers, are 
concrete examples of how some particular item 

on some particular page of some particular 

number of either THE TRAFFIC WORLD or 

THE TRAFFIC BULLETIN enabled you as 


a subscriber to save or to regain some specific 
amount of money. 


For every such definite statement which may 
reach us before July first, and which we are 
given permission to use, we shall be glad to 
pay a dollar. 


THE TRAFFIC SERVICE BUREAU 
418 South Market Street CHICAGO 
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DIRECTORY OF TRANSFER AGENTS, FREIGHT FORWARDERS, WAREHOUSEMEN, 
CUSTOM HOUSE BROKERS, ETC. 





Spencer Transfer, North Carolina 


(Largest Freight Transfer Station In the South) 


For quick service to the Carolinas and u Geo 
consi pool cars to us for distribution. T couak _ 
chandise cars loaded out daily for this entire territory. 


Acme Transfer & Storage Co., Inc., of New York 


H. N. McEwen, Resident Manager. P. O. Salisbury, N. C. 





DECATUR, ILLINOIS 
“The Heart of Illinois” 
Gives quicker service by steam and electric lines 
to all Central Illinois. 


PARKE & SON CO. 


Members Am: ican Chain of Warehouses 
STORAGE TRANSFER FORWARDING 


Western Transfer and Storage Co. 


220 TO 226 STANTON ST. 
FORWARDERS AND Darn T 
ISTRIBUTOR 
DISTRIBUTION CARS A SPECIALTY 


TWO WAREHOUSES ON TRACK 
The only FIREPROOF storage in El Paso 


Cut Rate Package Car Service from Seaboard Territory 


Gordon Fireproof Warehouse & Van Co. 


219-23 North 11th Street, OMAHA, NEB. 


6 Warehouses on Track—4 Sprinkled 


Insurance Rate, 20c. Trackage Space, Two Blocks 
General Transfer and Forwarding 


Buffalo Storage & Carting Co. 
$50 Seneca St., Buffalo, N. Y. 











Storage, Transfer and Forwarding 
Warehouse on New York Central Tracks 








OkkLAND CALIFORNIA sacramento 
POOL CAR SERVICE © 
LAWRENCE WAREHOUSE @ 


» 





CHICAGO 


Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


RESHIPPING WAREHOUSE 
F. W. HAGEN & CO. 1131 EAST TTTH STREET 


66 car Switch =CHICAGO, ILL. cw's,1000 cn 


Grand Crossing, Ill., Sta. | South Chicago, Ill., Sta. 
L. C. or Nickel Plate Delivery Belt Ry. of Chgo. or EB. J. & EB. Del’y 
Ample Private Car Switch and Lake Michigan Dock Facilities 
Thru Transit and Chicago Freight Rates Protected 
GENERAL MERCHANDISE STORAGE, TRANSFERRING 


Carolina Storage & Distributing Co, 
Raleigh, North Carolina 


We store and distribute all classes of freight. Modern 
brick warehouse located on railroad tracks. Pool car 
distribution a specialty. Being centrally located, Raleigh 
is the most logical distributing point foy,.the_Carolinas, 


LINCOLN, NEB. 


Best Distribution Point In the West 
Merchandise in car lots distributed to all points. House- 
hold goods assembled and shipped in car lots at reduced 
rates. Cars sent to our warehouses without charge. 


GENERAL DRAYAGE AND STORAGE 
Fireproof Buildings—Trackage Space, 7 cars. 
Service—the foundation of our success. 


CARTER TRANSFER & STORAGE CO., 8th and Q Sts. 


ST. JOSEPH TRANSFER CO. 


‘sPONY EXPRESS’? 
ST. JOSEPH . . MISSOURI 


MERCHANDISE STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICE GUARANTEED. 


CINCINNATI, OHIO 


Consignments of freight in carloads or less for Cincinnati 
and points beyond solicited, at reasonable rates. 


The moving and placing of heavy machinery a s,ecialty. 


THE CINCINNATI TRANSFER CO. 


Correspondence Solicited. Established 1859. 


ROCHESTER, NEW YORK | 


General Storage Forwarding Carload Distribution 


Excellent facilities for reshipping without cartage. Insur- 
ance rate 12 cents, Members of American Warehouse- 
men’s Association and American Chain of Warehouses. 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING and MAPLE STS. 


CINCINNATI, OHIO. joi 22% 
J. C. Buckles Transfer Co. 


SAVE THE DIFFERENCE 


Prevailing high freight rates means greater difference be- 
tween carload and less carload rates than heretofore. 


Send us your mixed carlots North, South, East and West 











Louisville Public Warehouse Co., Inc. 


Accumulators and Distributors of All Classes of Freight 
Have COMMERCIAL FREIGHT DEPOT Center 
of City, Storage, Traffic and Transportation Depts. 
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Some of the subscribers to 


THE DAILY TRAFFIC WORLD 


take that paper because they are thus enabled to keep 
in authentic day by day touch with the important orders, 
rulings and decisions of the Interstate Commerce Com- 
mission and the Railroad Administration. 


Some take it because of the prompt advice as to 
the District Committee dockets, the freight rate author- 
ities, the fifteenth section applications and orders and 
the tariff filings and rejections. 


Others take it for the expedited service thus given 
in the matter of the new complaints and the docket of the 
formal hearings, while still others take it for the reason 
that, in addition to getting all of the above information 
they thus establish an agency in Washington upon mitt 
: ° ogee form 
which they may call at any time for specific informa- 
tion concerning the activities of any department of the 
government, for we act as the paid agents of our daily 
subscribers in procuring for them information from any 
of the departments in Washington. 


As the railroads will unquestionably be released 
from Federal control on January first and as they will saith 
doubtless be put into the hands of their corporations, club: 
to operate, some months before their release, you will “pe 
be especially interested in an expedited traffic news traff 
service during the next few months and The Dany ‘rail 
Traffic World will fill the bill. me 


tion 
Samples and other information free on request. 


THE TRAFFIC SERVICE BUREAU 
418 South Market Street Chicago, Illinois 





